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When President Roosevelt brought back from 
stormy waters the Atlantic Charter, with “freedom 
of the press” as one of its four great freedoms, he 
introduced nothing new; he was simply restating 
what was first written into our Bill of Rights. 

That Bill established the freedom of the press. 
But freedom of the press is subject to constant 
assault, and only the eternal vigilance, the con- 
tinuous fight of American newspapers has warded 
off encroachments that would otherwise have de- 
stroyed it. 


TRANSPORTATION ASSOCIATION OF) 
AMERICA salutes those newspapers. They have | 
been its model and inspiration in its fight for the | 
preservation of free enterprise in American trans- | 


portation. Newer in the field, not nearly so well 
equipped, Transportation Association, nevertheless, 


has learned from the American newspapers the need | 


for unwinking watchfulness. Wherever danger to 
the American system of private ownership and 
management of transportation has raised its head, 


Transportation Association of America has been | 
quick to assail it with facts, figures and vigorous | 


public statement. 


In its ranks are to be found representatives of all : 
who have built and maintained free enterprise in 


America—agriculture and finance; manufacturing, 
mining and transportation. Its self-imposed task is 
to keep before the American public the rights and 
traditions of free enterprise in an industry which 
is the life-line of our nation. 

At the moment, the gravest peril to private own- 
ership and management lies in the waste, ineffi- 
ciency and resulting high cost attendant on 
destructive competition. Sheer walls have been 
built between railroad, highway, air and water 
transportation; partisan charges of “subsidized” are 
being shouted, making impossible of attainment the 
efficiency and economy that would flow from in- 
tegration. 

Transportation Association of America has al- 
ready placed before the Board of Investigation and 
Research—a Congressional Agency established pur- 
suant to Section 301 of the Transportation Act of 
1940—its belief in integration. 

INTEGRATION impresses us as a new, sound, 
and logical plan. We conceive it to be the legalized 
utilization of transportation facilities and instru- 
mentalities of all sorts under unified management. 

At our semi-annual meeting on May 10, 1941, the 
following was adopted: 


“Integration of all types of transportation, without 
subsidy, represents a sound formula for approaching 
the problems of the industry, as a whole. The public 
is entitled to the most economical, most convenient, 
and most efficient form of transportation but should 
not be asked to pay a premium simply to perpetuate 
the competitive principle where it contributes nothing 
to the services performed. The aim of any sound 
future policy should be directed toward development 
of a limited number of competitive transportation 
systems, each having legal sanction to render all types 
of service. The public welfare would be safeguarded 
by the vast regulatory powers vested in the Interstate 
Commerce Commission.” 


Transportation Association of America 
105 W. Adams St., Chicago, Illinois 
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0 “We have a tremendous amount of 
extra work because of increased vol- 
ume of business. There are additional freight 
bills and new rates to check. And there is 
a big increase in other routine work. 


@ “Some of our employees were drafted, 
some enlisted, some left for other 


jobs—and there will be more going. It takes 
time to acquaint new employees with our 
own particular traffic problems, and some 
of them haven’t had as much traffic experi- 
ence as I would like. 


Q “Because of the general rate changes, 
particularly the 10% increase of 
March, 1938, and the 6% increase of March, 
1942, we have to use several connecting-link 
supplements. Most of the original tariffs have not been reprinted to reflect these 
increases. 





@ “Our warehousing and distribution practices have been revolutionized be- 
cause of priorities, changes in transportation rules and regulations, servicing 
of new customers, and other commercial conditions. 


6 J “War conditions have forced us into new products. This means the check- 
ing of many new rates for our sales and purchasing departments. 


“We have to spend a good deal of time in conferences with our other depart- 
ments because of the continuous changes brought about by the present 





situation. Naturally that cuts into the time for doing the regular department 
work, 


~ 
% 





@ > the increase in the volume of tariff supplemental matter to be 
filed and checked is tremendous.” 
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The New Deal and the Railroads 


Come war and defeat, come Hell and high water, 
* the New Deal must still preserve its “social gains” 
and continue to persecute big business. This time its 
effort is to break down the rate-making machinery of 
the transportation companies—an effort that for some 
time has been prosecuted by Thurman Arnold, of the 
anti-trust division of the Department of Justice, and 
is now taking the form of grand jury proceedings. 

We are not now arguing that there may not be 
some technical point into which legal sharps, railroad 
baiters, and those who think there should be unregu- 
lated transportation competition might sink their teeth, 
but we are saying that, even if it be admitted—which 
we do not admit—tthat there is such a point, now, when 
we are involved in a great war and the railroads and 
motor transport are being called on to do a tremen- 
dous task—and are making good—is no time to try to 
break down a system of long standing that has the ap- 
proval, not only of the transportation agencies, but of 
their patrons and of the bodies set up by law to regu- 
late them. Such an undertaking could well wait for a 
time. Now it would—especially if successful—disrupt 
long established methods of doing business that are 
unobjectionable to those who proceed under them and 


are governed by them, and interfere seriously with the 
war effort. We again call the attention of the adminis- 
tration to the fact that there is a war on—a war into 
which it, rightly or wrongly, took us—and that admoni- 
tions to others as to their duty cannot obscure the fact 
that it must also devote itself to an all out effort, for- 
getting, at least for the time, its little domestic and 
political animosities. 

Mr. Arnold’s course is the more objectionable be- 
cause he defends it by saying what is untrue—that 
grand jury proceedings are necessary because he has 
been unable to get the information he desires by ask- 
ing for it. We would not believe that even if it was 
not categorically denied by those concerned, for we 
know our railroads and we know that the minute a rep- 
resentative of the Department of Justice poked his 
head into a railroad office, the inmates would take their 
pants off and hand them over, if he asked for them. 

We may say these things in defense of the rail- 
roads and their ways of doing business against the 
low-down attacks of political baiters with, perhaps, 
more likelihood of credit than if the defense came from 
other quarters, for we are in no sense a railroad organ 
and many times are critical of the railroads. They do 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, gevernment control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highweys used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rai] and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission com 
not only of good character and general ability, 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 


Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay fer work not done. 


A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping. and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


ed of men, 
ut with some 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 


Kill the St. Lawrence waterway proposal. 

Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger trans»ortation. 

No Pullman reservations without cash for tickets. 
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not like that sometimes and are likely to make accusa- 
tions and talk about reprisals, but always, within the 
limits of our wisdom, we try to be for what is right 
and against what is wrong. We have no patience with 
anyone, railroad man, shipper, or President, who is 
actuated by any other motive. 

Indeed, we are inclined to do a little criticizing of 
the railroads in connection with this very matter. They 
ought to be moved to a storm of disapproval of the ad- 
ministration’s attack on them at this time. It should 
have been expressed at once, when it would have been 
news, by a strong statement by someone speaking for 
them instead of a couple of weak paragraphs from Mr. 
Pelley several days after the publication of news of 
the attack. We are printing his statement, but we 
haven’t seen it anywhere else. What, we have asked 
many times, is the public relations department of the 
railroads for? We ask that question again. Did it not 
see its function in informing the public about the right 
and wrong of this situation, or, if it did, was it not al- 
lowed to go ahead? So far as the public is concerned, 
the government is making certain charges against the 
transportation companies. It reads about them under 
glaring headlines. The transportation companies say 
little or nothing in reply—nothing at the time when 
the news is “hot.’”’ What, then, does the public con- 
clude? It wags its head and says: “There must be 
something rotten in Denmark.” 


Not only the transportation companies but their 
patrons, who, we know, do not approve the course of 
the government in this matter, ought to become vocal, 
not just at the luncheon table and in the smoking car, 
but in their formal meetings. They ought to take 
action at once in such form and force that the govern- 
ment would at least know that well informed persons 
who are also vitally interested in this situation think it 
is making an ass of itself at a time when it is especially 
desirable that asses and asinine measures be kept where 
they belong. We are trying to fight a war. We hope 
for action from the National Industrial Traffic League 
and local organizations of shippers, from the Shippers 
Regional Advisory Boards, and from the Associated 
Traffic Clubs of America. And this doesn’t mean that 
the railroads and motor transport should “pass the 
buck” to others. They ought to be leading the yelling. 

We have no confirmation of newspaper reports 
that Mr. Arnold submitted his plan of procedure to 
various governmental bodies dealing with the subject 
under investigation and met with no objection from 
them. If those reports are true, however, then those 
governmental. bodies are as much to be criticized as 
anyone else in the picture. They should have ex- 
pressed disapproval at least for what it might be worth. 
They should even do so now, we think. We don’t 
know of any good reason, for instance, why the Inter- 
state Commerce Commission should not express dis- 
agreement with Mr. Arnold. There is too much “cour- 
tesy” and consideration of other people’s feelings. What 
we want is frankness and sane action. What does Di- 
rector Eastman, of the O. D. T., think about Mr. 
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Arnold’s attack and its possible effect on the trans- 
portation war effort? It would be interesting to know 
—a lot more interesting and a lot more important than 
some other things he puts out. 


Curtailment of I. C. C. Publications 


Under terms of an order issued by Elmer Davis, director 
of the Office of War Information, affecting designated federal 
government departments and agencies, including the Interstate 
Commerce Commission and the Maritime Commission and War 
Shipping Administration, ‘all discontinuance and curtailment 
of publications and other informational materials made by any 
federal department or agency between July 1, 1941, and Sep- 
tember 25, 1942, are made binding for the duration of the war 
on the respective department or agency.” 


The order, O. W. I. regulation No. 3, also establishes an 
Inter-Agency Publications Committee to recommend, by No- 
vember 1, further discontinuances, curtailment or modification 
in informational materials issued by. the departments and 
agencies, and abolishes all general mailing lists built up of 
requests for “all releases and/or publications.” The government 
agencies, however, are permitted to form selective lists based 
on requests for specific publications. Another part of the order 
prohibits the sending, by a government agency, of government 
releases by telegraph to newspapers, radio stations and any 
other news media without permission of the O. W. I., except 
at the request and expense of the receiver. 


Assistant Secretary Laird, of the Commission, said the 
effect of the order as to Commission Publications was to permit 
no increase, until after the war, in the number of copies of 
each of such publications now distributed. The Commission 
had itself effected a reduction in the number of copies of 
reports, etc., distributed, in the first six months of this year 
as compared with the last half of 1941, he said, and this 
reduced distribution schedule now had been “frozen” for the 
period of the war, he said. Although the statement issued 
by the O. W. I. concerning the publications curtailment order 
showed decreases in the number of reports on different pro- 
ceedings issued by the Commission in the first half of this 
year as compared with the last half of 1941, the order was 
not intended to limit reports and orders by the Commission 
in the last six months of this year only to the number of pro- 
ceedings in which it issued reports and orders in the first half 
of this year, it was stated. 


A tabulation of the curtailment effected with respect to 
Commission publications, in the first half of 1942 as compared 
with the last half of 1941, was shown in the O. W. I. statement 
as follows: 


Statistical analysis of carriers (rail) monthly hours of service re- 
ports—distribution cut from 700 to 550, size of page reduced by one-half; 
annual report of director of Bureau of Locomotive Inspection—distribu- 
tion cut from 7,500 to 3,750, pages cut from 65 to 40; accident bulletin 
(rail)—distribution cut from 800 to 600; graphic supplement to monthly 
reports, discontinued; reports and orders under part I of the act—num- 
ber of reports reduced from 460 to 406, distribution cut from 115,000 
to 50,750 (rate cases, number of reports reduced from 220 to 187, dis- 
tribution cut from 228,800 to 194,480; finance cases, number of reports 
cut from 240 to 68; distribution cut from 2,400 to 680); reports and 
orders under part II—A (mimeographed), distribution cut from 218,000 
to 130,000, B (printed), number of reports cut from 578 to 223, distribu- 
tion cut from 179,180 to 69,130; reports and orders under part III—num- 
ber of orders cut from 25 to 23, distribution cut from 100 to 92; recom- 
mended reports under part II—distribution cut from 168,000 to 88,830; 
regulations, distribution cut from 16,500 to 10,050; accident reports 
(safety)—distribution cut from 171,600 to 135,700. 


The O. W. I. statement showed, further, that the Mari- 
time Commission and the War Shipping Administration had 
discontinued issuance of “American Flag Services in Foreign 
Trade and with United States Possessions” and “Report on 
the Employment of American Steam and Motor Merchant 
Vessels of 1,000 Gross Tons and Over,” and that issuance of 
their annual report in printed form had been discontinued. 

With respect to the Civil Aeronautics Administration, the 
O. W. I. showed that the Civil Aeronautics Journal, formerly 
issued twice a month, was now issued monthly; that distribu- 
tion of press releases had been reduced from 648 to 250, that 
distribution of reprints of speeches had been discontinued, and 
that distribution of nine publications of a technical nature had 
been curtailed, in one instance from 12,000 to 1,000. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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The summary of press releases issued by 
the Office of War Information was recently 
started off with a notice on “how to dress 
children for colder schools.” How to dress 
school age children this winter, it solemnly 
asserted, was a problem confronting mothers 
as a result of the government’s program 
to conserve fuel. 

The great Office of War Information, 
however, did not let the mothers of America down. No, sir! 
Several suggestions, it declared, ‘are given by the Bureau of 
Home Economics of the Department of Agriculture.” While 
the announcement did not say so, the fact probably is that the 
suggestions were prepared by an elderly spinster. That’s 
usually the way government offices are operated. Their own 
childhood being far in the background, they have forgotten that 
the greatest problem is how to keep the tykes wearing the 
clothes that are provided, and girls, in that respect, are no bet- 
ter than the boys. 


This Wonder- 
ful American 
Government! 


Arthur Bradley Hayes, a Wash- 
ington, D. C., practitioner before 
the Commission for many years, 
who, however, had not appeared 
before it in recent years, died of 
heart failure while attending a 
Scottish rite conclave at Boston, 
September 26. 

For more years, probably, 
than any other man, he had reason to think that probably the 
then hour would be his last on earth. As a prosecuting attorney 
in Utah, before he came to Washington to be solicitor for the 
Bureau of Internal Revenue, friends of a killer renewed the 
threats they had made to “get’’ him because he prosecuted one 
of their number and saw to it that the sentence of death against 
him was carried out. Even before he went to Utah he was a 
managing editor in Omaha at a time when there was bad feel- 
ing that brought threats as to what would be done to a man 
who dared print things about certain ones. 


Mr. Hayes was a first cousin, once removed, of President 
Rutherford B. Hayes, who lived in Fostoria, O., also the home 
of the cousin who declined a federal judgeship in Alaska, 
offered to him by President Theodore Roosevelt. Mr. Hayes 
became the active executive head of the Scottish rite Masons 
in Washington and devoted himself to that work for fifteen 
years before his death. 


Death Calls a Quiet 
Practitioner Who Had 
Seen Turbulent Days 





Time was within the memory of men still liv- 
ing when the debt of the United States gov- 


Debtless ernment was about $150,000,000. The country 

gasped when Congress voted President Mc- 
Days Gone Kinley $50,000,000 in anticipation of the three 
Forever moths’ war with Spain, and at one time there 


was so much idle money in the treasury that 
it was distributed among the states. 

The foregoing is good background for the 
fact that on September 28 the public debt reached ninety bil- 
lions. That is more than three times the national debt at the 
end of the other World War. When the debt reached ninety 
billions it was estimated to be going up at the rate of about 
four billions a month, largely, if not wholly, on account of 
the war. 





There is probably joy for 
state commissioners in the 
decision by the Commission, 
by division 4, in MC-F-1786, 
The C. & D. Motor Delivery 
Co.—Purchase—Hubert C. 
Elliott (elsewhere in this 
issue). 

In substance, the decision 
is that the federal body may make a ruling in favor of the 
applicant to it for authority to purchase the carrier’s intrastate 
rights, if the applicant has acquired state rights and prove it 


States Have Some Say in 
Purchase of State Rights 
by Interstate Operator 
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has done so by the submission of journal entries reflecting the 
recording of the transactions on its books. 

The Commission, in Baggett Transportation Company, Pur- 
chase, Bishop 36 M. C. C. 659, gave recognition to the fact that 
it could not have jurisdiction over intrastate rights and that, 
in giving an applicant authority to operate in a given state, it 
should know that it had acquired or would acquire property 
authorizing operation within a state. 

Pointedly stated, the effect is a recognition that, in giving 
authority to a carrier to operate interstate, it should take steps 
to assure itself that such carrier was not proposing to ride 
roughshod over the highways of states. 

The recognition of the right of the state is unequivocal as 
shown by the following paragraph: 


We find that purchase by the C. & D. Motor Delivery Company of the 
operating rights and properties of Hubert C. Elliott, upon the terms 
and conditions above set forth, which terms and conditions are found 
to be just and reasonable, is a transaction within the scope of section 
5 (2) (a), and will be consistent with the public interest; provided 
however, that if the authority herein granted is exercised, the C. & D. 
Motor Delivery Company shall (a) furnish, with submission of journal 
entries reflecting the recording of the transaction on its books, satis- 
factory evidence showing that Elliott’s intrastate rights have been pur- 
chased by it with the other properties, and (b) immediately write off 
to surplus the amount properly assignable to its ‘‘Other Intangible 
Property’’ account as a result of this transaction. 





The earth’s supply of salt is being redis- 
tributed in material fashion by reason of 
the crying in Washington about the man- 
power shortage. The Civil Service Com- 
mission has told Congress that manpower 
is being wasted by governmental agencies 
because thousands of employes are work- 
ing below their highest skill. That is 
attributed to supervision by persons not 
fitted by experience to supervise. 

An excellent diagnosis which the Civil Service Commission 
could have made but did not make was that, as a supervisor, 
President Roosevelt is not regarded as a “hot number.” As 
many view him, his fundamental thought, when he learns that 
something that should be done is not being accomplished is 
that more men and women are needed—or, perhaps, more ac- 
curately, that there is need for an agency to take care of that 
particular bit of work. 


The greatest waste of manpower in private business, a good 
many men think, is the forty-hour week statute. When forty 
hours have been worked, then any additional licks are at the 
cost of time and a half or double time. 


No man who has to meet a pay roll can habitually pay the 
penalty, unless his constant profit is above the average. So he 
hires more men if he has work enough to warrant increasing 
the force. Hiring more men, a good bookkeeper can demon- 
strate, is better than paying penalty wages. Of course, that 
process itself must come to an end when there are no more 
men to be hired to work forty hours a week. 


There are times when men feel they have done all they 
can do, when they have worked forty hours. But it is also known 
that the lure of time and a half pay for the excess over forty 
hours has brought forth willing hands. Were the week extended 
to 48 hours or even to 44, it is suspected there would be a 
noticeable improvement in the manpower situation. 


“The profit motive,” a “liberal” may sneer! Yes, the profit 
motive must be there. Otherwise, it might be inquired, how 
is the man who employs others to remain in business and pay 
taxes? Time and a half for overtime was made the rule so as 
to force the employment of more men. But, according to those 
at the wailing wall, all the men are now employed and tasks 
are not being accomplished. They will be when prices are 
pushed up to the point where, even with the payment of penalty 
wages, there is a profit left. But, of course, that will mean an 
increase in the cost of living. But lack of manpower will do 
the same by increasing the bidding for the articles produced 
by the bob-tailed force at work at the benches and counters. 

Men in England and Germany are working many more 
than forty hours a week without exacting penalty wages. And ~ 
those in England who get bull-headed and refuse to go along 
with the “new order” of longer hours are fined and sometimes 
imprisoned. 


One Reason 
for Manpower 
Shortage 


While no preference is in- 
tended or has been given, 
the Commission has an- 
nounced that it has au- 
thorized H. W. Siddall to 
establish fares to and from 
Parker, Ariz., ‘primarily for handling of Japanese sugar beet 
laborers.”—A. E. H. 


Japanese Sugar Beet La- 
borers to Get Lower Fares 








760 


Price Control and Transportation 


The Office of Price Administration has announced special 
new provisions governing the adjustment of maximum prices 
under the general maximum price regulation for persons sup- 
plying transportation, storage or terminal services. In a state- 
ment the O. P. A. said: 


Amendment No. 28 to the general maximum price regulation, effec- 
tive September 29, 1942, requires that consideration for relief will ne- 
cessitate showing (1) substantial hardship and (2) need for the ap- 
plicant’s service. This need will be viewed in light of the availability 
and adequacy of substitute service at a price equal to or lower than 
the maximum price requested. 

Machinery to translate this requirement for relief into action is 
provided in temporary procedural regulation No. 8 (procedure for the 
adjustment of maximum prices under section 18 (e) of the general 
maximum price regulation), effective September 29, 1942. 


This will apply to three types of services: (1) carriers other than 
common carriers (common carriers are not covered by O. P. A.’s reg- 
ulations), mainly contract motor carriers; (2) terminal companies—such 
as waterfront terminals, which perform a variety of services including 
dock operations, and (3) storage companies. 

In the case of both terminal and storage companies, the existence 
of adequate substitute service would be determined with reference to 
the availability of other storage and terminal facilities at comparable 
or lower rates. Similarly, for carriers other than common carriers, 
information will be needed as to the adequacy and cost of substitute 
motor, rail or water carrier service available for the performance of 
the service of an applicant carrier. 

Application for adjustment must be filed with the O. P. A. regional 
office in the region in which the services involved in the application are 
performed, except that where a petitioner for relief supplies services 
in more than one region, or supplies service in interstate commerce as 
a carrier other than a common carrier, application must be filed with 
O. P. A.’s Washington office. 


Price and Wage Bill 


Embodied in the price and wage stabilization bill passed 
by the Senate September 30 were two provisos affecting rates 
of common carriers. The Senate passed H. R. 7565 after 
having voted to substitute the text of the Senate price control 
bill, S. J. Res. 161, for that of the House bill. Further action 
on the measure by the House was necessary. 


The bill included a proviso that “rates charged by any com- 
mon carrier or other public utility on September 15, 1942, shall 
not be increased without the consent of the President,” and 
and other proviso that “nothing in this section shall be construed 
as affecting the power or authority of any federal, state, or 
municipal authority or agency to reduce prices, rates, or 
charges subject to its jurisdiction, or to equalize the rates 
and charges of common carriers.” The section referred to in 
H. R. 7565 as passed by the Senate, reads as follows: 


Be it enacted, etc., That in order to aid in the effective prosecu- 
tion of the war, the President is authorized and directed, on or be- 
fore November 1, 1942, to issue a general order stabilizing prices, wages, 
and salaries, affecting the cost of living; and, except as otherwise pro- 
vided in this act, such stabilization shall so far as practicable be on 
the basis of the levels which existed on September 15, 1942. The Presi- 
dent may thereafter provide for making adjustments with respect to 
prices, wages, and salaries, to the extent that he finds necessary to aid 
in the effective prosecution of the war; Provided, That rates charged 


by any common carrier or other public utility on September 15, 1942, 


shall not be increased without the consent of the President; Provided 
further, That nothing in this section shall be construed as affecting the 
power or authority of any federal, state, or municipal authority or 
agency to reduce prices, rates, or charges subject to its jurisdiction, or 
to equalize the rates and charges of common carriers. 


Senator Norris, of Nebraska, in the course of debate on 
the bill, offered an amendment that contained the cited pro- 
visos, without reference, however, to equalization of com- 
mon carrier rates and charges. He said he understood that 
Senator Brown, of Michigan, of the Senate banking and cur- 
rency committee, was favorable to the amendment. Senator 
Brown said he believed the Norris amendment should be agreed 
to, but that he was speaking for himself, not for the committee 
on banking and currency. 


Senator McKellar, of Tennessee, observed that there were 
many cases in which the question of the equalization of rates 
had come before the Interstate Commerce Commission and 
other authorities. He urged that the second proviso offered 
by Senator Norris be modified so as to read: 


Provided further, That nothing in this section shall be construed as 
affecting the power or authority of any federal, state, or municipal 
authority or agency to reduce or equalize prices, rates, or charges sub- 
ject to its jurisdiction. 


Senator Bone, of Washington, asked for an explanation 
of the meaning of the word “equalize,” saying he had never 
heard that term employed in a power-rate case.” Senator Mc- 
Kellar answered that there had been “a very great desire on 
the part of many people” in Senator Bone’s section of the 


TRAFFIC WORLD 


country and in his own section to have freight rates equalized. 
He added that there were now pending before the Interstate 
Commerce Commission and, as he recalled, one or two in the 
courts, a number of cases proposing to equalize freight rates. 
He said he did not think those cases ought to be interfered 
with and that he did not think it was the purpose of the con- 
sidered proposal to do that. 

“What we want to do,” he said, “is not to permit common 
carriers and other public utilities to increase their rates.” 

When Senator Bone declared he had not heard the expres- 
sion “equalization of rates” used in the power field or the 
utility field, Senator McKellar observed that it was used in the 
case of common carriers. Senator Bone said he had no quarrel 
with the suggestion as applied to common carriers. To an 
inquiry by Senator Connally, of Texas, whether it was intended 
to keep the rate-making authority in the regulatory bodies, 
giving the President simply a power, Senator Norris said the 
proposal would simply give the President power and that he 
must have such power “if we are going to prevent inflation 
by fixing prices.” Senator Bone proposed that the Norris 
amendment be amended by striking out the words “or equalize” 
after the word “reduce” in the second proviso and to add to 
that proviso the words “or to equalize the rates and charges 
of common carriers.” Senators Norris and McKellar said 
such modification of the amendment would be satisfactory to 
them, and as so modified the Norris amendment was agreed to. 


O. P. A. and State Regulation 


As the result of conference between the war committee 
of the National Association of Railroad and Utilities Commis- 
sioners and the Office of Price Administration the latter has 
outlined procedure for adjustment of charges for services sub- 
ject to the general maximum price regulation of O. P. A. and 
L.kewise subject to regulation by state commissions. Two par- 
ticular classes of service with respect to which some conflict 
had arisen, said Frank B. Warren, assistant general solicitor 
of the N. A. R. U. C., were contract motor carriers and ware- 
houses. O. P. A. had now agreed, said he, to act on petitions 
by state regulatory commissions for amendment of the price 
regulation without awaiting petitions of individual carriers 
or public utilities affected by order of a state commission. He 
said this was a distinctive improvement over the previous ar- 
rangement whereby O. P. A. would act only on petitions of 
affected utilities. In the case of contract carriers particularly, 
he said, it could not be anticipated that many of the carriers 
would petition O. P. A. for an increase in their charges. 


RATE CUT ON O. D. T. REQUEST 


Freight rate reductions intended to make possible the 
economical detinning of cans have been made by the Pacific 
coast railroads, Director Eastman, of the Office of Defense 
Transportation, has announced. 

The Pacific coast carriers, at Mr. Eastman’s request, ap- 
proved reductions on tin cans, for detinning purposes only, 
from various points west of the Rocky Mountains to South San 
Francisco, Calif. In no instance did the new rates exceed 58 
cents a 100 pounds, “the highest level which would permit 
economical detinning,” said the O. D. T. 

“To allow free movement of this traffic, the railroads also 
lowered the carload minimum weight to 30,000 pounds, the ap- 
proximate weight of a carload of crushed tins,” it said. 

The O. D. T.’s proposal for rate revisions was filed, ac- 
cording to Mr. Eastman, at the request of the salvage and 
surplus property branch of the Office of the Quartermaster 
General, War Department, and the War Production Board. 
The new rates were expected to result in the recovery of in- 
creased quantities of critically needed tin and a good grade 
of scrap steel, he said. 

The Commission granted permission, effective September 
28, for the publication of the reduced rates on one day’s notice. 


FEDERAL FOREIGN TRADE POLICIES CONDEMNED 


The Commerce and Industry Association of New York, in 
a statement issued by its president, Neal Dow Backer, criticizes 
the federal government for its policies in controlling foreign 
trade, through which, it says, “foreign commerce of the United 
States is being needlessly handicapped, if not irreparably dam- 
aged.” Although government officials have said that foreign 
trade is a vital force in the war effort and that it must be main- 
tained to the greatest possible extent in the present emergency 
for the well-being of this country and friendly nations, the 
statement says, the government, through its actions, has failed 
to show trust and confidence in the “responsible men and 
women who constitute the vast majority engaged in foreign 
trade.” The government should establish a clear policy of 
control of foreign trade with a minimum of regulation, it says, 
adding that its present policy has jeopardized the friendship of 
the people of this country with those of other countries, “par- 
ticularly those of Latin America.” 
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October 3, 1942 


Decisions of Interstate Commerce Commission 






Railroad, Water, and Motor Transport 





Southern Lumber to Canada 


The Commission, by division 2, in Fourth Section Applica- 
tion No. 18176, Lumber from the South to Canada, by fourth 
section order No. 14764, has authorized carriers parties to 
F. D. Miller’s I. C. C. No. 428, to establish and maintain rates 
on lumber from origins in southern and southwestern terri- 
tory to destinations in Canada without observing the long-and- 
short-haul part of the fourth section, subject to 334 and 50 
per cent circuity limitations. The decision says the relief shall 
appy to circuitous lines or routes not more than 60 per cent 
circuitous in connection with rates that produce not less than 
6 mills a ton-mile for the actual distance over such lines or 
routes. 

The authorization pertains only to the lines in the United 
States up to the international boundary. The report said there 
was no opposition to the application for relief. References to 
earnings did not take into consideration the increases permitted 
in Ex Parte 148. As to the earnings under the rates authorized 
by the relief the report said: 


Under the proposed rates from 15 representative origins in south- 
eastern and Carolina territories to seven representative Canadian des- 
tinations, the revenues of United States lines comprising 37 routes to the 
border points of Detroit, Black Rock, N. Y., or Rouses Point, N. Y., 
generally would exceed 15 cents per car-mile, based on a carload weight 
of 50,000 pounds. The minimum car-mile revenue indicated by this 
representative showing, 13.4 cents, would accrue to lines comprising a 
route from Atlanta to Detroit, 1,178 miles in length and 33 per cent 
longer than another route between the same points, under the rate pro- 
posed from Atlanta to Montreal. The weight figure mentioned is slightly 
less than the average carload weight of lumber originated in the south- 
ern region during 1939. 


Truck Interchange of Freight 


When division 5, in the prior report in this proceeding, au- 
thorized operation by the applicant as a motor contract carrier 
of automobile tires, tubes and accessories between Gadsden, 
Ala., and Atlanta, Ga., the division apparently had in mind 
that applicant could continue to transfer shipments to other 
carriers at Atlanta simply by acting as the agent of the ship- 
per at that point for the purpose of arranging transportation 
of shipments to be transferred, and the division apparently 
failed to accord sufficient weight to the fact that it had been 
applicant’s practice to interchange shipments with common 
carriers under joint through rates. 

Those observations were made by the Commission, division 
5, in a report on further hearing in MC 22112, the Motor Convoy, 
Inc., Atlanta. Ga. In this report, division 5 found that public 
convenience and necessity required operation by applicant as 
a motor common carrier of automobile tires anr tubes be- 
tween Gadsden and Atlanta and of automobile tire fabric from 
Cartersville, Rockmart and Cedartown, Ga., to Gadsden, over 
specified routes. The division made the further finding that 
the holding by applicant of a certificate and a permit to the 
extent that they authorized operations within the same ter- 
ritory in Alabama and Georgia would be consistent with the 
public interest and the national transportation policy. It 
approved issuance of a certificate to the applicant. The report 
noted that in the prior report, 2 M. C. C. 197, applicant had 
been authorized to continue operation, under the ‘“grand- 
father” clause, as a contract carrier of automobiles and, as an 
incident thereto, automobile parts and automobile accessories 
over irregular routes between Atlanta and points in Georgia 
and Alabama. 

“Prior to the issuance of the prior report herein,” said 
division 5, “the Bureau of Motor Carriers had ruled informally 
‘that if interstate or foreign shipments are interchanged with 
common carriers, the transportation service is that of a com- 
mon carrier and not a contract carrier, and that a contract 
carrier may not engage in such interchange without first 
changing its status to that of a common carrier.’ Such ruling 
was subsequently affirmed by division 5 in Holmes Contract 
Carrier Application, 8 M. C. C. 391. By virtue of its opera- 
tions for Goodyear having been found to be contract car- 
riage, applicant could not lawfully interchange any shipments 
at Atlanta under joint through rates, and, when the shipper 
still declined to tender it any traffic moving to points beyond 


Atlanta unless transported under a single through rate from 
point of origin to final destination, the finding that it was 
entitled to the issuance of a permit to perform contract car- 
rier operations between Gadsden and Atlanta in the trans- 
portation of the tires, tubes, and accessories, became valueless 
to applicant.” 

Division 5 added that although there were certain spe- 
cialized features involved in the operation that applicant per- 
formed for Goodyear Tire & Rubber Co., there was no show- 
ing that applicant would not have provided the same service 
for anyone desiring that type of operation. It said that by 
interchanging traffic at Atlanta with common carriers under 
joint through rates applicant was apparently under a misap- 
prehension as to the right of a contract carrier to interchange 
freight with common carriers. 

“It has always been applicant’s desire,” said the report 
on further hearing, “to obtain authority to continue to per- 
form operations in the same manner as they were previously 
conducted, and now seeks, as it has in the past, the issuance 
of any form of authority which will enable it to again render 
such a service. . . It appears that applicant would again be 
tendered the traffic by Goodyear should it be authorized to 
render service which would enable it to interchange shipments 
at Atlanta with common carriers under joint through rates.” 


Blackstrap from Louisiana 


Fourth section relief to enable shippers of blackstrap mo- 
lasses from district No. 1 in Louisiana (generally west of the 
Mississippi River) to compete with shippers from New Or- 
leans who have the benefit of water-compelled rates, has been 
granted by the Commission, division 2, in Fourth Section Ap- 
plication No. 19109, Blackstrap Molasses from Louisiana Points. 
The report also embraces fourth section applications Nos. 
19110, 18656 and 18657. The applicants for relief were the car- 
riers’ applicants in Blackstrap Molasses to Peoria and Pekin, 
Tll., 233 I. C. C. 221 and parties to Emerson’s I. C. C. No. 
261. The relief is granted in fourth section order No. 14766. 

The relief is specific, in that the order sets forth the 
precise rates the carriers may establish or continue. The Com- 
mission found that the proposed rates were necessary to per- 
mit the traffic to move freely from all group No. 1 points in 
competition with molasses from other producing points. The 
report about the rates authorized to be established, other 
than a 50 per cent circuity limitation, says: 


Applicants will be authorized (1) to establish and maintain for the 
transportation of blackstrap molasses, in tank-car loads, over existing 
routes, from Louisiana group No. 1 points, and from intermediate ori- 
gins from which rates from group No. 1 will be observed:as maxima, to 
St. Louis, East St. Louis, Peoria, Pekin, Decatur, and Gibson City, 
rates the same as those contemporaneously in effect from New Orleans 
to the same destinations, but not less than 16 cents to St. Louis and East 
St. Louis, 17.5 cents to Peoria and Pekin, 26.5 cents to Decatur, and 28 
cents to Gibson City, and to maintain higher rates to intermediate 
points, provided, that rates to such higher-rated intermediate points 
shall not exceed rates contemporaneously in effect from New Orleans to 


the same destinations, or the lowest combination of rates subject to the 
interstate commerce act. 


Interrupted Motor Service 


With Commissioner Porter expressing disagreement with 
the views of the majority as to consideration of the instant 
proceeding as a parallel of the Gregg Cartage & Storage Co. 
case (21 M. C. C. 17), the full Commission, on reconsideration, 
has affirmed the findings by division 5 with respect to denial 
of the “grandfather” certificate sought by the applicant in MC 
45105, Bell Motor Freight, Inc., Kalamazoo, Mich., Common 
Carrier Application, embracing Sub. No. 1, Same, Extension 
of Operations—Ohio. On reconsideration of the application 
in Sub. No. 1, the Commission modified, in part, the findings in 
the prior report, 30 M. C. C. 807, with the granting of a certifi- 
cate authorizing transportation of paper and allied commodi- 
ties between points in specified parts of Michigan, Ohio, and 
Kentucky, over irregular routes. 

“It appears,” said the report, “that some time between 
July 1 and August 8, 1935, applicant’s predecessor conducted 
certain negotiations with the subsequent incorporators of ap- 
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plicant with a view to selling to the corporation to be formed 
the operations covered by the application herein. On October 
14, 1935, applications were filed with the Michigan commission 
for authority to form the new corporation and to have trans- 
ferred to it certain Michigan operating authority. Responsive to 
notices which were sent out, protests were filed with the 
Michigan commission by creditors of Mills Supply (applicant’s 
predecessor). Hearing was held before the Michigan commis- 
sion on December 2, 1935, and on the same date authority was 
granted for the formation of applicant corporation and the 
transfer to it of the Michigan operating authority. In the mean- 
time applicant had not seen fit to supply equipment and operate 
for fear of becoming involved in the financial entanglement 
of its predecessor.” 

The report showed that on or about July, 1935, Mills 
Supply became “financially embarrassed” and in the following 
month lost its equipment by repossession or otherwise. The 
report said applicant urged that its predecessor continued to 
operate until October 14, 1935, when the applications before 
the Michigan commission were filed; that the interruption of 
service from that date until after approval of the transfer of 
Michigan operating rights on December 2, 1935, was due to 
the requirements of the Michigan commission; that its predeces- 
sor was in no way responsible for such interruption, and that 
it was beyond the control of the predecessor and therefore not 
such as to extinguish its claim to the “grandfather” rights 
here sought. 

“On the present record,” said the report, “the actual date 
when the operations of applicant’s predecessor ceased is not 
clear. It may have been as early as August 8, 1935, or it mav 
have been some date in September, but it is clear that it was 
prior to October 14, 1935, and that the interruption continued 
for a substantial period extending to December 2, 1935, when 
applicant instituted operations.” 

In the Gregg Cartage case, said the Commission, the 
Supreme Court of the United States held that a discontinuance 
of operations due to bankruptcy was an interruption over which 
applicant had control within the meaning of sections 206(a) 
and 209(a) of the act. The Commission added: H 

Although applicant’s predecessor herein did not become 
bankrupt as a result of its financial difficulties, nevertheless, 
our conclusion in the Gregg case applies with equal force in 
the instant proceeding where the cessation of operations was 
directly attributable to the financial difficulties of applicant’s 
predecessor. A condition precedent to the issuance of a certifi- 
cate under the “grandfather” clause . .. is bona fide opera- 
tion June 1, 1935, and continuously since. In the instant 
case, this condition has not been fulfilled, and because of the 
described interruption of service of applicant’s predecessor, 
we have no alternative but to deny the application. 

Commissioner Rogers noted a dissent. Commissioner 
Porter, in a concurring expression, said he did not understand 
that the Supreme Court had said anything in the Gregg case 
that compelled the Commission to hold that any particular 
period of interruption of service was sufficient to break the 
continuity of operation required by the law. Under the cir- 
cumstances here, he regarded the cessation insufficient to 
destroy the “grandfather” rights. 


Rubber Products. Ohio to South 


Following its decision in Petroleum Products, Wyoming 
Points to Missoula, Mont., 32 M. C. C. 453, the Commission, 
by division 2, with Commissioner Splawn concurring and Com- 
missioner Alldredge concurring in part, in a report in I. and S. 
M-1799, Rubber Products, Etc., between Southern and Ohio 
Points, embracing I. and S. M-1782, Kaylor Transfer Co., Min- 
imum Charges on Rubber and Rubber Products, has found 
minimum motor contract carrier rates that were published 
subsequent to publication of suspended minimum rates to be 
the legal rates even after expiration of suspension period. 

In this report, the Commission found that respondent, 
Fischbach Trucking Co., of Akron, O:. had since April 6, 1942, 
maintained two schedules of minimum rates on rubber tires 
and related articles from points in Ohio to southern points. 
One set of rates became effective December 4, 1941, and the 
other set, here under suspension, became effective April 6. 
1942. 

By the schedules effective December 4, 1941, respondent 
might have intended merely to broaden the commodity de- 
scription in the suspension period, and to maintain the rates 
contained in that schedule only until the proposed rates be- 
came effective, said the Commission. That, it said, could have 
been accomplished by limiting the operation of the schedule to 
the suspension period only, but respondent failed to do that. 
In the petroleum case, supra, the Commission found that where 
conflicting minimum rates had been filed at different times by 
the same motor contract carrier, the rates in the latest pub- 
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lished schedule where the legal minimum rates. Consequently 
in accordance with the doctrine in that case, the Commission 
said, the schedule that became effective on December 4, 1941, 


contained the legal minimum rates of the respondent on the 
traffic under consideration. 


In view of the foregoing conclusion that the proposed rates 
were ineffective, their reasonableness would ordinarily be a 
moot question, said the Commission. However, it said it 
thought that situation had been created inadvertently, and 
under the circumstances believed that the respondent was en- 
titled to a finding with respect to the lawfulness of those rates. 
The Commission found just and reasonable minimum rates on 
pneumatic rubber tires and related articles, in truckloads, from 
Akron, Mansfield and Newark, O., to points in Alabama, 
Georgia, Mississippi and Tennessee. The Commission directed 
the respondent to remove the conflict. 

The report said the rates that were under suspension in 
M-1782 and became effective March 28, 1942, published by 
Kaylor Transfer Co,, of Carrollton, Ga., on tires, etc., from Akron 
to southern destinations, except Mississippi, were canceled May 
5, 1942, by respondent. That proceeding, it said, was there- 
fore moot and would be ordered discontinued. 

Commissioner Splawn said he agreed with the conclusion 
that the suspended rates were just and reasonable, but did 
not agree with “the statements in the report with respect to 
the applicability of said rates.” He added: 


Our conclusion in Petroleum Products, Wyoming Points to Missoula, 
Mont., 32 M. C. C. 453, 456, to give recognition to ‘‘the latest expressed 
intent of the schedule maker’’ was supported by numerous facts show- 
ing clearly respondent’s intention to cancel the schedule originally 
filed. On the other hand, the present record shows that it was not the 
intention of respondent to cancel the earlier schedule, but merely to 
broaden the commodity description pending our decision herein. In 
my judgment the reasoning in the Missoula case does not support the 
finding herein that the schedule which became effective December 4, 
1941, had the effect of nullifying and cancelling the schedule under 


suspension, contrary to the intention of respondent and any reasonable 
construction of those schedules. 


In his partial concurrence, Commissioner Alldredge said: 


I concur in the finding that the rates which became effective De- 
cember 4, 1941, are the legal minimum rates. I disagree, however, with 
the finding that the proposed rates would be just and reasonable. 

Respondent is proposing rates equal to column 30, minimum 18,000 
pounds, to meet rail competition. The rail rates are approximately 
column 37, minimum 20,000 pounds, and column 30, minimum 30,000 
pounds. Although respondent’s previous rates were probably too high 
to meet the competition of the rail column 30 rates and some reduc- 
tions would be warranted, it seems to me that the rates proposed are 
lower than necessary to meet the competition. I do not believe that re- 
spondent has sustained the burden of proof to show that the proposed 
rates are just and reasonable. 

I would find also that the proposed rates violate the national trans- 
portation policy. Section 218(b) of the act specifically prohibits a viola- 
tion of the national transportation policy. The rail rates were only re- 
cently reduced to their present level because of motor-carrier compe- 
tition and the rail carriers have indicated that in case the suspended 
rates become effective they will be forced to make further reductions 
Our duty in the exercise of the minimum rate power is not done if we 
allow competitive rates to gravitate to the lowest possible level. See 


ge between Washington, Oregon, Idaho, Montana, 234 I. C. C. 





Anti-Trust and Freightways 


Despite opposition by the anti-trust division of the De- 
partment of Justice, by nine motor carriers and by the Mon- 
tana Board of Railroad Commissioners, the Commission, divi- 
sion 4, has authorized purchase by Consolidated Freightways 
Inc., of Portland, Ore., of certain operating rights and property 
of Pacific Intermountain Express Co., of Salt Lake City, Utah 
for $52,500. Division 4 granted such authority in a report in 
MC F-1553, Consolidated Freightways, Inc., purchase—Pacific 
Intermountain Express Co. 

The report showed that Consolidated operated over an 
extensive network of routes in California, Oregon, Washing- 
ton, Idaho, Nevada, Montana, North Dakota, Minnesota, Wis- 
consin and Illinois, while Pacific operated between Denver 
Colo., on the east, San Francisco, Calif., on the west, Weiser, 
Ida., and Monida, Mont., on the north and Los Angeles Calif., 
on the south, via Salt Lake City and Wells, Nev. 

Under terms of the transaction here proposed, said the 
report, Consolidated would purchase operating rights of Pa- 
cific (1) between Twin Falls, Ida., and Wells, via Contact 
Nev., serving no intermediate or off-route points; (2) between 
Salt Lake City and Monida, via Ogden, Brigham and Logan 
Utah, and Downey, Pocatello and Idaho Falls, Ida., with an 
additional route via Brigham, Tremonton, Utah, and Downey 
serving all intermediate points and certain off-route points: 
(3) between Idaho Falls and St. Anthony, Ida., serving all 
intermediate points and Parker and Ashton as off-route points; 
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(4) between Pocatello and Weiser, via Burley, Twin Falls 
and Bliss, Ida., serving all intermediate and specified off-route 
points; (5) between Twin Falls and Bliss, via Gooding, Ida., 
serving all intermediate points, and (6) between Tremonton 
and Burley, serving all intermediate points. The proposal in- 
cluded purchase of certain Idaho intrastate rights and 27 units 
of motor vehicle equipment, the Comission said. It added that 
the considered routes comprised what was known as Pacific’s 
northern division, embracing all its operations in Montana 
and Idaho and those in Utah and Nevada north of Salt Lake 
City and Wells, respectively; that the routes aggregated about 
1,050 miles, and that they duplicated Consolidated’s routes 
between Wells and Weiser, via Twin Falls, 383 miles. 

Consolidated and Pacific, with seven other motor carriers 
of property, comprised the membership of Freightways, Inc., 
the Commission noted. The latter organization, it said, was 
a cooperative non-stock association “formed for the ostensible 
purpose of coordinated advertising, development of definite 
routes, and improvement in the method of handling interline 
traffic between the associated companies.” It observed that 
all the association members except two Canadian companies 
(Canadian Freightways and Wilson Freightways) were repre- 
sented on the association’s board of directors. The report added 
that operations of the member companies were for the most 
part not directly competitive and that, where competition ex- 
isted and the routing was not specified, freight moved in ac- 
cordance with routing prescribed by Freightways over a route 
selected by agreement between member companies. Continu- 
ing, the report said: 


The Montana Board of Railroad Commissioners opposes the appli- 
cation on the ground that present service between Monida and Butte 
is adequate and that approval of the application would permit Con- 
solidated to move traffic to and from Montana points to the detriment 
of carriers operating in that state. 


Anti-Trust Contentions 


The anti-trust division urges denial of the application on the ground 
that it represents an effort on the part of Consolidated and Pacific to 
eliminate existing and potential competition between themselves and 
that by reason of their common membership in Freightways, such elimi- 
nation of competition in a large measure has already been effectuated 
by means of agreements for pooling and division of traffic, division of 
territory, and lease of equipment. It also contends that Consolidated 
and Pacific have already been brought under common control in viola- 
tion of the anti-trust laws and section 5; and that the instant trans- 
action has been unlewfully consummated from an operating standpoint 
by reason of the equipment-leasing arrangement between the carriers. 

Protestant motor carriers argue that approval of the transaction 
would result in the creation of two operating rights between Salt Lake 
City and Ogden where only one such right now exists, for that reason 
the application should be denied. 


The report stated, further, that the Montana carriers urged 
denial of the application on the ground, among others, that 
control of Consolidated and Pacific in a common interest had 
—— end achieved through Freightways and Pacific Mid- 
an 0. 

With respect to the alleged “route split’ between Salt 
Lake City and Ogden, the Commission said that the doctrine 
enunciated in H. P. Welch Co., purchase—E. J. Scannell, Inc., 
25 M. C. C. 558, cited by protestants in support of their con- 
tention, was inapplicable in the instant case. 

“Common Control” Discussed 

Although the question of whether or not Consolidated and 
Pacific were controlled or managed in a common interest, 
through Midland and their membership in Freightways, was 
not directly an issue in this proceeding, as it would be in a 
proceeding under section 5(7), the Commission said, it was 
— desirable to discuss certain of the facts involved. It 
added: 


Midland is a holding company, the stock of which is owned slightly 
less than 25 per cent by Victor Palmer, slightly more than 25 per cent 
by Standard Oil Co. of California, and 25 per cent each by Yellow 
Coach & Manufacturing Co., and Firestone Tire & Rubber Co. Palmer, 
G. A. Perry and A. B. Tanner comprise its officers and directors . . 
Midland owns 20 per cent of the common voting stock and 23.8 per cent 
of the preferred non-voting stock of Consolidated and an aggregate of 
34.6 per cent of the voting stock of Pacific. No single stockholder owns 
a majority of the stock of either company. Midland’s stock interest in 
Pacific was acquired in February, 1941, and its stock interest in Con- 
solidated was acquired principally in May, 1941. . . Except as indi- 
cated, Midland has no stock interest in any other common carrier 
other than a minority holding in Southern California Freight Lines. 
It is apparent that Midland does not control, or have the power to con- 
trol, either Consolidated or Pacific through ownership of a majority 
of their voting stock. . . 


Referring to a contention by the antitrust division that 
approval of the transaction as proposed would eliminate com- 
petition of Consolidated and Pacific between Los Angeles and 
San Francisco, on the one hand, and points in the considered 
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territory on the other, and that it would give Consolidated 
a virtual monopoly of much of the motor carrier transporta- 
tion in the west, the Commission said that about 667 miles 
of the considered routes were complementary to Consolidated’s 
routes and that with respect thereto the proposed unification 
would not materially affect competition. To the extent com- 
petition would be restrained by this purchase, it added, the 
Commission’s statement in the Associated Transport case, 38 
M. C. C. 137 (see Traffic World, March 28, p. 843), to the 
effect that the fact of elimination of competition was “not 
controlling,” was pertinent here. It noted, however, that in 
event of consummation of the instant transaction, Consolidated 
would have competition from at least one other motor carrier 
at all points on the considered routes. Other motor carriers 
operated over segments of the considered routes and the Union 
Pacific Railroad served practically all points in the territory, 
said the Commission, adding that “we are of the opinion that, 
if the proposed transaction is consummated, effective compe- 
tition would remain in the area involved.” 

As to a contention of the antitrust division that by lease 
of equipment and common membership in Freightways, Con- 
solidated and Pacific had already consummated the proposed 
transaction, the Commission said, in part: 


We are of the opinion that the provisions of the lease are such that 
the leased equipment is under the direction and control of the respec- 
tive lessee and that it can not be found that by entering into such agree- 
ment the parties have consummated the instant transaction. With re- 
spect to the contention that the transaction has been consummated by 
a territorial division of traffic, with Pacific being assigned all traffic 
moving between San Francisco and Salt Lake City, and Consolidated 
traffic moving between San Francisco and Idaho points, the evidence 
shows that Pacific has continued to provide service between San Fran- 
cisco and Idaho points via Twin Falls on truckload shipments, with 
less-than-truckload freight being moved via Salt Lake City. While 
movement of freight to Idaho territory by Pacific has declined since it 
became a member of Freightways, we do not believe the transaction 
can be said to be consummated by reason of that circumstance. 

We express no opinion on the argument that the foregoing circum- 
stances, coupled with the interest of Midland in Pacific and Consolidated 
and their membership in Freightways resulted in a violation of the 
antitrust laws. 


Condition Imposed 


The authority granted in the report was made subject 
to a condition that the unified operating rights of Consolidated 
be modified so as to eliminate authority to transport traffic 
via Twin Falls that originated at, was destined to, or was 
interchanged at points on its route between San Francisco and 
Wells, including those points, on the one hand, and Salt Lake 
City and Ogden, including those points, on the other. 

An appendix to the report listed the stockholders and 
officers of Consolidated and Pacific and showed the number 
of = of common or preferred stock owned by each stock- 
holder. 


Railroad Abandonments 


Investigation by the Senate interstate commerce committee 
of requisitioning of railroad tracks by the government is pro- 
vided for in S. Res. 297, introduced by Senators Reed, Johnson, 
of Colorado, Chavez, and Hatch, and referred to the committee 
for consideration. It authorizes and directs the committee to 
make a full investigation of the practices and policies followed 
by the War Production Board, the Office of Defense Trans- 
portation, and the Reconstruction Finance Corporation, directly 
or through subsidiary agencies, with respect to the requisition- 
ing or other acquisition of railroad property. It directs that 
the committee shall report to the Senate as soon as practicable 
the results of such investigation, together with its recommenda- 
tions, if any, for necessary legislation. 


Seaboard Air Line 


Receivers of the Seaboard Air Line Railway Co. have 
applied to the Commission in Finance No. 13955 for authority 
to abandon that part of the road’s Turkey Creek branch 
extending from Turkey Creek, Fla., to Durant, Fla., approx- 
imately 4% miles. The receivers said the line had not been 
operated for many years and was in a bad state of repair 
from its long period of disuse. Its continued existence, they 
added, “would not only serve no transportation purpose but 
does and would entail substantial annual expenses in taxes 
thereon and other losses to the receivership estate.” The 
receivers said that approximately 43,000 feet of usable 75 and 
80 pound rail in the track would be available for use at other 
points on their line of railroad if the branch were abandoned 
and dismantled. 


W. F. & O. et al. 


In a report in Finance No. 13691, Wichita Falls & Okla- 
homa Railway Co. et al. Abandonment, etc., embracing 
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Finance No. 13692, Wichita Falls & Southern Railroad Co. 
Abandonment of Operation, the Commission, by division 4, has 
authorized abandonment by the Wichita Falls & Oklahoma 
Railway Co., and the Wichita Falls & Oklahoma Railroad Co. 
of Oklahoma of their lines of railroad which together form a 
continuous route northeast from Wichita Falls to Waurika, 
34.65 miles, in Wichita and Clay counties, Tex., and Jefferson 
county, Okla. Likewise, the Commission has authorized aban- 
donment of operation thereof by the Wichita Valley Railway 
Co., lessee, and abandonment of operation thereof by the 
Wichita Falls & Southern Railroad Co., under trackage rights. 
The Commission found that public convenience and necessity 
permitted the *yandonment. 

The reasoi*, assigned for the abandonment were that the 
line had very little traffic; that revenues from its operation were 
sufficient neither to pay operating expenses, taxes, and fixed 
charges, nor the cost of handling contributed traffic beyond 
the branch’s limits on other lines; and that there were no 
reasonable prospects that the traffic would increase. The 
Commission said expenditures necessary for restoration and 
rehabilitation and continued losses from operation of the line 
would impose undue and unnecessary burdens on the appli- 
cants and on interstate commerce. The Commission said that 
the certificate, effective 30 days from September 19, was issued 
on the express understanding that it reserved jurisdiction to 
consider the question whether conditions should be imposed 
for the protection of employes who might be adversely affected 
by anything done pursuant to the permission to abandon. 
Labor organizations asked the Commission to make provision 
for the protection of railway employes who might be affected 
by the abandonment. 


D. L. & W. 


In Finance No. 13597, the Delaware, Lackawanna & 
Western Railroad Co. asks the Commission for authority to 
abandon that portion of its Montrose branch in Susquehanna 
county, Pa., extending from Alford Junction to Montrose, 9.93 
miles. Applicant said there was no passenger service on the 
line and the freight traffic was insufficient to warrant contin- 
uance of the maintenance and operation thereof. 


Idaho Challenges |. C. C. Jurisdiction 


The state of Idaho and its Public Utilities Commission have 
challenged the jurisdiction of the Commission to perm‘t “an 
abandonment of a railroad which lies wholly within the state of 
Idaho.” 

The question of state’s rights is raised in a brief filed with 
the Commission in Finance No. 13751, involving abandonment 
by the Oregon Short Line Railroad Co., of its Paris branch be- 
tween Paris and Montpelier, Ida., and abandonment of opera- 
tion thereof by the Union Pacific Railroad Co., lessee. The 
state of Idaho and its Public. Utilities Commission said ther 
objection was separate and apart from the protestants to the 
proceeding. 

In its substance, say the Idaho bodies, “the objection to 
jurisdiction challenges the right of the Commission to ignore or 
override a special act of Congress local in its operation and 
applying only to the state of Idaho.’ The act of Congress 
referred to is the Idaho admission bill. 


“We were admitted to the Union upon the express con- 
gressional approval of our retention of authority to control 
these railroads,” say the Idaho bodies. “Congress has never 
acted to take that authority away from us. Had it intended to 
do so by the transportation act of 1920 or any of its amend- 
ments, it would have said so. This has never been done. . 


“The application in this proceeding is a request to the 
Interstate Commerce Commission to authorize the railroad to 
ignore its solemn contractual obligation to the United States 
and the state of Idaho expressed in its binding acceptances of 
the terms of the constitution as accepted and ratified in the 
admission bill. It is respectfully submitted that this Commis- 
sion has no jurisdiction and should not attempt to accomplish 
a purpose so at variance with the supreme law of the land.” 


Texas & New Orleans 


The Commission, by division 4, in Finance No 13722, 
Texas & New Orleans Railroad Co. Abandonment, has issued a 
certificate, effective 30 days from September 19, permitting 
abandonment by the T. & N. O. of its La Grange branch ex- 
tending from Glidden to La Grange, Tex., approximately 
24.43 miles. Issuance of a certificate is Un condition that the 
Commission reserve jurisdiction to consider the question 
whether conditions should be imposed for the protection of 
employes who may be adversely affected by the abandonment. 
The report said the applicant would continue to serve Glidden, 
and the M-K-T would continue to serve La Grange. The only 
intermediate communities on the branch, it said, were Ellinger 
and Joiner, neither of which had sufficient traffic to support 
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rail transportation facilities. The public need for the branch, 
it concluded, did not appear to be sufficient to warrant the 
expenditures necessary for rehabilitation. 


Illinois Terminal 


Requisition for the government of approximately 128 miles 
of track of the Illinois '1'erminal Railroad Co. has been ap- 
proved by the War Production Board. The principal segmenis 
of track requisitioned are those between Mackinaw and Fk or- 
sythe, Ill., approximately 59 miles; between a point on Lake 
Decatur and Staley connection west of Champaign, IIl., ap- 
proximately 41 miles, and between a switch connection with the 
Wabash near Urbana and a connection with the Peoria & East- 
ern at Batestbown, Ill., approximately 28 miles. 

lt was stated at the W. P. B. that no application for au- 
thority to abandon these tracks had been filed with the Com- 
m.ssion but that the War Department and the Office of Defense 
‘Yransportation had certified that the lines involved were not 
serving an essential war purpose. The material requisitioned, 
it was stated, would be used by the army and navy and Mari- 
time Commission. 

Unless the date were changed, the requisitioning, it was 
said, would take effect October 7. 

A report was received at the W. P. B. that the Chicago 
office of the O. D. T. had taken the position that the lines 
should not be abandoned, but the W. P. B. said the O. D. T., 


a advised of that report, confirmed its finding as to 
e line. 


The Illinois Terminal Railroad Co. issued its embargo 
No. 11, effective October 11, against all freight and passenger 
traffic on its line north of Decatur switching district, Ill., to 
Mackinaw, Ill., and its lines east of Decatur switching district 
to the Danville switching district, Ill., as the result of govern- 
ment requisitioning of part of its lines. The embargo lists a 
large number of stations affected and exempts freight ship- 
ments received from the N. Y. C. at Hillery and from the 
Wabash at Tilton to certain industries in Danville. The effective 
date of the embargo is later than the date it was stated at 
the W. P. B. that the requisitioning would become effective, 
unless changed. It was stated at the W. P. B. that the fixing 
of the exact date would be left to the carrier. 


Great Northern 


The Commission, by Commissioner Porter, has extended 
to October 20 the effective date of the certificate issued in 
Finance No. 12479, Great Northern Railway Co. Abandonment, 
permitting abandonment by the Great Northern of its line be- 
tween Wylie and St. Hilaire, Minn., 6.81 miles. 'The exten- 
sion followed the filing of a petition by the Wylie Cooperative 
Elevator Co., for leave to intervene in the proceeding. It asked 
suspens:on of the certificate and reopening of the proceeding 
so as to permit it and others interested to file protests against 
granting of the application. In any event, the petitioner asked 
cont’nuance of service for at least 30 days in which to ship its 
grain on hand. It said if the service was discontinued on Oc- 
tober 2, 1942, as applicant proposed, its stockholders and 
patrons, the public generally and the Commodity Credit Cor- 
poration and the grain growers having loan agreements with 
it, would be greatly inconvenienced and caused to sustain heavy 
loss. The salvageable metals in the line are to be made avail- 
able to the U. S. Government. 


M. J. K. & R. 


The Commission, by division 4, by a report and certifi- 
cate Finance No. 13911, Mount Jewett, Kinzua & Riterville 
Railroad Co. et al. Abandonment, has authorized abandonment 
by the M. J. K. & R. of its entire line of railroad in McKean 
county, Pa., extending to Mt. Jewett to Kushequa, 4.11 miles, 


and abandonment of operation thereof by the Baltimore & Ohio 
Railroad Co. 


A. T. & S. F. Emporia-Benedict Line 


The A. T. & S. F. has issued its embargo No. 40-8, effective 
October 4, against all traffic on its Emporia-Benedict Junction 
Line, exclusive of Emporia Junction and Benedict Junction, 
Kan., and on the Madison-Moline line between Madison and 
Moline, exclusive of Moline, Kan. This embargo replaces 
embargo No. 40-4 canceled September 21. The government 
requisitioned all track materials in these lines some time ago, 
but taking up of track had been deferred. 


Milwaukee 


_ Trustees of the Chicago, Milwaukee, St. Paul & Pacific 
Railroad Co., have asked the Commission, in Finance No. 13961, 
for authority to abandon the road’s branch line between Goshen 
Junction and Kulshan, in Whatcom county, Wash., approxi- 
mately 12 miles. Applicants said the line was constructed 
primarily as a logging line and traffic was insufficient to sup- 
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port its operation. They added that the line was paralleled 
with an improved highway. 

The federal court at Chicago has authorized the Milwau- 
kee Road to seek Commission permission to abandon 4.18 
miles of its branch line between Des Moines and Madrid, Ia.. 
and to arrange to operate its trains between Des Moines and 
Woodward, Ia., a point on its main line between Chicago and 
Omaha. Company officials, in a petition filed with the court, 
said a bridge on the line to be abandoned is in need of approxi- 
mately $308,600 in repairs. The petition said that officials of 
the Des Moines and Central Iowa Railroad had agreed to permit 
the Milwaukee Road to operate its trains over its line between 
Granger and Moran, Ia., and to sell to the Milwaukee Road 
its line between Moran and Woodward. The petition said 
the cost to the applicant for the change-over to the new 
route would be $167,928 after allowing for salvage from the 
abandonment. The new route would be shorter than the 
present route, and operating costs would be reduced if the 
abandonment were permitted, it said. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob 
tained by prompt application to the Comsnission.) 


Fertilizers 


No. 28597, Chas. H. Lilly Co. vs. Great Northern et al. 
By division 2. Interstate rates on fertilizers and fertilizer 
materials, carloads, from Seattle, Wash., to points in Wash- 
ington, Oregon, and Idaho, not shown to have been or to be 
unreasonable or unduly prejudicial, except that rates on super- 
phosphate found unduly prejudicial to complainant and unduly 
preferential of its competitors at San Francisco (Stege), Calit.. 
and Anaconda, Mont. The Commission has ordered removal 
of the undue prejudice and preference the establishment, on or 
before December 28, of rates on superphosphate that are sub- 
stantially the same from all three points, San Francisco 
(Stege), Anaconda, and Seattle, Wash., distance considered, 
and subject to the same minimum or minima. 

Fir Piling 

No. 28644, W. J. Foye vs. A. T. & S. F. et al. By division 
2. On reconsideration, finding in prior report, 251 I. C. C. 108, 
that the rate of 95 cents, minimum 33,000 pounds for each car 
used, charged on fir piling, in multiple carloads, from Oregon 
to Hartford, Conn., was applicable and not unreasonable af- 
firmed as to the applicability of that rate and reversed as 
to the reasonableness thereof. Reparation, with interest, 
awarded. The Commission found that the applicable rate was 
unreasonale to the extent that it exceeded the corresponding 
contemporaneous rate on lumber articles which were the 
product of saw and planing mills, not further advanced in 
manufacture than by sawing, resawing, and passing through 
a standard planing machine, crosscut to length, and end- 
matched. Dissenting in part, Commissioner Alldredge said he 
was in accord with the finding that the rate assailed was 
applicable. But, he said he disagreed with the findings that 
it was unreasonable. 


Alton Interlockings 


*No. 28000, Sub. Nos. 72 and 73, Applications for Approval 
of Proposed Modifications of Systems or Devices under Sec- 
tion 25 (b) of the Interstate Commerce Act. By division 3. 
Applications of the Alton for approval of modifications of in- 
terlockings at crossing with the Pennsylvania at Atlanta, 
Ill., and crossing with the Burlington at Louisiana, Mo., includ- 
ing the removal of certain derails at both places, granted. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*W-542, Providence Steamboat Co., Providence, R. I., Con- 
tract Carrier Application. By division 4. Certificate granted, 
effective December 15, as to continuance of operation as a com- 
mon carrier by towing vessels in the performance of general 
towage between ports and points along the Atlantic coast and 
tributary waterways, not including the Hudson River, from 
Buzzards Bay, Mass., to New York Harbor, inclusive. A~»- 
plications for exemption under sections 302(e) and 303(e) of the 
act dismissed. 

W-398, L. R. Parker, Cambridge, Md., Contract Carrier 
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Application. By division 4. Certificate granted, effective Decem- 
ber 15, as to operation as a common carrier by self-propelled 
vessels in the transportation of commodities generally between 
ports and points along the Chesapeake and Delaware Bavs, 
and other waterways. The Commission found public conveni- 
ence and necessity to require such operation. 

W-463, James Hughes, Inc., New York, N. Y., Common 
Carrier Application. By division 4. Certificate granted, effec- 
tive December 9, as to continuance of operation as a common 
carrier by non-self-propelled vessels with the use of separate 
towing vessels, in the transportation of commodities gen- 
erally between ports and points along the Atlantic coast, and 
tributary waterways, including the New York State Barge 
Canal System, from Maine to South Carolina, inclusive. Appli- 
cant was found to have been engaged in such operation on 
January 1, 1940, and continuously since. Dissenting in part, 
Commissioner Miller said he dissented from the report of the 
majority in so far as it granted applicant “grandfather” au- 
thority to operate south of Baltimore, Md. In his opinion, he 
said the record did not warrant such authority. 

*W-360, W. R. Chamberlin, dba W. R. Chamberlin & Co., 
Contract Carrier Application. By division 4. On reconsidera- 
tion, findings in prior report, 250 I. C. C. 226, modified so as 
to authorize operation by applicant, in the capacity of manag- 
ing owner, as a contract carrier by water of lumber and forest 
products from ports in Washington and additional ports in 
Oregon to ports in California. New permit granted, effective 
December 14, and prior permits vacated and set aside. 


Commission Motwr Reports 


(An asterisk before tie docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 481, Jay A. Moorhouse, St. Paul, Minn., common car- 
rier. Certificate denied. Ora D. Smith, as successor in interest 
to applicant, general commodities, between points in IIl., Ind., 
Wis., Ia., and Minn. 


*MC 1124, Sub. 6, Herrin Transportation Co., Houston, Tex., 
extension. Certificate granted. General commodities, with ex- 
ceptions, between DeRidder, La., and Corsicana, Tex., serving 
Merryville, La., as an intermediate point, but with no service 
at Corsicana. Service at De Ridder, La., is restricted to traffic 
moving to and from Merryville and Dallas, Tex., and points 
beyond Dallas. 


MC 2348, Harvey Stucki and Reed Wittwer, Santa Clara, 
Utah, common carrier, embracing MC 2348, Sub. 1, Same, ex- 
tension, now MC 52866, Sub. 1, Rocky Mountain Service, Inc., 
common carrier. Certificate granted in MC 2348, as to continu- 
ance of operations by Rocky Mountain Service, Inc., as successor 
in interest of applicants, live stock, from all points in Kane, 
Iron, Garfield, and Washington counties, Utah, that are on 
and west of U. S. highway 89, on the one hand, and Los 
Angeles county, Calif., on the other. Application except to the 
extent granted herein and in the prior report, 24 M. C. C. 311, 
denied. Certificate denied in MC 2348, Sub. 1, on finding public 
convenience and necessity not to require operation by applicants 
as a common carrier of general commodities, with exceptions, 
in Calif., Utah, and Ariz., or live stock, dressed poultry, wool, 
potatoes, and grain in Calif., Utah, Nev., and Ariz. 

*MC 2445, Sub. 4, Rubin Schuster and Bessie Schuster, Col- 
chester, Conn., extension. Certificate granted. Ready-to-wear 
garments, and materials and supplies used by garment manu- 
facturers (when transported for use in the manufacture of 
ready-to-wear garments), between specified points in Mass., 
Conn., and R. I. 

*MC 45829, Carolina Motor Express Lines, Inc., Indian- 
apolis, Ind., common carrier, embracing MC 45829, Sub. 1, Vern 
W. Lee, extension. Certificates granted as to continuance of 
operation in MC 45829 by Carolina Motor Express Lines, Inc., 
successor in interest to Vern W. Lee, general commodities, with 
exceptions, between points in Ind., O., W. Va., Va., and N. C.; 
and operation in 45829, Sub. 1, as to general commodities, with 
exceptions, between Greensboro and Fayetteville, N. C. 

MC 48651, Federal Motor Transportation Co., New Bed- 
ford, Mass., common carrier. Certificate granted as to con- 
tinuance of operation, general commodities, with exceptions, 
between specified points in R. I, and Mass. 


*MC 59486, Sub. 18, Henry E. English, Dallas, Tex., exten- 
sion. Temporary authority granted under section 210(a) (a) 
of the interstate commerce act as amended by the second war 
powers act, 1942, as to operation until December 31, 1944, as 
a common carrier of general commodities, with exceptions, 
between Marshall and Jefferson, Tex., serving intermediate and 
off-route points. The report found that permanent authority 
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as sought was not required but that temporary authority should 
be provided. 

*MC 75863, St. Johns River Line Co., Jacksonville, Fla., 
common carrier, embracing MC 75863, Sub. 2, Same, extension. 
Certificate granted. Continuance of operation in MC 75863 as to 
general commodities, with exceptions, between specified points 
in Fla., and operation in MC 75863, Sub. 1, as to general 
commodities, with exceptions, between specified points in Fla. 

*MC 102545, Bertrand Dumont, Manchester, N. H., com- 
mon carrier. Certificate denied. Household goods between 
Manchester and points within 25 miles thereof, on the one hand, 
and points in Me., Mass., Conn., R. I. and Vt., on the other. 

*MC 102589, Faxlines, Inc., Buffalo, N. Y., contract carrier. 
— denied. Chain store merchandise between points in 
*MC 103019, F. A. Gorman, Lance Creek, Wyo., common 
carrier. On reconsideration, findings in prior report of March 
10, 1942, amended to authorize operation as a common carrier 
of specified commodities between rail heads in Wyo., on the 
one hand, and points in Wyo., not on railroads, on the other. 

*MC 11679, August Apel, Jr., North Bergen, N. J., com- 
mon carrier, embracing MC 76624, Same, contract carrier. 
Certificate granted on finding applicant’s operations to be those 
of a common carrier. Continuance of operations, general and 
specified commodities, in Pa., N. J., N. Y., Del., Conn. and 
Mass. 

*MC 29496, Alto Trucking Co., Inc., West Hazleton, Pa., 
contract carrier. Permit granted. Continuance of operation, 
such merchandise as is dealt in by wholesale, retail and chain 
grocery and food business houses, except packing house, and 
in connection therewith, equipment, materials and supplies 
used in the conduct of such business, from Hazleton, Tamaqua 
and Pottsville, Pa., and of potatoes from Freehold, N. J., and 
points within 5 miles thereof, to specified points in Pa. Dual 
operations, as both a common carrier, heretofore granted, and 
a contract carrier, authorized. 

*MC 101806, Ralph L. White, Malba, N. Y., contract car- 
-* Permit granted. Coal, Port Blanchard, Pa., to Oswego, 

*“MC 103448, Mahlon Livengood, Slatington, Pa., common 
aw Certificate granted. Coal, points in Pa., to Maplewood, 

*MC 2510, Sub. 3, Ziffrin Truck Lines, Inc., Indianapolis, 
Ind., extension. Certificate denied. General commodities, with 
exceptions, between points or areas in Ind., and Ky., over regu- 
lar and irregular routes. Of the nine routes involved, the 
report said, only one of them was desired by applicant for 
use as a connecting link between points it was presently au- 
thorized to serve without service to or from intermediate points, 
and as to that route, it was plain that the real purpose there- 
for was to institute a new (truckload) service on traffic from 
and to Fort Wayne. Viewed as a whole, it said, the record 
afforded no basis for a finding that either the present or future 
public convenience and necessity required any of the opera- 
tions proposed by applicant. 

*MC 69643, Sub. 1, Albert Orr Doty, Red Lodge, Mont., 
Crandall Creek Road. Certificate granted. Machinery, feed, 
and building materiais in truckload quantities, from Billings 
and Red Lodge, Mont., and Cody, Wyo., to points in Wyo., 
and live stock in truckload quantities from points in Wyo., to 
Billings and Cody. 

*MC 70451, Sub. 9, Watson Bros. Transportation Co., Inc., 
Omaha, Neb., extension. Application for a certificate author- 
izing operation as a common carrier of general commodities 
between Cameron, Mo., and Chicago, Ill., dismissed by reason 
of applicant having obtained authority to perform such opera- 
tion in another proceeding. 

*MC 14045, James M. Clint, Yuma, Ariz. Certificate granted 
for continuance of operation, over specified routes, as to gen- 
eral commodities, with exceptions, between Los Angeles, Calif., 


and Yuma, Ariz., with service at intermediate and specified 
off-route points. 


*MC 29886, Schrader Transportation Co., Inc., South Bend, 
Ind., embracing Sub. No. 1, Same, and MC 94459, Sub. No. 1, 
Clarence F. Shepler, Toledo, O. On reconsideration, by divi- 
sion 5, findings in prior report, 28 M. C. C. 806, modified so 
as to eliminate therefrom the limitation of the authorized 
service to initial movements from places of manufacture or 
assembly and unrestricted authority granted from South Bend, 
Ind., Detroit, Mich., and Toledo, O. The Commission said the 
modification was made so as to enable the applicant in MC 
29886 to render the service it had been performing since prior 
to June 1, 1935. 

*MC 30604, Santa Fe Trails of Illinois, Inc., embracing 
BMC 9, and Sub. Nos. 1 and 4, Same; MC 54617, Sub. No. 1, 
Robert H. Finley; MC 30600, Sub. No. 2, Santa Fe Trail 
Transportation Co., and Sub. No. 23, Same. On reconsideration, 
by division 5, in MC 30604, MC 30604 (BMC 9), and Sub. Nos. 1 
and 4, findings in prior reports, decided January 26, 1942, and 
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November 27, 1941, modified so as to authorize (1) the issu- 


ance of certificates to Robert H. Finley and Santa Fe Trail | 
Transportation Co. as successors in interest to Santa Fe Trails | 
of Illinois, Inc., and (2) service at all intermediate points on | 


the routes granted in all such applications except MC 30604, 


Sub. No. 4. Certificates granted to Santa Fe Trail Transporta- | 


tion Co. for continuance of operation as to passengers, baggage, 


express, mail and newspapers over specified routes between 
designated points in Ill. and Mo. Certificate granted to Robert 


H. Finley, dba Finley Bus Line, for continuance of such opera- 
tion over specified route between Hannibal and Paris, Mo. 


Certificates granted, also to Santa Fe Trail Transportation f 


Co. as to transportation of passengers, baggage, express, mail 


and newspapers over specified routes between Hillsboro and | 
Greenville, Ill., Morris and Peoria, Ill., Ottawa and La Salle, | 
Ill., Depue and Princeton, Ill., Litchfield and Hillsboro, IIl., 


Kankakee and Gibson City, Ill, Kankakee and junction of 
U. S. highway 30 and Illinois highway 49, and Keokuk, Ia., 
and Hannibal, Mo. 


*MC 34712, Sub. No. 1, J. L. Dean, Dothan, Ala. On re- 


consideration, by division 5, certificate granted as to general ff 


commodities, with exceptions, over a regular route between 
Atlanta, Ga., and Malone, Fla., serving all intermediate points 
north of Columbus, Ga., unrestricted, and Columbus restricted 
to traffic moving to or from points south thereof. 


*MC 52843, Sub. No. 3, Wm. H. Perkins and Curtis Jones, | 


Duncan, Okla. Certificate granted. General commodities, with 
exceptions, between junction of U. S. highway 81 and Okla. 
highway 7 and Lawton, Okla., and between Lawton and Fort 
Sill, Okla., over regular routes, serving no intermediate points. 
Commissioner Patterson, dissenting, said that in his opinion 
the evidence of record would not support the grant of per- 
manent authority and that it was his belief that temporary 
authority should be granted for transportation of ammuni- 
tion only, between Lawton and Fort Sill. 

*MC 60183, Sub. No. 1, Joseph Buglio, Vineland, N. J. 
Certificate granted. Canned and processed foods from points 
in Atlantic, Burlington, Camden, Cumberland, Gloucester, Mer- 
cer and Salem counties, N. J., to points in Pa., Del., Md., D. C., 
N. Y., Conn., R. L, and Mass., with transportation of rejected 
or damaged shipments on return, over irregular routes. 

*MC 102768, N. J. Raitt, Rochester, N. H. Certificate denied. 
Passengers and baggage, in special or charter operations, be- 
tween Rochester, N. H., and points within 10 miles thereof, 
and Lebanon and Berwick, Me., on the one hand, and, on the 
other, points in Me., Mass., and N. H., over irregular routes. 


FINANCE APPLICATIONS 

MC F-1980. Smoky Mountain Stages, Inc., Asheville, N. C., asks 
authority to purchase operating rights and properties of Smoky Moun- 
tain Transit Co., Inc. 

Finance No. 11915. Supplemental. Erie Railroad Co. asks au- 
thority under section 77(f) of the bankruptcy act and under section 
20a of the interstate commerce act to issue up to 4,430 shares of 5 
per cent preferred stock, series B, in conversion of not exceeding 
$443,000 principal amount of the Erie’s general mortgage 4% per cent 
income bonds, series A. The stock proposed to be issued is of $100 
par value and is out of 526,449.16 shares authorized to be issued by 
the Commission by its supplemental order of December 16, 1941, in 
conversion of $52,644,916 of 4% per cent income bonds. The stock 
is to be issued at the rate of 10 shares for each $1,000 of bonds. 

Finance No: 13962. Tennessee Central Railway Co. asks authority 
to issue $260,000 of its first mortgage 4 per cent bonds, series A, due 
April 1, 1967, under its first mortgage dated April 1, 1937, to the 
Bank of New York & Trust Co. (now Bank of New York) of New 
York, N. Y., and William Young, Jr., of Brooklyn, N. Y., as trustees, 
and to pledge and repledge the same from time to time, so as to re- 
imburse its treasury for moneys expended for road property in the 
period May 1, 1940, to and including June 30, 1942. Applicant proposes 
to issue 260 bonds of $1,000 each. It said it was not its intention to 
sell any or all the bonds at this time but to obtain authority to issue 
and pledge and repledge the same from time to time as collateral 
security for any note or notes that might be issued. Such pledge or 
pledges are to be made in the ratio of not exceeding $125 in value of 
bonds at their prevailing market price at the time of pledge, for each 
$100 face amount of notes. 

MC F-1981. Glendenning Motorways, Inc., St. Paul, Minn., asks 
authority to lease, with option to purchase, operating rights and prop- 
erty of Cornelius William Styer, dba Northern Transportation Co. and 
Northern Transportation Co. of South Dakota, St. Paul, Minn., and 
temporarily to operate. 

MC F-1982. Wilson Storage & Transfer Co., dba Wilson Forward- 
ing Co., Sioux Falls, S. D., asks authority to lease, with option to 
purchase, operating rights of Emil Dobash, dba Dobash Transporta- 
tion, Sioux Falls, S. D. 

MC F-1983. A. A. A. Highway Express, Inc., Atlanta, Ga., asks 
authority to lease operating rights of Augusta Truck Co., Inc., Augusta, 
Ga. The lease is to run from December 1, 1942, to November 30, 1945. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules aot reproduced here. Details of such orders are published tn 
The Daily Traffic World and Rulletin and The Traffic Bulletin.) 


In I. and S. 5151, the Commission, on its own motion, has 
suspended from October 1 until May 1 the operation of certain 
schedules as published in supplement No. 2 to Pacific Consoli- 
dators, Inc., tariff I. C. C. FF No. 6, and in tariffs of certain 
other freight forwarders. ‘The suspended schedules propose 
provisions for consolidating small shipments at the freight 
forwarders’ New York, N. Y., loading stations for movement 
to California points at the charge applicable to the aggregate 
weight of the consolidated shipment. 

In I. and S. M-2107, the Commission has suspended from 
October 1 until May 1 the operation of Schedule MF I. C. C. No. 
2 of George Lipscomb, dba Sarah Lipscomb, Baltimore, Md. 
The suspended schedules propose to establish new and re- 
duced contract carrier minimum charges on weights and iron 
castings, minimum 5,000 pounds, from Baltimore, Md., to 
Washington, D. C., Fredericksburg, Richmond and Petersburg, 
Va., and all points in Pennsylvania east of U. S. Highway No. 
219. The following is illustrative: 

Sash weights, iron or steel (minimum charges in cents per 100 
pounds) from Baltimore to Fredericksburg, Va., present rate, mini- 
mum 12,000 pounds 18; proposed rate, minimum 5,000 pounds 15; from 
Baltimore to Scranton, Pa., proposed rate, minimum 5,000 pounds 30. 


In I. and S. M-2106, the Commission has suspended from 
October 1 until May 1 the operation of certain schedules as 
published in tariff MF-I. C. C. No. 2 of H. A. Orr, Indiana, Pa. 
The suspended schedules propose to establish a commodity 
rate of 46 cents per 100 pounds, minimum 24,000 pounds, on 
mining machinery or equipment, from Boston and Lynn, Mass., 
to points in Clearfield County, Pa., and in the reverse direc- 
tion. Present rates apply per day, per hour, per week and 
per ton-mile. 

In I. and S. M-2104, the Commission has suspended from 
September 26 until April 26, the operation of certain schedules 
published in tariff MF-I. C. C. No. 46 of Roadway Transit Co., 
Dearborn, Mich. The suspended schedules propose to reduce 
from 27 to 24 cents a 100 pounds, the truckload rate on iron and 
steel articles from Detroit, Mich., to Chicago, Ill., including 
origin and destination points taking same rates. 

In I. and S. M-2105, the Commission has suspended from 
September 28 until April 28 the operation in part of Schedule 
MF-I. C. C. No. 1 of C. J. Robson, Cincinnati, O. The sus- 
pended schedules propose to make collections and remittances 
on C. O. D. shipments at points in Indiana and Ohio, without 
charge for such services. 


Santa Fe and Leased Lines Merger 


The Atchison, Topeka & Santa Fe Railway Co., and eleven 
other railroads constituting parts of its system that it operates 
under lease, jointly have applied to the Commission in Finance 
No. 13596, for authority to merge their properties into the 
Santa Fe for ownership, management and operation. 

The companies that are proposed to be merged into the 
Santa Fe system follow: Barton County & Santa Fe Railway 
Co., California Southern Railroad Co., Corona & Santa Fe Rail- 
way Co., Eldorado & Santa Fe Railway Co., Elkhart & Santa 
Fe Railway Co., Grand Canyon Railway Co., Minkler Southern 
Railway Co., Oklahoma Central Railroad Co., Salina & Santa 
Fe Railway Co., Santa Fe & Los Angeles Harbor Railway Co., 
and the Verde Valley Railway Co. 

According to the application, the A. T. & S. F. owns all, 
or substantially all, of the capital stock, except directors’ qual- 
ifying shares, and all of the indebtedness, both bonded and on 
open acount, of each of the lessor companies. It said in the 
interest of economy and simplification of the corporate struc- 
ture of the A. T. & S. F. system, the applicants had authorized 
a plan for the liquidation and dissolution of such lessor com- 
panies, to be accomplished by the transfer and conveyance to 
the A. T. & S. F. of all of the property, franchises and equip- 
ment of each lessor company, first in payment of all of its 
bonds and other indebtedness, and second, any balance remain- 
ing to constitute a distribution in complete liquidation of all 
of its assets to its stockholders. The application, therefore, 
it was stated, sought approval by the Commission of the merger 
of all the properties of the applicant lessor companies into the 
A. T. & S. F. that would result on consummation of the plan 
before recited. 

The properties of the applicants are situated in the states 
of Illinois, Iowa, Missouri, Kansas, Nebraska, Oklahoma, Texas, 
Louisiana, Colorado, New Mexico, Arizona and California. 
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The California, Arizona & Santa Fe Railway Co., and the 
Laton & Western Railroad Co., both operated under lease by 
the Atchison, Topeka & Santa Fe Railway Co., jointly have 
asked the Commission, in Finance No. 13959, for authority to 
merge the properties of the Laton & Western into the Cali- 
fornia, Arizona & Santa Fe for ownership, management and 
operation. 

All the shares of stock of each of the applicants is com- 
mon stock, of par value $100 a share. The A. T. & S. F. 
owns 9,846 shares, being all, of the stock of the California, 
Arizona & Santa Fe, which in turn owns 3,000 shares, being all, 
of the stock of the Laton & Western. . The purpose of the 
merger, the applicants said, was to accomplish the complete 
liquidation and ultimately the corporate dissolution, of Laton 
& Western after provision for its relief from its debts, and 
the complete distribution of its assets to its sole stockholder, 
the California, Arizona & Santa Fe. The sole indebtedness 
of the Laton & Western consists of approximately $161,655.40 
that it owes to the A. T. & S. F. on open account for capital 
advances, according to the applicants. They said the A. T. & 
S. F. would accept the California, Arizona & Santa Fe as the 
sole and principal debtor and would release and discharge 
Laton & Western. The line of the Laton & Western proposed 
to be merged extends from Laton to Lanare, Calif., 17.57 miles. 

Applicants said the proposed transaction would be consist- 
ent with the public interest because it would simplify the cor- 
porate structure of the A. T. & S. F. and of the C. A. & S. F., 
adding that also a saving of taxes arising from the mainte- 
a of corporate existence of the Laton & Western would 
result. 

In Finance No. 13960, the Atchison, Topeka & Santa Fe 
Railway Co. has asked the Commission for authority to pur- 
chase the properties and franchises, except the corporate fran- 
chise of the Rocky Mountain & Santa Fe Railway Co., for a 
consideration, payable in cash, of $1,190,000. 

The lines of railroad of the Rocky Mountain & Santa Fe 
proposed to be purchased, extend from Preston, N. M., to Ute 
Park, N. M., approximately 46.9 miles, and from Raton, N. M., 
to Sugarite, N. M., approximately 6.15 miles. Applicant said 
it owned 64,991 shares of the capital stock, of the par value of 
$100 each, of Rocky Mountain & Santa Fe, being all of the 
capital stock except nine shares held by the directors of the 
company. As of September 14, 1942, applicant said the Rocky 
Mountain company owned it the net amount of $2,475.760.44 

“The proposed transaction will be consistent with the public 
interest because it will eliminate the necessity and cost of 
maintaining separate accounting records incident to applicant’s 
operation under lease of the properties proposed to be acquired 
and incident to the accrual of depreciation on depreciable 
property,” said the applicant, adding that there would be no 
change in the manner of operation of the property. 





COMMISSION ORDERS 


MC 76634, Academy Storage & Warehouse, Inc., common carrier 
application. Order of August 10, in so far as it denied applicant’s 
petition dated June 13, vacated. Reopened for reconsideration solely 
with respect to right of applicant to continue transportation of general 
commodities between New York, N. Y., and Newark, N. J., and points 
in New Jersey within 15 miles of Newark, on one hand, and points 
in Burlington, Camden, Gloucester, Salem, Atlantic, Cape May and 
Cumberland counties, N. J., on the other, over irregular routes. Order 
of February 2, as subsequently modified to become effective September 
15, in so far as it denied applicant authority to conduct above-described 
operation, vacated. 

MC 89933, Frank Calvin Moon, contract carrier application. Report 
and order of June 14, 1939, modified so as to authorize issuance to 
applicant, on compliance with sections 215 and 217 of the act and 
rules and regulations thereunder, of a certificate authorizing opera- 
tions as a common carrier of general commodities between places 
within a radius of 25 miles of Greenville, S. C., including Greenville, 
over irregular routes. Order shall become effective October 30 unless 
any party in interest shall show cause, if any there be, in writing veri- 
fied under oath, why report and order of June 14, 1939, should not 
be modified as set forth above. 

No. 28835, Lloyd Brothers Co. et al. vs. G. T. W. et al. 
motion to dismiss complaint overruled. 

1. & S. No. 5061, fresh green vegetables from Idaho and Oregon. 
Order of August 6 modified to become effective November 12 instead 
of September 25. 

W-36, Conners Marine Company, Inc., contract carrier application. 
Effective date of certificate and order of July 3 further modified to 
become effective Octeber 28. 

W-473, J. C. Strittmatter, dba Consolidated Steamship Companies— 
Consolidated-Olympic Line, common carrier application; and W-434, 
Olympic Steamship Co., Inc.—Consolidated-Olympic Line, common car- 
rier application. Order of May 20 further modified so as to postpone 
effective date thereof until further order of Commission. Reopened 
for reconsideration. Parker McCollester permitted to file a brief as 
amicus curiae on or before November 1. 

MC F-1613, Associated Transport, Inc., issuance of securities. Pe- 
tition of Associated Transport, Inc., submitting for approval, pursuant 
to condition attached to order entered March 16 (38 M. C. C. 137), cer- 
tain subscription agreements proposed to be accepted by it for the sale 


Defendants’ 
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of 9,000 shares of its preferred capital stock, issuance of which was 
conditionally authorized by said order, granted, and said subscription 
agreements approved. 

MC F-1950, East Texas Motor Freight Lines, lease, G. H. Cook. 
Petition requesting approval, under section 210a(b), of temporary 
operation by East Texas Motor Freight Lines of properties of G. H. 
Cook, dba Crawford Truck Lines, denied. 

MC F-1960, Harry Hess, purchase, Rohweder Truck Lines, Inc. 
Petition requesting approval, under section 210a(b), of temporary 
operation by Harry Hess, dba Hess Motor Express, of certain prop- 
erties of Rohweder Truck Lines, Inc., denied. 

W-595, Norfolk, Baltimore and Carolina Line, Inc., application. 
Effective date of certificate and order of August 17 postponed to No- 
vember 5. 

W-751, Commercial Barge Lines, Inc., common carrier application. 
Effective date of certificate and order of August 12 postponed to De- 
cember 1. 

MC 34021 Sub. No. 1, A. S. Horton, extension, Trenton, N. J. 
opened for further hearing. 

MC 52643 Sub. No. 8, Cotant Truck Lines, Inc., extension, ex- 
plosives. Reopened for further hearing. 

MC 59583 Sub. No. 5, Mason and Dixon Lines, Inc., extension, 
Knoxville, Alcoa, Tenn.; MC 59583 Sub. No. 25, Mason and Dixon Lines, 
Inc., extension, Knoxville, Tenn.-Kingsport, Tenn. Reopened for further 
hearing solely for purpose of receiving depositions in support of appli- 
cations to be submitted by applicant and any rebutting evidence to 
such deositions by protestants. 

MC 84665, Miller Transport Co., Inc., common carrier application; 
MC 76430, Miller Transport Co., Inc., contract carrier application. Or- 
der of July 8 vacated. Reopened for further hearing in order to 
determine right of applicant, in MC 84665, to continue operations as 
a common carrier of general commodities, except household goods, 
commodities requiring special equipment, and dangerous explosives, 
over routes 1, 2, 3, 5 and 6 between Philadelphia, Pa., and New York, 
N. Y., and over U. S. Highway 1 between New York, N. Y., and New 
Haven, Conn., serving all intermediate points on such routes, and, in 
off-route service, all points in the New York commercial zone, those 
on Long Island within 10 miles of the said commercial zone, those in 
Pennsylvania and New Jersey within 20 miles of the City Hall in 
Philadelphia, Pa., from and to Waterbury, Danbury, and Hartford, 
Conn., and all points in New Jersey within the territory defined as 
follows: U. S. Highway 202 extending from the New York-New Jersey 
state line to Woods Tavern, N. J., thence over unnumbered highway 
from Woods Tavern to New Brunswick, N. J., via Millstone, N. J., 
thence over New Jersey Highway S 28 from New Brunswick to Mata- 
wan, N. J., thence over U. S. Highway 9 from Matawan to Bradevelt, 
N. J., and thence over unnumbered highways from Bradevelt to High- 
lands, N. J., via Holmdel, Little Silver, and Sea Bright, N. J., includ- 
ing all points on such highways, and from and to Mountain Lakes, 
Denville, Dover and Kenvil, N. J., and to determine extent to which 
applicant should be granted authority to continue operations as a 
common and contract carrier between the same points and in the 
same territory. Order of March 20, in so far as it denies applicant 
authority to conduct above described operations, vacated. 

MC C-317, Dale Resler vs. Hunter Clarkson, Inc. Motion of com- 
plainant to strike reply of defendant to exceptions of complainant 
sustained to extent that matter contained in said reply relating to facts 
which occurred subsequent to hearing on January 16 stricken. 

No. 13535 et al., Consolidated Southwestern Cases. Petition filed 
by W. F. Knobeloch, on behalf of southwestern lines, defendants, for 
modification of findings and orders as to caustic soda, from Corpus 
Christi and Dow, Tex., to Spring Hill, La., denied. 

No. 28502, Corporation Commission of State of Oklahoma vs. C. R. 
I. & P. et al. Order of August 3 modified to become effective January 
9, 1943, on not less than 30 days’ notice, instead of November 9. 


Re- 


PETITIONS FOR REHEARING, ETC. 

No. 28037, Buffalo Meat Products, Inc., vs. Boston & Albany et al. 
Complainant asks rehearing. 

No. 28076, State Corporation Commission of Virginia et al. vs. A. 
Cc. & Y. et al. Baltimore Pure Rye Distilling Co. and affiliated com- 
panies ask leave to intervene and reconsideration of order of June 8. 

No. 28870, Thomas L. Little vs. N. Y. C. & St. L. et al. Defendant, 
New York, Chicago & St. Louis, asks that complaint be dismissed. 

No. 28572, Rickert Rice Mills, Inc., et al. vs. Abilene & Southern 
et al. Defendants ask further postponement of effective date of order. 


MOTOR FINANCE CASES 


MC F-1817, Riss & Company, Inc., purchase—Monark Motor Freight 
System, Inc. (Fred E. Hummel, Receiver.) Purchase by Riss & Com- 
pany, Inc., of Kansas City, Mo., of operating rights and property of 
Monark Motor Freight System, Inc. (Fred E. Hummel, Receiver), of 
Chicago, Ill., approved and authorized, subject to condition. 

MC F-1966, Western Truck Lines, Ltd., purchase—Mono Basin 
Transport, Inc. Application for authority under section 210a(b) of 
Western Truck Lines, Ltd., of Los Angeles, Calif., for temporary opera- 
tion of motor-carrier rights and properties of Mono Basin Transport, 
Inc., of Reno, Nev., granted September 30, 1942, subject to conditions. 

MC F-1959, Cross Transportation, Inc., purchase—Milton L. Lahn. 
Application for authority under section 210a(b) of Cross Transporta- 
tion, Inc., of Bridgeton, N. J., for temporary operation of motor- 
earrier rights of Milten L. Lahn, doing business as Lahn Motor 
Transportation, also of Bridgeton, denied September 30, 1942. 

MC F-1948, Raiph M. Bowman, purchase—J. D. Jordon, Jr. Ap- 
plication for authority under section 210a(b) of Ralph M. Bowman, 
doing business as Bowman Transportation Company of Attalla, Ala., 
for temporary operation of motor-carrier rights and properties of J. D. 
Jordon, Jr., of Centre, Ala., denied September 30, 1942. 

MC F-1962, Watson Bros. Transportation Co., Inc., lease—Harry 


TRAFFIC WORLD 


Jaffa. Application for authority under section 210a(b) of Watson Bros. 
Transportation Co., Inc., of Omaha, Neb., for temporary operation of 
a portion of the motor-carrier rights of Harry Jaffa, doing business 
as Jaffa Transportation and Jaffa Transit, of Minneapolis, Minn., 
granted September 30, 1942, subject to conditions. 

MC F-1972, Don B. Smith and A. F. Mathews, control—Northern 
Motor Express, Inc. Application for authority under section 210a(b) 
of Don B. Smith of Detroit, and A. F. Mathews of Saginaw, Mich., 
for temporary operation through control and management of motor- 
carrier rights and properties of Northern Motor Express, Inc., also 
of Saginaw, denied Sept. 30, 1942. 

MC F-1967, Decatur Cartage Company, Inc., of Indiana, lease— 
Homer L. McNaughton. Application for authority under section 210a(b) 
of Decatur Cartage Company, Inc., of Indiana, of Indianapolis, Ind., 
for temporary operation of motor-carrier rights and properties of 
Homer L. McNaughton, doing business as McNaughton Transporta- 
tion Service also of Indianapolis, granted Sept. 30, 1942, subject to 
conditions. 

MC F-1968, Dorn’s Transportation, Inc., purchase—Glens Falls-New 
York Express, Inc. Application for authority under section 210a(b) 
of Dorn’s Transportation, Inc., of Rensselaer, N. Y., for temporary 
operation of motor-carrier rights of Glens Falls-New York Express, 
Inc., of Glens Falls, N. Y., granted Oct. 1, 1942, subject to conditions. 

MC F-1896, Paul R. Newsom, purchase—Arthur Givens. Applica- 


tion for authority under section 210a(b) of Paul R. Newsom, doing | 


business as Newsom Trucking Company, of Columbus, Ind., for tem- 
porary operation of motor-carrier rights of Arthur Givens, doing busi- 
ness as Givens Truck Company, also of Columbus, granted Oct. 1, 1942, 
subject to conditions. 

MC F-1971, H. E. Savage, Jr., purchase—George Thomas Miles. 
Application for authority under section 210a(b) of H. E. Savage, Jr., 
doing business as Savage Truck Line, of Suffolk, Va., for temporary 
operation of motor-carrier rights and properties of George Thomas 
Miles, doing business as Miles Truck Line, of Franklin, Va., granted 
Oct. 1, 1942, subject to conditions. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. 13889, New York, New Haven & Hart- 
ford Railroad Co. trustees’ equipment trust certificates, granting au- 
thority to assume obligation and liability in respect of not exceeding 
$1,390,000 of New York, New Haven & Hartford equipment-trust cer- 
tificates of 1942, No. 2, to be issued by the Chase National Bank of 
the City of New York, as trustee, and sold at 98.559 per cent of par 
and accrued dividends in connection with the procurement of cer- 
tain equipment. Approved. 





Carpeting and Rug Rates Protests 


The hitherto sometimes troublesome question of rates on 
carpeting, rugs and other floor coverings from Gulf ports into 
the interior of the southwest has arisen again by reason of 
protests to the Commission against a rate of 58 cents proposed 
in schedules filed on behalf of southwestern lines, dated to be 
effective on October 11. The question was also raised in 
I. and S. No. 4904, Carpets and Carpeting New Orleans to 
Oklahoma, decided July 29 (see Traffic World, Aug. 8, p. 314). 

Requests for the suspension of these schedules have been 
made by, among others, the Rock Island, the Santa Fe and 
the Katy railroads, the Houston Port and Traffic Bureau, and 
the Galveston Chamber of Commerce. The railroads declare 
that the rate is contrary to the national transportation policy 
in that it is less than reasonable, will cause unjust discrimina- 
tion and will result in unfair or destructive competitive prac- 
tices. They declare the rate from Galveston-Houston was estab- 
lished to meet truck competition. They assert there is no such 
competition from New Orleans to Oklahoma destinations. Its 
establishment, they declare, would deprive Houston and Galves- 
ton the advantages of their geographical location. The Gal- 
veston Chamber of Commerce declares the rate would violate 
sections 1 and 3 and would result in injury to the port of Gal- 
veston and other Galveston interests. 

The New Orleans Joint Traffic Bureau, answering re- 
quests for suspension, sets forth that all parties to this con- 
troversy have been through one investigation and suspension 
proceeding, I. and S. No. 4904, wherein the issues here raised 
were disposed of under normal conditions. It declared that 
all the contentions set forth in the requests for suspension were 
considered. It expressed the view that the Commission did 
not desire another proceeding merely again to test the theories 


of either the Texas port protestants or the Texas port rail 
carriers. 


SOUTHERN PASSENGER FARES 


The Commission September 30 refused to suspend tariffs 
of railroads in the southern district proposing to increase the 
basic fare in coaches from 1.65 cents a mile to 2.2 cents a mile. 
The increased fares went into effect October 1. The Office of 
Price Administration opposed the increase on the ground it 
would tend to increase the cost of living. The increase made 
by the southern lines brings their basic fare up to the level in 
effect in other parts of the country. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Broadway Express et al. Rights 


Applying tests laid down in United States vs. Carolina 
Freight Carriers Corporation, decided March 2, and the princi- 
ples used in disposing of the question of legality in the Mc- 
Dermott operations in Texas, Examiner Allan F. Burroughs 
has recommended, in MC 2202, Broadway Express, Inc., Com- 
mon Carrier Application, embracing also MC 2201, The Ship- 
pers Freight Forwarding Co. Common Carrier Application, that 
the Commission authorize Broadway to continue operation as 
a common carrier by motor vehicle of general commodities, 
with the usual exceptions, between specified points in New 
York, New Jersey, Pennsylvania, Maryland, Virginia, North 
Carolina, South Carolina, Georgia, Alabama, Tennessee, Ken- 
tucky, Indiana, Ohio, West Virginia, Virginia, Michigan, IIli- 
nois, Missouri, Kansas, Oklahoma, Texas and the District of 
Columbia, by reason of its business on June 1, 1935, and since 
that time, over regular routes. 

In MC 2201, allied with Broadway by reason of common 
stock holding interests, the examiner recommended issuance 
of a certificate authorizing continuance of operation as a 
common carrier of general commodities, with exceptions, by 
reason of operations on June 1, 1935, and since that time, 
between points in Ohio, Pennsylvania, New York, New Jersey 
and Connecticut, over regular routes. 

Both applicants asked either for a common carrier cer- 
tificate or a contract carrier permit but not dual operating 
authority. Many railroads and motor carriers, the examiner 
said, opposed grant of authority. Protestants were not agreed, 
according to the report, as to whether the applicants were 
common or contract carriers but the examiner treated the 
applications as for continuance of common carrier rights 
pointing out that the applicants held themselves out to haul 
tor any shippers to any point in the territory in which they 
claimed operating rights. 

The mere fact that particular commodities had never been 
transported between designated points in certain territories, 
the examiner observed, did not mean that authority to haul 
between such points should be withheld, citing the Carolina 
Freight Carrier case, in support of that proposition. 


In the title case certain protestants pointed out the ap- 
plicant’s operations in Indiana were in violation of Indiana 
law, according to a finding by the Indiana commission which 
denied authority as a common carrier. But, the examiner 
said, no restraining order was issued by the state and that no 
change was made in the applicant’s operations after the issu- 
ance of the report in which violations were alleged. While it 
was evident that applicant’s operations might not have been 
conducted in conformity with the state authorities in all re- 
spects on and since the grandfather date, it appeared they were 
openly conducted and without subterfuge. It necessarily fol- 
lowed, the examiner added, that to the extent such operations 
were carried on they were bona fide within the meaning of 
the motor act. 


Live Stock Car Supply Rule 


A lack of suitable facilities at railroad stations for loading 
double deck livestock cars and lack of an adequate supply of 
such cars are not shipper disabilities, says Examiner Claude A. 
Rice in a report in I. and S. No. 5121, Two-for-one Rule on 
Livestock in the South, in support of a recommended finding 
that a proposed rule to govern the furnishing of single deck 
cars in lieu of double deck cars ordered, is not just and reason- 
able. Examiner Rice recommends an order canceling the rule. 

The present rule says that where rates or minimum weights 
are published on hogs, calves, sheep, lambs and goats in double 
deck cars different from single deck rates and minima, and 
double deck cars are ordered by the shipper, and the carrier 
is unable to furnish all or a part of the cars ordered, single 
deck cars will be supplied in lieu of such double deck cars as 
the carrier is unable to furnish. To that rule the suspended 
schedules propose to add the words ‘at points where there 
are facilities for loading double deck cars’. 

According to the report the present carrier convenience 
rule has been in effect since July 15, 1939. Prior to that date, 
says the report, a tariff provision similar to that herein pro- 
posed was in effect for several years but that there was little 


evidence in the present record concerning its operation, nor 
why it was replaced by the current rule. 

Examiner Rice says the rule was not published to increase 
transportation charges paid by shippers nor to augment carrier 
revenues. He said the matters which prompted carrier officials 
to amend the rule were, first a memorandum for information 
and study transmitted by a member of the Commission in 
March, 1940, pertaining to alleged nation-wide irregularities 
in the use and distribution of livestock cars; including the 
furnishing of two single deck cars in lieu of a double deck 
for shipments from or to points where no facilities existed for 
loading or unloading double deck cars; and second, a decision, 
not written, of a federal court for the western district of Wis- 
consin, in which a shipper and carrier were each fined $3,000 for 
noncompliance with tariff provisions with regard to notations to 
be placed on billing where the rule was applied although no 
cars were ordered and the shipper himself had pinch-barred 
cars on a sidetrack near his loading chute and when the load- 
ing was completed had issued movement directions. The errors 
of omission and commission, the examiner said, were attributed 
to a new clerk not entirely familiar with the tariff provisions. 

According to the examiner, southern railroads now own 
at many station points, livestock pens and loading chutes for 
single deck cars which have fallen into disuse for lack of 
traffic, “presumably because of tonnage diversion to motor 
trucks”. . Only a small percentage of stations, the report says, 
are provided with chutes for loading double deck cars, but 
that the railroads manifest a willingness to build additional 
chutes if and when shipments are offered in sufficient volume 
to warrant their construction. The examiner said no objection 
was voiced to the rates, which, for double deck cars, are about 
15 per cent higher than for single deck cars. He said the 
record did not indicate that the present rule had caused light 
loading of cars, on the average, or that railroad revenues had 
been materially affected. 


Cottonseed Products Relief 


In a proposed report, in fourth section application No. 
18030, Cottonseed Products in the Southwest and adjacent ter- 
ritory, and from the Southeast, embracing also fourth section 
applications Nos. 18164, 18188, 18190, 18218, 18303 and 18598. 
Examiner George Esch has recommended fourth section relief 
to enable the railroads to establish truck-compelled reduced 
rates on cottonseed cake and meal, etc. Examiner Esch has 
recommended that the Commission authorize the applicants 
to establish and maintain over existing routes, on cottonseed 
cake and meal, or cake or meal, minimum 40,000 pounds, and 
cottonseed hulls and hull bran, or hulls or bran, minimum 30,000 
pounds, in straight carloads, and mixed carloads of cake, meal 
hulls and bran, minimum 40,000 pounds, between po‘nts in the 
southwestern region west Texas, eastern New Mexico and 
southeastern Illinois and from that terr’tory and from points 
in the southeastern region, the lowest rates that may be con- 
structed over any line or route from and to the same points on 
the bases of the truck competitive scales proposed in the an- 
plications and to maintain higher rates from, to and between 
higher rated intermediate points. 


The relief proposed, according to the examiner, should 
be subject to the usual rule that the rates not exceed comb‘na- 
tions. In addition, he said, they should be subject to the condi- 
tion that rates from the origin territory to the destination ter — 
tory should be computed on the basis of the distances from the 
actual or prospective producing points to the base or key points 
in destination groups; that rates proposed to be authorized from 
producing points should be maintained from intermediate non- 
produc ng points under Rule 27 of tariff circular No. 20; that the 
rate from, to and between higher rated intermediate points 
should not be increased except as authorized by the Commission; 
that in the transportation of carload shipments of cottonseed 
cake and meal, or cake or meal, or of mixed carload ship- 
ments comprising cottonseed hulls and hull bran, or hulls or 
bran with cake and meal, or cake or meal, minimum 40.0090 
pounds, the relief should not apply to rates over any route 
yielding earnings of less than 5 mills a ton-mile; and that in 
the transportation of carload shipments of hulls and hull 
bran, or hulls or bran, minimum 30,000 pounds, the relief 
authorized should be subject to mileage circuity limitations 








770 


of 3314, 50 and 70 per cent as specifically set forth in paragraph 
3 of temporary fourth section order No. 13579, dated October 
20, 1939, based on fourth section application No. 18030, con- 
sidered in this report. 

In addition, Examiner Esch said the Commission should 
also authorize applicants to establish and maintain, over all 
routes, for the transportation of cottonseed cake and meal and 
other commodities mentioned, rates on import, export and 
coastwise traffic between the ports of Galveston, Houston and 
Texas City, Tex., on the one hand, and points in the south- 
western region and additional territory indicate in the preceding 
paragraph, on the other hand, the lowest rates that might be 
constructed over any line or route from or to the nearest of 
the three ports named on the bases and in the manner set 
forth in application No. 18030, and to maintain higher rates 
from and to the intermediate points subject to the provisions 
of the preceding paragraph; and the further provision that the 
rates from and to the higher rated intermediate point should 
not exceed rates equalized from and to the ports in the same 
manner as the rates from and to the more distant points. 

By application No. 18030, according to the report, the car- 
riers proposed to establish and maintain the reduced truck 
competitive rates on the commodities mentioned without ob- 
serving the long-and-short-haul part of the fourth section. 
The rates are to be made in accordance with a scale beginn ng 
with 4.5 cents on cake and meal for five miles or less. That rate 
becomes 9 cents at 100 miles; 25 cents at 500; 47 cents at 1,050 
and ends with a rate of 58 cents at 1,500 miles. 


Seatrain and Texas Ports 


In a proposed report on further hearing in No. 573, Port 
Commission of City of Beaumont, Tex., et al. vs. Seatrain 
Lines, Inc. et al., Chief Regulation Examiner G. O. Basham, 
of the Maritime Commission, has recommended that the finding 
in the prior report, 2 U. S. M. C. 500, that Seatrain’s absorp- 
tion practice in Texas-Cuban trade resulted in undue prejudice 
and discrimination against Houston, Galveston, and Beaumont, 
Tex:, should be modified to eliminate such findings as to 
Houston and Galveston. He said further that modification of 
the Gulf and South Atlantic Havana Steamship Conference 
agreement No. 4188 eliminating Texas ports from the scope 
thereof should be disapproved. 

In the original report, said Mr. Basham, the commission 
found unlawful Seatrain’s practice of absorbing the difference 
between the cost of delivering cargo, destined to Havana, 
Cuba, to shipside at Galveston, Houston and Beaumont, Tex., 
and the cost of delivering it by rail to Seatrain at Texas 
City, Tex. Ocean rates from these ports, he said, were the 
same and the absorption enabled shippers at Galveston, Hous- 
ton and Beaumont to ship via Seatrain at total transportation 
costs no higher than those applying over break-bulk lines serving 
those ports. The break-bulk lines were the Lykes Bros. 
Steamship Co., Inc., and United Fruit Co. 


Seatrain abandoned the service from Texas City shortly 
after the original report was issued but, continued the ex- 
aminer, anticipating the possibility of reestablishing the serv- 
ice, filed three successive petitions for reconsideration and modi- 
fication of the order. The first two were denied and the third 
granted. After Seatrain had canceled the condemned absorp- 
tion provisions but prior to filing of the third petition on March 
19, 1942, the Gulf and South Atlantic Havana Steamship Con- 
ference, of which Seatrain is a member, filed for the comm’'s- 
sion’s approval a modification of agreement No. 4188 to remove 
the ‘Texas ports involved from the scope of the agreement, 
leaving each member of the conference free to fix its own 
rates from those ports to Havana independently of conference 
action. The examiner said Seatrain could then shrink its rates 
from Texas City enough to equalize the rates via Galveston, 
Houston and Beaumont, and thus achieve the equalization con- 
demned in the original report. At present, said he, Seatrain’s 
vessels, as well as those of Lykes and United Fruit, were beinz 
operated under federal control. 

Seatrain had indicated its intention, if it reentered the 
trade, said the examiner, and the present order was not 
rescinded, to shrink its ocean rates sufficiently to equalize the 
cost of this service with that of the break-bulk lines. Continu- 
ing, he said: 


Unless the proposed modification of the conference agreement is 
approved, Seatrain would have to resign from the conference to ac- 
complish this purpose. On the other hand, intervener Lykes states 
that if the condemned equalization plan is approved, it may have to 
adopt a similar equalization plan, restricting the operation of its boats 
to fewer ports or to a single port. Lykes also insists that it would be 
compelled to meet any rate reductions in order to protect its com- 
petitive position. The parties are reminded that a rate war would 
create a condition unfavorable to shipping in the foreign trade, calling 
for corrective action under section 19 of the Merchant Marine Act, 1920. 


TRAFFIC WORLD 


See Rates, Charges and Practices of Yamashita and O. S. K., 2 U. S. 
M. C. 24. 


Central Question 


Mr. Basham stated the “central question” in the case and 
commented thereon as follows: 


Whether Seatrain’s practice is an attempt to reach traffic which is 
not naturally tributary to its terminal, or, in view of the peculiar 
characteristics of Seatrain’s operation, whether Galveston, Houston, 
and Beaumont can be considered as a port area or group which is cen- 
trally, economically and naturally served by Seatrain’s facilities at 
Texas City? 

Texas City and Galveston are situated on Galveston Bay which is 
also the approach to Houston. Entrance to the Bay from the Gulf is 
through Galveston Harbor which is connected by ship channels with 
Texas City and Houston. In a geographical sense, the three ports may 
be described as Galveston Bay ports. Rail distances from Texas City 
to Galveston and Houston are 14.2 and 42.2 miles, respectively. From 
points beyond 150 miles from Houston, rail rates on export traffic to 
the three ports are the same. Beaumont is an inland port situated on 
the Neches River and having access to the Gulf several miles east of 
the Galveston Bay ports. It is approximately 126 miles by rail from 
Texas City. 
Seatrain cannot receive freight in railroad cars from the ordinary 
pier. There must be railroad tracks to its pier, a supporting yard for 
sorting and holding cars, and car-lifting facilities for transferring cars 
from the pier track to its vessels. It was testified that the crane alone 
at Texas City cost over $125,000. Rather than construct expensive fa- 
cilities at all of the ports, Seatrain selected Texas City, which origi- 
nates little traffic, as a central point with a view to extending its service 
to Galveston and Houston primarily, and incidentally to Beaumont. 
This is similar to Seatrain’s method of serving New York Harbor with 
facilities at Hoboken, N. J., and New Orleans with facilities at Belle 
Chasse, La. Seatrain found it more economical to extend its service 
from Texas City by rail, absorbing the rail rates, than by establishing 
freight stations at the other Texas ports and transporting the cargo to 
Texas City by means of car floats or lighters. The method selected 
provides a faster service and assures to shippers the primary advan- 
tage of Seatrain’s service, namely, the through non-break-bulk movement 
of their freight in cars from plant to destination. 

Seatrain likens its equalization practice to that of coastwise lines 
which served Galveston and Houston, and to that of the Florida East 
Coast Car Ferry Company which operated between Port Everglades, 
Fla., and Havana. It points out that both practices had been in effect 
for many years without complaint and without being found unlawful. 
There is a distinct difference, however, between the compared practices. 
The coastwise lines equalized rates to Galveston and Houston, not 
through absorption of the rail rates between those points, but through 
joint rail-and-water rates. The Florida East Coast Car Ferry Company 
applied rates from Port Everglades to Havana which, when combined 
with the rail rates from interior origin to Port Everglades, were no 
lower than the lowest combination of rail-and-water rates from origin 
to Havana either through Boston, New York or New Orleans. While 
this method, in some respects, is similar to Seatrain’s proposed alter- 
native of establishing varying proportional rates from Texas City, it 
is dissimilar from the condemned equalization practice, and is not 
subject to the criticism made of that practice in that it does not divert 
traffic originating in other ports from lines serving such ports. 

The foregoing evidence points to the conclusion that: (a) Galves- 
ton, Texas City and Houston constitute one port group. (b) Traffic 
from or through any one of such ports is naturally tributary to the 
other ports. (c) Seatrain’s method of serving such port area is eco- 
nomical and justified by the peculiar characteristics of its operations. 
(d) Beaumont is not within such port group and the traffic from and 
through such port is not naturally tributary to Texas City. 


Arizona Coal Haulers Inquiry 


On investigation of the motor carrier status of 48 indi- 
viduals, partnerships and corporation engaged in the hauling 
of coal from points in New Mexico, including Gallup, to points 
in Arizona, none of which had applied for or obtained certifi- 
cates or permits for such operations, Examiner F. Roy Linn, 
in a report in MC C-314, Motor Carrier Operations of Arizona 
Coal Haulers, has recommended that the Commission order 
ten of the respondents to cease and desist from further opera- 
tion until appropriate certificates had been received pursuant 
to application filed under part II of the interstate commerce act, 
on finding the operations to be those of a common carrier. 


The ten respondents found to be conducting unlawful 
operations were Thomas Franklin Campbell, Anton‘o L. Baca, 
Alonzo E. Bushman, Leo Webb, A. K. Miller, E. Harold John- 
_ Alving Pruett, W. C. Harvell, Frank Woods, and George M. 
Holt. 

Examiner Linn said the evidence was insufficient to deter- 
mine that the other respondents named in the Commission’s 
order of investigation were conducting operations as a com- 
mon or contract carrier by motor vehicle. 

Prior to the hearing, conducted April 27 at Flagstaff, 
Ariz., the report said, investigations by a representative of the 
Commission were made at the office of respondents, and at the 
Arizona Corporation Commission offices, the border checkin® 
station of the Arizona Highway Patrol at Lupton, and at cer- 
tain of the coal mines located in Gallup and vicinity. These 
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investigations, it added, were instituted after receipt of com- 
plaints that respondents were conducting unlawful operations. 

The report said the operations conducted by respondents 
were similar in that all coal was purchased at mines located 
in Gallup or within approximately three miles thereof and sold 
at points in Arizona. Other than the privilege sales tax license, 
and in some instances a city license, the report said, respond- 
ents had not been required to obtain a certificate or permit 
or other operating authority from the regulatory bodies of 
Arizona or New Mexico. 

The coal in question, the report said, was a bituminous coal 
that apparently deteriorated rapidly when exposed to the at- 
mosphere, sometimes becoming slack within about 30 days. The 
price at the mines was fixed by the Bituminous Coal Commission 
and was $4.75 a ton at the time of the hearing. The sales prices 
collected by respondents at point of delivery were shown as 
ranging from $7 to $13.50 a ton. In general, said the report, 
these prices were determined according to the distance from 
the mine to point of delivery or were equal to the rates 
charged by rail carriers. The bulk of the coal was transported 
rs - season beginning about October and ending in March or 

pril. 

Respondents employed various methods in the distribution 
of the coal they transported. In general, the report said, 
respondents were fuel dealers with established coal yards 
who sold at one point and made deliveries from stocks main- 
tained at their places of business; merchants operating general 
mercantile stores and selling coal in conjunction therewith, 
deliveries being made to customers directly from the mines 
or from stocks or both; or persons, without a place of business 
or having coal storage facilities that they seldom used, who 
distributed directly to consumers wherever they might be 
located, and who conducted operations on basis of the rev- 
enues that would normally accrue for transportation of the 
coal, their business being wholly dependent on the operation, 
of a truck. 

Generally speaking, the report said, the buying and selling 
operations of all respondents were closely related to the use of 
trucks. In some instances, however, the business of certain 
respondents was such that the manner in which the coal was 
transported was of importance only from the standpoint of 
the sales prices to the consumer. In other words, said the 
report, certain respondents appeared to be engaged in the 
business of a bona fide coal dealer; freed of competition by 
persons selling coal at about cost of transportation above the 
mine prices, they might continue merchandising of coal with- 
out operation of their own trucks. 


“Resort to the device of purchasing coal at the mines and 
becoming the owner thereof has allowed development of a 
coal market in which the retail selling prices at Arizona points 
exceed the mine prices by no more than the value of the trans- 
portation or possibly no more than the bar cost thereof,” says 
the report. “Established coal merchants who use a_ public 
transportation service and must construct and maintain market 
prices which will cover the cost of coal at the mine plus trans- 
portation and a reasonable margin for the operation and main- 
tenance of their coal yards and distribution services apparently 
have found it necessary to purchase and operate trucks in 
order to continue their principal business of buying and selling 
coal at retail. In fact, as competition increased, the prices 
offered to consumers apparently were reduced to a point re- 
quiring elimination of costs incidental to handling at storage 
point prior to delivery to consumer. Certain respondents. 
allegedly at one time operating as bona fide coal dealers, found 
it necessary to discontinue the storage of any appreciable 
supply of coal.” 


Examiner Linn said the issues involved in determining the 
status of persons engaged in buy-and-sell operations had been 
discussed by the Commission in many cases. It had been found, 
in substance, he said, that ownership of property for the pur- 
pose of sale was not sufficient to make the transportation of 
such property that of a private carrier. It must also be estab- 
lished that the operator is not performing the transportation 
for compensation as a common or contract carrier by motor 
vehicle, said he. However, he added, if it appeared that the 
operator maintained a retail coal yard, kept a supply of coal 
in his storage bins, and did not transport coa] from the mines 
direct to the consumer without reweighing at the yard, the 
transportation of the coal might be that of a private carrier. 
And, said the examiner, where the transportation service was 
incidental to and an integral part of the operator’s principal 
business of selling coal, the transportation was that. of a private 
carrier. 


“Because of the varying degrees in which the operations 
of respondents resemble the business of selling coal as the 
principal undertaking with motor transportation as an integral 
part thereof, some principle apparently must be adopted by 
which the essential character of the alleged business may be 
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determined,” said the examiner. “Any additional test appar- 
ently should extend beyond the usual criteria that status de- 
pends upon whether there is a place of sale, a stock of goods, 
and assumption of risk of loss from any source including 
failure of a market. The principal undertaking would seem 
to be the retail sales of coal, if the distribution system is similar 
to that of dealers in the same field who employ public trans- 
portation services, or if it appears that the business is one 
which without proprietary trucks might be operated in com- 
petition with dealers using for-hire carriers.” 

The examiner discussed the respondents’ operations indi- 
vidually, and reached the following conclusion. 


The facts of record appear to reflect the extreme range of methods 
by which coal may be distributed through buy-and-sell operations. A 
condition apparent from the testimony is the lack of uniformity in the 
manner of the determining sales prices. In some instances, the distance 
from the mines is considered or the charges that would accrue over lines 
of rail carriers are added to the mine prices; in other instances, the 
operation appears to be undertaken merely because it may result in 
something over and above the actual outlay of money required to make 
the trips to the mines. The uncertain manner of arriving at sales 
prices seems to make determination of the status of the transportation 
entirely dependent upon the essential character of the business being 
conducted by a respondent. It is believed that the various considerations 
stated in the discussion preceding the outline of respondents’ opera- 
tions should control the findings in this respect. 


ROOFING MATERIALS IN CENTRAL AREA 


Examiner T. F. Kilroy in a report in I. and S. M-2040, 
Building and Roofing Material, Illinois to Central Points, has 
recommended that the Commission find reduced commodity 
rates on building and roofing materials between points in 
central territory proposed by Sentle Trucking Co., of Toledo, 
O., unlawful for distances over 280 miles to the extent they 
were less than those prescribed by him. The proposed rates 
were published to regain lost traffic. 

Examiner Kilroy said the respondent should establish 
rates that progressed properly and earned not less than 16 
cents a truck-mile on the basis of a 20,000-pound minimum. 
He suggested rates ranging from 25 cents for 300 miles to 
50 cents for 620 miles with truck-mile earnings of 16.7 and 
16.1 cents, respectively. In.determining the applicable rates 
from and to specific points, he said short line highway dis- 
tances should be used. 

The proposed rates filed to become effective June 24, 1942 
and suspended until January 24, 1943, on the Commission’s 
own motion, were opposed by the Central States Motor Freight 
Bureau, Inc., and Central Freight Association rail carriers. 
The Ruberoid Co., U. S. Gypsum Co., Bird & Son, Inc., Lehon 
Co., Johns-Manville Co., Flintkote Co., Mastic Asphalt Corpora- 
tion, and Philip Carey Manufacturing Co., all manufacturers 
of building and roofing material, supported the proposed rates. 


KEESHIN MOTOR OPERATION 


By a report in MC 3562, Sub. 2, Dickens Motor Freight, 
Inec., Extension—Alternate Route, joint board No. 57 has rec- 
ommended that the Commission grant a certificate: authorizing 
operation by Dickens Motor Freight, Inc., of Chicago, Ill., as 
a common carrier of general commodities, with exceptions, 
between Toledo, O., and junction U. S. highways 223 and 127. 
In another report in MC 3562, Sub. 2, Keeshin Motor Express 
Co., Inc. (Illinois), Extension—between North Vernon, Ind., 
and Cincinnati, O., joint board 60 has recommended that the 
Commission authorize operation by Keeshin as a common car- 
rier of general commodities, with exceptions, between North 
Vernon, Ind., and Cincinnati, O., over U. S. highway 50, serv- 
ing Lawrenceburg, Ind., an intermediate point. This report 
noted that the application in the latter case was filed under the 
name of Dickens Motor Freight, Inc., and said a motion made 
at the hearing for substitution of Keeshin for Dickens as ap- 
plicant should be granted. Joint board 60 pointed out that 
this application also sought authority to operate between points 
covered by the report of joint board 57, but that this portion 
of the application had not been referred to it (joint board 60). 
It would not, therefore, it said, be further considered herein. 


Proposed Reports 
Refrigerating Machinery 


MC C-335, Schaefer, Inc., formerly Harold L. Schaefer, 
Inc., vs. C. A. Conklin Truck Line, Inc., et al. By Examiner 
T. F. Kilroy. Fourth class or column 50 rates of 75 cents 
prior to March 28, 1938, and 838 cents thereafter, minimum 
20.000 pounds, charged on shipments of refrigerating ma- 
chinery from Tecumseh, Mich., to Minneapolis, Minn., in the 
period from February to June, 1938, inclusive, inapplicable. 
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The examiner said the applicable rates were column 40 rates 
of 60 cents prior to March 28, 1938, and 66 cents thereafter. 


Binder Twine 


No. 28810, Keith-Simmons Co., Inc., vs. N. C. & St. L. Et 
Al. By Examiner Leland F. Jones. Rates charged on im- 
ported binder twine, carloads, from New Orleans, La., to Nash- 
ville, Tenn., of 42 cents (domestic) on a shipment moved April 
13, 1940, and 43 cents (domestic) on shipments moved April 
13, 1941, inapplicable. The examiner said the Commission 
should find that the applicable rates were sixth-class import 
rates of 29 and 28 cents. Reparation of $178.78, with interest, 


proposed. The issue presented was solely one of tariff inter- 
pretation. cs 


Beets and Carrots 


No. 28773, Ballantine Produce, Inc., vs. B. & O. Et Al. 
embracing No. 28773, Sub. 1, Leef-Schniebolk Co. vs. Same, 
and No. 28773, Sub. 2, Koondel & Rubin Bros. vs. Missouri 
Pacific Et Al. By Examiner Andrew C. Wilkins. Rates 
charged, beets and carrots, with tops, in mixed carloads with 
other fresh vegetables, shipped since January 11, 1939, from 
Texas origins to destinations in official territory, inapplicable. 
Applicable rates determined and reparation, with interest, 
proposed. The real issue presented, the report said, was of 
tariff interpretation as to whether column 38 rates, charged by 
defendants on the quantities of beets and carrots, with tops. 
included in all the shipments, were applicable. Complainants 
contended that column 33% rates were applicable. The tar/ff 
item in issue, No. 1260 of Agent Peel’s I. C. C. No. 2794, 
did not specify which of the two column rates on beets and 
carrots should be considered as being applicable, the report 
said. If there were no column 38 rates published on beets 
and carrots there would be no basis for any controversy over 
the application of the column 33% rates in connection with 
the mixing provisions of that item, it added. Where there 
were conflicting rates, the general rule was that the rate pro- 
ducing the lowest charge applied. It was also well settled 
that all of the pertinent tariff provisions must be given effect 
if possible in the determination of questions of tariff interpre- 
tation. By applying those principles, the examiner said the 
Commission should find that the charges applicable on the 
quantities of beets or carrots contained in the mixed carload 
shipments of vegetables made or received by complainants, 
were those based on either the higher or lower column rates 
and their respective minima alternated to obtain the lowest 
charge under the terms of the mixinb provisions “as above con- 
strued,” subject to the limitation that in arriving at such 
charges, the maximum charges should be computed on the 
basis of the lower column rate and the minimum weight ap- 
plicable thereto. The examiner said his findings rendered 
consideration of the alternate issue relative to reasonableness 
of the applicable rates unnecessary. 


Engines, Etc. 


I. and S. M-1915, Barbour Transportation Co., Foundry 
Core Compound and Engines. By Examiner L. J. Kassel. Pro- 
posed reduced motor common carrier truckload rates on 
foundry core compounds from Milwaukee, Wis., to points in 
Oklahoma, and points taking the same rates, and on steam or 
internal combustion engines and parts thereof from Chicago, 
I}]., and Milwaukee to Wichita Falls, Tex., and points taking the 
same rates, not shown to be just and reasonable. Suspended 
schedules proposed to be ordered canceled and proceeding dis- 
continued without prejudice to the filing of new ones in con- 
formity with the discussion in the report. 


Motor Proposed Reports 


‘Recommended orders wm prop.sed motor reporrs, at expiration 
of 20 days from date of service of reports :uniess otherwsse stated, 
become effective unless exceptions have been filed uxthin the 20-day 
pertod or exceptions have been seasonably filed by other partses, or 
the order has been stayed or postponed by the Commission. State 
in which applicont has home office is shown in “black face’’ type 
wth name of town or city jollowing.) 


Ilinois (Chicago)—-MC 52657, Sub. 8, Arco Auto Carriers, 
Inc., extension. Certificate proposed. Automobiles, trucks, 
tractors, trailers, chassis, cabs and bodies, in initial and sec- 
ondary movements, by the truckaway and driveaway methods, 
between points in the U. S. and D. C. Dual operations recom- 
mended. 

Ilinois (Litchfield)\-MC 43246, Sub. 2, Buske Lines, Inc., 
extension. Permit proposed. Canned milk, Litchfield to points 
in Ia., Ky. and Mo., except St. Louis, and damaged or rejected 
pct in the reverse direction. Dual operations recom- 
mended. 


TRAFFIC WORLD 


ilinois (Chicago)—-MC 42614, Sub. 8, Chicago & North- 
western Railway Co., extension. Certificate proposed. General 


commodities over U. S. highway 85 between Lead and Dead- | 


wood, S. D. 

New Jersey (Jamesburg)—-MC 40896, Herman Shapanka, 
common carrier. Certificate proposed. Continuance of op- 
eration, wearing apparel and cut or uncut goods, trimmings, 
buttons, clips, clasps, and other articles, only when such ar- 
ticles are utilized in the manufacture of wearing apparel being 
transported or to be transported, cutlery, and ingredients used 
in the manufacture thereof, between Englishtown, N. J., and 
New York, N. Y.- 

Tennessee (Nashville)—-MC 11909, Corbin Truck Line, Inc., 
contract carrier. Permit recommended. Continuance of op- 
eration by applicant, as successor in interest to L. J. Corbin, 
dba Corbin Truck Line, packing house products and supplies, 
from St. Louis metropolitan area to points in Ky. and Tenn. 

Georgia (Albany)—-MC 6009, Sub. 13, Georgia Stages, Inc., 
change of route. Certificate proposed. Passengers, baggage, 
express, mail and newspapers over a regular route between 
Columbus, Ga., and Cusseta, Ga., serving no intermediate points 
not already authorized. : 

New Jersey (Newark)—-MC 3647, Sub. 42, Public Service 
Interstate Transportation Co., extension. Certificate proposed. 
Passengers, baggage, express and newspapers between specified 
points in N. J. 

Washington (Seattle)—-MC 47842, Sub. 2, A. P. Taylor, 
common carrier. Certificate proposed. General commodities, 
w th exceptions, between specified points in Wash. 

Washington (Carnation)—-MC 52530, Sub. 2, Kenwood A. 
Youmans and Frank Savisky, extension. Certificate proposed. 
General commodities, with exceptions, between specified points 
in Wash. 

New York (Newburgh)—MC 55319, Sub. 1, James F. 
Cheetham, extension. Permit proposed. Textile fabrics, con- 
sisting of cotton duck or denims, Hohokus, N. J., to Newburgh. 

New Jersey (Bayonne)—MC 56559, South Hudson County 
Boulevard Bus Owners’ Association, common carrier. Certifi- 
cate proposed on further hearing as to continuance of opera- 
tions, passengers and their baggage, in charter service, be- 
tween points in Hudson county, N. J., and points in N. Y., 
within a radius of 75 miles of Hudson county. 

Massachusetts (Boxford)—-MC 103695, Kenneth L. Ingalls, 
common carrier. Recommends grant of temporary authority 
under section 210a (a) of the interstate commerce act, as 
amended by the second war powers act, to operate until De- 
cember 31, 1944, as a common carrier of rough lumber and 
wooden box boards, from Tyngsboro, Lowell, Tewskbury, and 
Boxford, Mass., to Providence, R. I., with rejected or returned 
shipments on return. The report sa‘d the Commission should 
find that permanent authority as sought was not required but 
that temporary authority should be provided. 

New York (New York)—MC 66562, Sub. 431, Railway Ex- 
press Agency, Inc., extension. Certificate recommended sub- 
ject to conditions. General commodities, moving in express 
service, between Lawrence, Mass., and Derry, N. H., serving 
Salem Depot, N. H., as an intermediate point. 


Alabama (Birmingham)—MC 70643, Bradley White, com- 
mon carrier. Certificate proposed. Continuance of opera- 
tion, household goods between all points in Ala., on the one 
hand. and all points in Miss., Ga., Tenn., Fla., Ky., La., N. Y., 
Mo., Va., N. C. and D. C., on the other. 

South Dakota (Iona)—-MC 103818, Clifford Fenenga, com- 
mon carrier. Denial for want of prosecution proposed. Speci- 
fied commodities, between, Iona, S. D., and points within 25 
miles thereof, on the one hand, and Sioux City, Ia., on the other. 

South Dakota (Gregory)—MC 103811, J. W. McCollam, 
common carrier. Certificate proposed. Live stock between 
Gregory and points, except municipalities, in S. D., within 25 
miles thereof, on the one hand, and Sioux City, Ia., on the 
other, and live stock, farm machinery, tractors, farm imple- 
ments not including parts therefor, live stock and poultry feeds 
and seeds, from Sioux City to the aforementioned S. D. origin 
territory. 


New Jersey (Linden)—-MC 103729, John Nagy, Jr., and 
Stephen Nagy, contract carrier. Permit proposed. Bakery 
goods between Elizabeth, N. J., on the one hand, and the New 
York, N. Y., metropolitan area and Garden City, Long Island, 
N. Y., on the other. 


Ilinois (Chicago)—-MC 103467, Peterlin Cartage Co., con- 
tract carrier. Permit proposed. Grain products from Chi- 
cago to points in Ind., O., and the lower peninsula of Mich. 
The report pointed out that applicant had been authorized to 
operate as a common carrier, in MC 67450, and recommended 
that dual operation be authorized. 


Washington (Darrington)—-MC 103421, R. B. Hilton, com- 
mon carrier. Denial for want of prosecution. General com- 
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modities, with exceptions, between Darrington and points in 
Snohomish county, Wash. 

Missouri (St. Louis)—-MC 96451, J. M. Badgett, common 
carrier. Certificate proposed. Household goods between St. 


, Louis and points in Mo., within 25 miles thereof, on the one 
» hand, ard points in IIl., on the other. 


' certificate proposed at applicant’s request. 


British Columbia (Vancouver, Canada)—-MC 75721, Sub. 
2, Stanley C. Budd, extension. Dismissal of application for a 
General commodi- 
ties, with exceptions, between Tacoma, Wash., and Vancouver, 


, British Columbia, Canada. 


Missouri (Odessa)—-MC 73627, Odessa Sales Corporation, 
contract carrier. Permit recommended. Continuance of op- 
eration, meat and packing house products, from Kansas City, 


' Kan., to New Orleans, Tallulah and Lake Providence, La., and 


Jackson, McComb and Natchez, Miss. 

New Jersey (Trenton)—-MC 80504, Shein’s Express, Inc., 
common carrier. On further hearing, findings in prior report, 
29 M. C. C. 817, proposed to be modified and certificate granted 
as to continuance of operations. general commodities, with ex- 
ceptions, between New York, N. Y., Philadelphia, Pa., and 
Wilmington, Del., over regular routes, serving all intermediate 
points and off-route points in specified areas. 

Colorado (Nelson)—-MC 100749, Sub. 3, Nelson Bros., Inc., 
extension, embracing Nos. MC 100948 (formerly MC 89018), 
O. T. Nelson and C. A. Nelson, contract carrier; MC 100948, 
Sub. 1, formerly Nos. MC 34172 and 89018, Sub. 4, O. T. Nel- 
son and C. A. Nelson, contract carrier; MC 100948, Sub. 2, 
formerly MC 34172, Sub. 1, O. T. Nelson, extension; MC 
100948, Sub. 4, formerly MC 100749, Sub. 1, Nelson Bros., Inc., 
Wyoming extension; MC 100948, Sub. 5, formerly MC 89018, 
Sub, 3, Nelson Bros., Inc., Texas extension; MC 100948, Sub. 
6, formerly MC 100749, Sub. 2, Nelson Bros., Inc., Colorado- 
Wyoming extension; and MC 100948, Sub. 7, formerly MC 
100749, Sub. 4, Nelson Bros., Inc., extension—Colorado-Wyo- 
ming. On further hearing, applicants’ operations found to be 
those of a common carrier and certificate proposed as to: 
Continuance of operations in MC 100948, Sub. 1, petroleum 
products, in bulk, from Augusta, Kan., to Colorado Springs, 
Colo.; and operation in Sub. Nos. 2, 4, 5, 6 and 7 of MC 100948 
and MC 100749, Sub. 3, petroleum products, in bulk, from 
points in Kan., Wyo. and Tex., to points in Colo. Public con- 
venience and necessity proposed to be found not to require 
operation by applicants in MC 100948 as a common carrier of 
petroleum products, in bulk, from Enid and Ponca City, Okla., 
— Bend and other points in Kan., to specified points in 

olo. 


Nevada (Sparks)—-MC 103589, Paul Tholl, contract car- 
rier. Certificate proposed on finding applicant’s operations to 
be those of a common carrier. Petroleum road oils and as- 
phaltic emulsions in bulk, in tank trucks, in shipments less 
than 6,000 gallons, between points in Nev., and between points 
in Nev., on the one hand, and points in specified counties in 
Calif., on the other, and in shipments of 6,000 gallons and 
over, from points in Nev., and the aforementioned counties of 
Calif., to points in Nev., and the aforementioned counties of 
Calif., not located on a railroad. 


Minnesota (Minneapolis)—-MC 63778, Sub. 1, Ralph Hem- 
pel, extension. Denial of certificate proposed. General com- 
modities between points in Minneapolis and St. Paul, Minn., 
and the vicinity thereof. 


New Hampshire (Hanover)—-MC 72139, Arthur C. Bar- 
wood, contract carrier. On further hearing, applican’s op- 
erations found to be those of a common carrier, rather than a 
contract carrier, and certificate proposed on surrender of ap- 
plicant’s outstanding permit. Specified commodities, in Me., 
N. H., Vt. and Me. 


New York (Rochester)—MC 71337, Sub. 2, William B. 
Duffy, extension. Certificate proposed. Packing house prod- 
ucts, Rochester, N. Y., to points in specified counties in New 
York, and return with rejected or damaged shipments to 
Rochester. 

New York (New York)—MC 66562, Sub. 438, Railway Ex- 
press Agency, Inc., extensions. Certificate proposed. General 
commodities, moving in express service, between specified 
points in N. C. 

Louisiana (Homer)—MC 57825, Sub. 1, Louisiana & North- 
west Transportation Co., Inc., common carrier. Certificate 
proposed. General commodities, with exceptions, between 
Shreveport, La., and McNeil, Ark. 
_ New Hampshire (Manchester)—-MC 48388, Joseph E. Fal- 
tin, common carrier. On further hearing, certificate proposed 
as to continuance of operations, general commodities, with ex- 
ceptions, between Concord, N. H., and Boston, Mass., and gen- 
eral and specified commodities from and to specified points in 
Mass., N. H., N. Y., R. I., Conn., Me., Vt. and N. J. 

Tennessee (Nashville)—-MC 40157, the Price-Bas Co., com- 
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mon carrier. Certificate proposed. Continuance of operation, 
general commodities including household goods, with excep- 
tions, between Nashville, Tenn., and points within 12 miles 
thereof, and of explosives, for domestic use, between Nashville 
and an explosive magazine near Radnor, Tenn. 

New York (New York)—MC 3560, Seaboard Freight Lines, 
Inc., common carrier. Denial of certificate proposed under 
the “grandfather” clause. General commodities, with excep- 
tions, between New York, N. Y., and points within 25 miles 
thereof, on the one hand, and Philadelphia, Pa., and points 
within 15 miles thereof and Wilmington, Del., on the other. 
The report found that there was a cessation of operations from 
July 17, 1939, to August 31, 1940, in which period transporta- 
tion was conducted by Shein’s Express, Inc., in accordance 
— a joint operating arrangement between applicant and 

hein’s. 

District of Columbia (Washington)—-MC 18975, Eastern 
Trails, Inc., common carrier, embracing MC 18975, Sub. 1, East- 
ern Trails, Inc. (which are the number and name assigned to 
application MC 18976, Nevin Transit, Inc., common carrier, 
after the merger of Nevin Transit, Inc., with Nevin Midland 
Lines, pursuant to MC F-617, and the change in name of Nevin 
Midlard Lines to Eastern Trails, Inc.); and MC 39957, Sub. 5, 
Northern Trails, Inc., common carrier (which are the number 
and name assigned to the rights acquired by purchase by 
Northern Trails, Inc., from Eastern Trails, Inc., under MC 
18975, pursuant to MC F-1017). On further hearing, certifi- 
cates proposed as to continuance of operation by Eastern Trails, 
Inc., applicant in MC 18975 and MC 18975, Sub. 1, passengers, 
baggage, express, mail and newspapers, between New York, N. 
Y., and Washington, D. C., and between Baltimore, Md., and 
Emmitsburg, Md., and continuance of operation by Northern 
Trails, Inc., successor in interest to applicant in MC 18975 as 
to part of the operation, passengers, baggage, express, mail 
and newspapers between Philadelphia, Pa., and Pittsburgh, Pa. 
The prior report was made in 32 M. C. C. 189. 


South Buffalo Rail Practices 


The American Short Line Railroad Association, in a brief 


‘in support of an application for permission, that has been 


granted, to participate in the argument, if any, in Ex Parte 
No. 128, Investigation of South Buffalo Railway Co., an indus- 
trial railroad (see Traffic World, April 18, p. 1033) criticises 
a proposed report by Examiners William J. Koebel and Er- 
nest A. Burslem, on the ground that, in a report as to practices 
of that short line, they make recommendations as to practices 
that should be dealt with in a general investigation only. The 
line serves plants of the Bethlehem Steel Co. near Buffalo, 
N. Y., the proprietary interest. 

An examination of the report, the association declared, 
revealed that if the recommendations therein were adopted, 
they would affect, both directly and indirectly, approximately 
one-third of its membership. It was recognized, said the as- 
sociation, that the recommendations in the report were di- 
rected solely against the South Buffalo and its connecting lines 
of railroad. However, it was obvious, added the brief, that the 
principles recommended, if approved by the Commission, would 
necessarily be applicable to those carriers conducting switching 
operations similar to such operations of the South Buffalo. 

The association said it was not prepared to present its 
views with respect to the propriety of many of the proposed 
findings, and doubted whether it would be appropriate for it 
so to do. However, it added, it did feel that it should express 
to the Commission, if permitted so to do, its views with respect 
to certain of the recommendations. 

The brief states objections to findings 5, 6, 10, 11 (b) 
and 13. The objection to the two last mentioned findings, in 
particular, emphasize a point that they are contrary to the 
position hitherto taken by the Commission. 

No. 11 (b), according to the brief, is to the effect that 
intrastate cars may not lawfully be included with interstate 
cars in an average demurrage account. The brief said it 
was assumed the Commission would not change its views on 
that subject in this case, adding that that was a matter of gen- 
nt interest and should be dealt with in a general proceeding 
only. 

Recommended finding No. 13, to the effect that the South 
Buffalo should be required to own a sufficient car supply to 
handle all its local intrastate traffic, it was declared, was con- 
trary to everything the Commission had theretofore said on the 
subiect of car ownership by switching roads. Obviously, it 
said, the question whether economy and efficiency would be 
promoted by such ownership could be determined only by a 
nationwide study. It would seem clear, the association said. 
that substantial car ownership by short line railroads would 
result, in times of slack business, in depriving trunk lines of 
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the opportunity to earn per diem on their excess equipment 
when used by short lines. As the Commission well knew, said 
the brief, it had not been so long since the trunk lines were 
competing for the privilege of furnishing equipment to be used 
in local traffic in ovder that such equipment would not stand 
idle. Of course, it added, no such situation existed at the 
present time. But, the association further said, if the rec- 
ommended finding were approved it would necessarily be made 
applicable to other railroads situated similarly to the South 
Buffalo. A matter of that importance, it said, should be dealt 
with in a general investigation only. 


EX PARTE 148 RELIEF EXTENDED 


The Commission, by division 2, in second supplemental 
fourth section order No. 14560, has extended fourth section 
relief as to rates established under authority of its decision in 
Ex Parte 148, Increased Railway Rates, Fares and Charges, 
from September 18 so it will continue until six months after the 
termination of the present war. The original fourth section 
relief, granted in fourth section order No. 14560, was limited 
to expire September 18, instead of being made to run for the 
life of the increases permitted therein. The relief is from both the 
long and short haul and aggregate of intermediates provisions. 
The original order implied that relief would be needed only 
for a short period as if to enable the railroads to prepare a 
case for permanent relief. 


POWER REVERSE GEARS INSTALLATION 


The Commission, by Commissioner Patterson, has issued / 


nine orders extending the time within which certain railroads 
may equip their locomotives with power reverse gears and thus 
comply with Rule 157 of the rules and instructions for inspec- 
tion and testing of steam locomotives and tenders. 

Eight of the orders extend the time from October 1 to 
December 31. The roads affected by those orders are the 
Minneapolis, Northfield & Southern; Minnesota Western; 
Northern Pacific; Chicago & North Western; Lehigh Valley; 
Western Pacific; Rock Island; Southern Pacific Co., and the 
Delaware & Hudson. The other order, pertaining to the Kan- 
sas City Southern, extends the time from October 1 to No- 
vember 1. 

It was stated that a conference was held at Chicago on 
September 10 and 11, with respect to the necessity for a 
further extension of time within which to comply with Rule 
157, at which it was developed that applicants needéd additional 
time to install the power reverse gears. A total of 194 loco- 
motives are covered by the orders, the C. & N. W. having the 
larger number of locomotives to be equipped with the gears, 68. 


COMPLYING WITH COMMISSION ORDERS 


Mention by the railroads of the wholesale departures from 
the provisions of section 4 as among the difficulties that have 
delayed the publication of rates required by the Commission’s 
decision in No. 28325, Port Commission of the City of Beau- 
mont et al. vs. Abilene & Southern et al., has brought an 
inquiry from F. H. Fredericks, assistant manager of the Port 
of Beaumont traffic department, as to who had fathered the 
departures. The question was raised in the complainant’s reply 
to a petition of the railroads for further postponement of the 
effective date of the Commission’s order. 

“Certainly not the Commission,” asserted the complainant. 
“Schedules are glutted with low-spot rates which have been 
published to or from Galveston and Houston without apparent 
rhyme or reason. Therefore defendants (not the Commission) 
are to blame for such ‘departures’ as they now encounter. 
There have been two extensions of time granted defendants 
in this proceeding and an additional six months’ delay, in our 
opinion, will only give them that much longer to cook up some 
other reason for petitioning the Commission for further delays 
in compliance with the order.” 


COMMISSION WATER ACTION 


The Commission, division 4, by an order in W-592, T. J. 
McCarthy Steamship Co., Temporary Authority Application. 
has authorized operation by applicant, until December 31, 1944. 
as a common carrier by self-propelled vessels in the trans- 
portation of grain and motor vehicles between Detroit, Mich., 
and Buffalo, N. Y., on the same vessels at the same time. It 
found that there was an immediate and urgent need for the 
service and that there was no carrier service capable of meet- 
ing such need. 





INTERIOR MEAT PACKERS PROTEST 
Meat packers with plants at Austin, Minn., Waterloo and 
Ottumwa, Ia., Sioux Falls, S. D., and Topeka, Kan., have asked 
the Commission to suspend a Peel schedule which carriers 
proposed reduced rates on fresh meats and packing house prod- 
ucts from Kansas City, Mo.-Kan., to points in Arkansas that 
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are alleged to be not on direct routes from Kansas City and 
therefore in violation of authority granted in I. and S. No. 
2595, Meats and Packing House Products to, and from and 
between Southwestern and Western Trunk Line Points, decided 
May 11, 1942. 

The objecting packers make the point that as the respond- 
ents in I. and S. No. 2595 did not justify reduced rates to other 
than directly intermediate points, the proposals in the Peel 
schedule are violative of the Commission’s decision in the case 
mentioned and should not be permitted to become effective. 
They allege they would be prejudiced by the proposed rates 
and Kansas City packers would be preferred. 


WATER DEPRECIATION RATES 


In accordance with the provisions of the uniform system of 7 
accounts for carriers by water, order of December 11, 1941, | 
the Commission, by sub-orders Nos. WD-7, WD-8, and WD-9, © 
has prescribed depreciation rates applicable to the transporta- 7 


tion of property by the Ashley & Dustin Steamer Line, Cen- | 
entral }Vermont Transportation Co., a 


tral Barge Co., and 
respectively. | 
. \ Up 


Rates on ‘New Automobiles 


/ 


The Ford Motor Co., in a brief in No. 28190, New Auto- 3 
/mobiles in Interstate Commerce, says that inasmuch as revolu- 7 


/ tionary changes are taking place in this period of no shipments a 


of new automobiles, the Commission should not undertake to 4 
do anything about the fundamental rates for the transportation 7 


of automobiles. 


But it asserts there are issues which the | 


Commission may well decide in the period of suspension of 7 


manufacture and transportation. It 
to what, in its opinion, the Commission should do. 
the things the company deems desirable: 


It has made suggestions as 7 
These are & 


All-rail rates should be cancelled; the commodity rates 


and control; the Commission should lay down the principle 


that in meeting truck competition the rail carriers should not 


go below their full cost, and in no case should they go below 
the actual truck rate; the highway carriers should not be 


permitted to cut the rail rate structure on long distance © 


traffic; the Commission should determine the proper sphere 
of influence of the dealer driveaway feature involved in this 
proceeding; the Commission should not adopt as a matter of 
\transportation policy any recognition of the so-called rail dis- 
ability, that is the cost of loading and unloading automobiles 
to and from railroad cars. 


errr! 


DISPUTE ABOUT DIVISIONS 
The Texas and New Orleans Railroad Co. has asked the 
Commission for an interpretation and construction of language 
used by it in No. 15234, Division of Freight Rates in Western 
and Mountain-Pacific Territories-Southwestern-Western Trunk 
Line Divisions, on account of a dispute between itself and 


Minneapolis, St. Paul & Sault Ste. Marie, commonly called E 
The Commission’s decisions are in 148 I. C. C. © 


the Soo Line. 
457 and 156 I. C. C. 94. ; 
According to the petition the questions concerning which 


the dispute has arisen are as to whether the order applies 
to the division of joint rates applicable on traffic moving via 
Kansas City, Mo., between the southwest and Western Trunk ~ 


Line territory even though the traffic is not interchanged at 
Kansas City; whether the order applies to the division of 
revenue received from joint rates via Kansas City to and from 
the Canadian border, which form part of a combination applic- 
able on traffic to and from Canada passing through Western 
Trunk Line territory and whether there is no limitation or 
provision in the order that requires traffic to be actually inter- 
changed at Kansas City before the order is applicable. The 
Texas and New Orleans asks for an order requiring the Soo 
Line to make a settlement with it in accordance with its con- 
struction of the language on traffic moving since December 
1, 1939, and requiring the Soo Line to cease and desist from 
violating the order. 


ASSOCIATED TRANSPORT STOCK 


The Commission, by an order in MC F-1613, Associated 
Transport, Inc., Issuance of Securities, has granted the peti- 
tion filed September 5 by Associated Transport, Inc., sub- 
mitting for approval certain subscription agreements proposed 
to be accepted by it for the sale of 9,000 shares of its pre- 
ferred capital stock, issuance of which was conditionally au- 
thorized by the Commission’s order of March 16; and has 
—, ‘. subscription agreements (see Traffic World, Sept. 
12: p. ; 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1942, by West Publishing Company.) 





(District Court, S. D. Georgia, Savannah Division.) Courts 
judicially notice, at times, the disposition of ship’s officers giving 
testimony to stick by the ship. 

Where bill of lading recites goods were received in good 
condition and it appears they were delivered in a damaged 
condition, the duty is cast on carrier to show facts that grant 
him immunity. Harter Act Sec. 1 et seq., 46 U. S. C. A. Sec 
190 et seq. 

Owners of vessels are not liable if loss to cargo comes 
without negligence and due solely to peril of the sea. Car- 
riage of Goods by Sea Act, Sec. 4 (2), (c, q), 46 U.S. C_ A. 
Sec. 1304 (2), (c, q). 

Where a vessel is subjected to no greater risk or damage 
than reasonably might have been anticipated on voyage, “peril 
of the sea” furnishes no immunity for damage to cargo. Car- 
riage of Goods by Sea Act, Sec. 4 (2), (c, q), 46 U. S.C. A. 
Sec. 1304 (2), (c, q). 


Where negligence contributes to damage to cargo, the 
negligence is regarded as the “proximate cause” of the damage 
and ship is liable for damage to cargo. Carriage of Goods by 


™ Sea Act, Sec. 4 (2), (c, q), 46 U. S. C. A. Sec. 1304 (2), (ce. q). 


Where libel for damage to lumber and cotton were de- 
fended on ground that ship encountered very severe weather 
on voyage which caused cargo of lard to shift and cause dam- 
age, evidence was insufficient to establish that the barrels of 
lard were properly stowed and affirmatively established that 
the stowage of the barrels of lard was negligent. Harter Act 
Sec. 1 et seq., 46 U. S. C. A. Sec. 190 et seq.; Carriage of 
Goods by Sea Act, Secs. 3 (2-4), 4 (2), (c, q), 46 U. S.C. A. 
Secs. 1303 (2-4), 1304 (2), (c, q). 


Where barrels of lard on board ship were badly stowed, 
and because of fault of ship in that respect the barrels shifted, 
broke loose, and caused damage to cargoes of cotton and lum- 
ber, the carrier was liable for damage to cotton and lumber, 
notwithstanding contention that ship encountered very severe 
weather on voyage which caused the lard to shift. "Harter Act 
Sec. 1 et seq., 46 U. S. C. A. Sec. 190 et seq.; Carriage of Goods 
by Sea Act, Secs. 3 (2-4), 4 (2), (c, q), 46 U. S. C. A. Secs. 
1303 (2-4), 1304 (2), (c, q). (The Schickshinny, 45 Fed. Supp. 
813.) 





ca e e 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System. 
published by West Publishing Company, 8t. Paul, Minn. 
Copyright, 1942. by West Publishing Company ) 





REGULATION OF COMMON CARRIERS 


(District Court, D. Minnesota, Third Division.) The In- 
terstate Commerce Commission exercises “administrative” and 
“quasi juditional functions,’ and Commission is intended to 
have ample power to carry out policy of Congress expressed in 
Interstate Commerce Act. Interstate Commerce Act, Sec. 201 
et seq., 49 U. S. C. A. Sec. 301 et seq.; National Transporta- 
tion Policy Sept. 18, 1940, Sec. 1, 49 U. S. C. A. preceding 
section 301. 

_ Decisions of Interstate Commerce Commission on applica- 
tion for contract carrier permit under the “grandfather clause” 
of Motor Carrier Act will not be disturbed by the court un- 
less they are unlawful or arbitrary, or unless a fair hearing 
was denied, or they are not supported by the evidence. Inter- 
State Commerce Act, Sec. 209 (a), 49 U. S. C. A. Sec. 309 (a). 

Under provision of Motor Carrier Act expressly vest'ng 
Interstate Commerce Commission with authority to specify, in 
contract carrier permit issued under “grandfather clause” of 
the act, the business of the contract carrier covered thereby 
and the scope thereof, Commission has authority to determine 
and to specify, in permit, extent of operations in which carrier 
might engage; the word “scope” as used in the act being for 
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purpose of enabling Commission to prescribe a limited or ex- 
tensive range of operations in accordance with rights of car- 
rier as determined by character and extent of service fur- 
nished on July 1, 1935. Interstate Commerce Act Sec. 209 (a, 
b), 49 U. S. C. A. Sec. 309 (a, b). 

Under “grandfather clause’ of Motor Carrier Act author- 
izing the grant of contract carrier permit without further pro- 
ceedings if carrier or a predecessor was in bona fide operation 
as a contract carrier by motor vehicle on July 1, 1935, over 
routes for which application is made, Commission, in specifying 
the business and scope thereof, had authority to limit the con- 
tract carrier to transportation of designated classes of prop- 
erty for specified classes of shippers. Interstate Commerce 
Act Secs. 203 (a) (14, 15), 204 (a)- (2, 6), 209 (a, b), 49 
U. S. C. A. Secs. 303 (a) (14, 15), 304 (a) (2, 6), 309 (a, b). 

The “grandfather clause” of the Motor Carrier Act au- 
thorizing the grant of contract carrier permit without further 
proceedings if carrier or a predecessor was in bona fide op- 
eration as a contract carrier by motor vehicle on July 1, 1935, 
over routes for which application is made, was a “saving 
clause” designed to save the contracting parties the carrier 
service existing on crucial date. Interstate Commerce Act, Sec. 
209 (a), 49 U. S. C. A. Sec. 309 (a). 

The “grandfather clause” of the Motor Carrier Act au- 
thorizing the grant of contract carrier permit without further 
proceedings if carrier or a predecessor was in bona fide op- 
erat.on as a contract carrier by motor vehicle on July 1, 1935, 
over routes for which application is made, contemplates actual 
operations on the crucial date, and the grandfather rights are 
measured by the character and extent of services then being 
rendered. Interstate Commerce Act Sec. 209 (a), 49 U. S. C. 
A. Sec. 309 (a). 

The “grandfather clause” of Motor Carrier Act authoriz- 
ing the grant of contract carrier permit without further pro- 
ceedings if carrier or a predecessor was in bona fide operation 
as a contract carrier by motor vehicle on July 1, 1935, over 
routes for which application is made, confers a special privi- 
lege and extends only to carriers plainly within its terms. In- 
terstate Commerce Act Sec. 209 (a), 49 U. S. C. A. Sec. 309 (a). 

Refusal of Interstate Commerce Commission of claims for 
a contract carrier permit under “grandfather clause” of Motor 
Carrier Act authorizing the grant of contract carrier permit 
without further procedings if*carrier or a predecessor was in 
bona fide operation as a contract carrier by motor vehicle on 
July 1, 1935, based on a written contract made by applicant 
with shipper on June 1, 1935, to transport shipper’s products, 
was proper, where it appeared that operations under such con- 
tract were not commenced until March, 1936. Interstate Com- 
merce Act Sec. 209 (a), 49 U. S. C. A. Sec. 309 (a). 

Under “grandfather clause” of Motor Carrier Act author- 
izing the grant of contract carrier permit without further pro- 
ceedings if carrier or a predecessor was in bona fide operation 
as a contract carrier by motor vehicle on July 1, 1935, over 
routes for which application is made, the territorial limits to 
be included in permit is a “question of fact’? for determination 
by Interstate Commerce Commission. Interstate Commerce 
Act Sec. 209 (a), 49 U. S. C. A. Sec. 309 (a). 

The validity of order of Interstate Commerce Commission 
designating territorial limits in contract carrier permit issued 
under “grandfather clause’ of Motor Carrier Act depended on 
whether order was supported by substantial evidence, and or- 
der would be sustained where there was no showing that Com- 
mission’s finding was not supported by evidence. Interstate 
Commerce Act Sec. 209 (a), 49 U. S. C. A. Sec. 309 (a). (Noble 
vs. United States, 45 Fed. Supp. 793.) 


GREYVAN OPERATING RIGHTS 


Greyvan Lines, Inc., Chicago, a motor common carrier, 
has filed a complaint in the federal court at Chicago, seeking an 
injunction enjoining and setting aside the Commission’s order 
in MC 14786, Greyvan Lines’ grandfather application case 
(see Traffic World, April 4, p. 914). The order, issued by the 
full Commission, sustained an order issued by division 5 of the 
Commission on November 28, 1940, in which the applicant was 
granted a certificate under the grandfather clause to operate 
as a common carrier of cash registers, bakery goods and house- 
hold goods between all points in the United States, except in 
10 western states, and denied authority to transport office 
furniture and supplies, and surgical and musical instruments 
and supplies between those points. 

The complaint says the Commission “capriciously” denied 
the application in regard to furniture, surgical, and musical 
supplies and equipment. It says the applicant, in hearings 
held before the Commission, submitted sufficient evidence to 
show it had, from the grandfather date in July, 1935, to the 
time of the hearings, held itself out to the public generally to 
haul new furniture, and had transported office surgical and 
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music supplies and equipment in that period. Those commodi- 
ties, it says, should not have been broken down by the Commis- 
sion into separate items as to each of which continued trans- 
portation should be proved. It says the Commission “fell into 
the error condemned by the Supreme Court of undertaking to 
‘atomize’ the plaintiff’s service.’ ‘The commodities for which 
the plaintiff was denied a certificate were the same in char- 
acter and required the same type of equipment and handling 
as the commodities included in the certificate granted, the 
complaint says. 

In its order, the Commission held that Greyvan transported 
furniture, surgical and musical supplies only to avoid empty 
back hauls in connection with its regular movements of other 
commodities, and had not held itself out generally to trans- 
port those three classes of traffic. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Comm 
sion concerning prosecutions, in federal courts, for violations o, 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder, appear below.) 


Northern Georgia district, Atlanta division. In a proceed- 
ing instituted by the Commission, a permanent injunction was 
entered enjoining and requiring Dixie Freight Lines, Inc., of 
Atlanta, Ga., a motor common carrier, when operating motor 
vehicles in the transportation of property in interstate and 
foreign commerce on public highways, for compensation, to 
equip its motor vehicles with the parts and accessories specified 
and required by the Commission as necessary for safe opera- 
tion, to mainta:n its vehicles in safe operating condition, and to 
inspect them with sufficient frequency to determine that they 
are in safe operating condition and in compliance with the 
motor carrier safety regulations prescribed by the Commission. 
‘the carrier also was enjoined and restrained from perm_ttinz 
or requiring drivers in its employ and engaged in operating 
motor vehicles in interstate or foreign commerce to remain on 
duty for hours in excess of those permitted by the safety regu- 
lations. Further, the carrier was enjoined and required to 
subm.t to the Commission monthly reports of all instances 
where its drivers were required or permitted to be on duty 
in excess of the prescribed hours. The injunction was granted 
with the consent of the defendant. 

Northern Texas district, at Dallas, Walker and Weath- 
erly, a partnership, composed of O. C. Walker and W. L. 
Weatherly, of Fleetwood, O., was fined a total of $300 Septem- 
ber 21 on its plea of guilty to operating as a common carr.er 
of property for compensation without authority. The fine was 
required to be paid in full. 

Northern '!'exas district, at Dallas. David Fink, a shipper 
engaged in the wholesale grocery business at Dallas, was fined 
a total of $1,000 September 22 on his plea of guilty to aiding 
and abetting Otto S. Hurley, of Dallas, in operating as a com- 
mon carrier of property for compensation without authoritv. 
The fine was paid in full. Hurley, a motor carrier, was pre- 
viously fined $500 in the same court for similar offenses in 
other cases. 


Northern Texas district, at Dallas. Sayre Wholesale Gro- 
cery Co., of Sayre, Okla., a shipper, was fined a total of $200 
September 22 on its plea of nolo contendere to aiding and 
abetting Robert Wilson of Frederick, Okla., in operating as a 
common carrier for compensation without authority, and in 
connection with the operations of Wilson, fraudulently seeking 
to evade and defeat regulation for motor carriers. The fine 
was paid in full. Wilson, a motor carrier, was previously fined 
$750 in the same court for similar offenses in other cases. 

Oregon district, at Portland. Smart’s Auto Freight Co., 
Inc., was fined a total of $360 September 22 on its plea of 
guilty to granting rate concessions to shippers. The fine was 
paid in full. 


Minnesota district, at Minneapolis. Dakota Transfer & 
Storage Co., of Minot, N. D., and Interstate Transportation 
Co., Inc., of Bismarck, N. D., were fined a total of $390, or $195 
each, September 22 on their pleas of guilty to an information 
charging the former with transporting property without a cer- 
tificate and charging the latter, a motor carrier, with aiding 
and abetting the operation. 





The federal district court at Chicago, September 28, sus- 
pended a fine against John Mueller, Chicago, a motor con- 
tract carrier, following his plea of guilty to a criminal informa- 
tion charging him with violating the Commission’s safety reg- 
ulations. The information, in 34 counts, alleged that the de- 
fendant had permitted his drivers to work more than 10 hours 
a day, had failed to require his drivers to keep logs and to 
obtain physicians’ certificates of health, and had failed to re- 
port accidents to the Commission. Herman Mueller, attor- 
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ney for the Commission’s bureau of motor carriers, said the 
counts were representative of more than 500 similar violations 
occurr.ng between January, 1941, and February, 1942. Joseph 
Scanlan, counsel for the defendant, said Mueller’s financial 
position would not permit him to remain in business if a fine 
of more than $100 was levied. He said most of the violations 
had occurred on transportation of canned goods, dressed poul- 
try, and other products between Chicago and Kansas City; 
that the defendant no longer conducted such operations, and 
that similar violations would not occur in the future. Judge 
William Campbell said that a $100 fine would only be a 
“farce” in view of the “aggravated nature of the case.” He 
placed the defendant on probation for a period of two years, 
and warned that if the safety laws were again violated, a fine 
of $100 on each of the 34 counts might be imposed. 

Sidney B. Williams, Chicago, former owner of the Ready 
Truck Lines, a motor contract carrier that has ceased to op: 
erate, was fined $2,400 by the federal district court at Chicago, 
September 30, after pleading guilty to a criminal information 
charging him with violating section 5 of the act by acquiring 
ownership of the Chrispens Truck Line, a motor contract car- 
rier, without authority from the Commission to do so, while 
operating the Ready Truck Lines. The information, in 48 
counts, alleged that Williams controlled both companies from 
November, 1940, to October, 1941. The first count charged 
him with unlawful acquisition of ownership of Chrispens, and 
the other counts charged him with continuing control of the 
company on one day of each week in the period of ownership, 
which terminated with sale of the Chrispens line to James 
Carey, Chicago, former manager of the line. Commission and 
government attorneys had consented to imposition of a total 
fine of $1,200, but Judge John P. Barnes of the court said the 
Commission and government had compromised sufficiently by 
filing only 48 counts. He said the defendant had violated the 
act for a period of 328 days, and that 328 counts might have 
been filed, on which a maximum total fine of $32,800 would 
be applicable. The court then fined the defendant half of the 
maximum applicable on the counts contained in the informa- 
tion, and the fine was paid. 

Operations of the Ready Truck Lines suspended in Jan- 
uary, following denial by the Commission of Williams’ grand- 
father application for a permit to operate as a contract car- 
rier of packing house products, canned goods, and other com- 
modities, and failure by the applicant to obtain a reversal of 
the denial order on appeal to the federal district court at 
—— and the Supreme Court (see Traffic World, Jan. 17, 
p. , 


Western Coal Rate Application 


The application of the western railroads for the institution. 
by the Commission, of an investigation of the rates on coal 
from mines in Colorado, Utah and Wyoming and from the 
Raton group in New Mexico (see Traffic World, September 26), 
is based on a contention by them that low rates maintained 
by the Union Pacific from mines in the Rock Springs-Kem- 
merer group in Wyoming, has prevented the establishment of 
a harmonious rate adjustment from the western groups. They 
— to the rates from that group as the “unduly low level of 
rates.” 

The petitioning lines submitted, they said, that the in- 
exorable attrition of the rate structure brought about by the 
Union Pacific from the Rock Spring-Kemmerer group even- 
tually would force all carriers to transport coal into Kansas, 
Nebraska and South Dakota on unreasonably low rates, un- 
less that trend was checked by the intervention of the Com- 
mission. That single low level of rates, it is asserted, ‘ad- 
mittedly instituted to allow Rock Springs-Kemmerer to com- 
pete at certain destinations, has actually provided the con- 
trolling factor at Union Pacific destinations and has forced 
numerous reductions from less distant groups to meet the de- 
pressed Rock Springs-Kemmerer basis to such destinations. A 
continuation of that policy, and extension of the territory to 
which that low level of rates applies, necessarily must result 
in continued wholesale reductions in the rate adjustment to the 
point where all carriers will be transporting coal to Kansas, 
Nebraska and South Dakota at rates below a minimum level 
of reasonableness rather than on any fair basis of maximum 
reasonableness.” 


PASSENGER CARRIER ATTACKS I. C. C. ORDER 


An attack has been made on an order of the Commission 
authorizing a carrier to transport passengers between New 
York City and Ulster and Sullivan counties, N. Y., because, 
among other things, it was changed without further hearinz. 
in the federal court for the southern district of New York in 
Crescent Express Lines, Inc., vs. United States and Interstate 
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October 8, 1942 


Commerce Commission. The change, according to the bill of 
complaint, was made September 2, 1941. In the first order, 
the carrier was authorized to transport passengers, over a 
regular route between fixed terminii, and to and from inter- 
mediate and off-route points. 

In the revised order the authority was to carry passengers 
in special operations in non-scheduled door to door service 
limited to the transportation of not more than six passengers, 
not counting children under ten years of age which did not 
occupy seats, in the season between June 1 and September 1. 
The complaint alleges the amended order was in excess of the 
authority of the Commission, in that it restricted the opera- 
tions of a common carrier. One of the points made was that 
the door to door part of the authorization restricted the car- 
rier in view of the fact that its customers had been in the habit 
of going to stations maintained by it. 

The complaint asks for an injunction, or, in the alternative, 
a hearing before the court, on its application. 


PIPE LINE DEPRECIATION CHARGES 


In accordance with the provisions of the uniform system 
of accounts for pipe lines, the Commission, by sub-orders Nos. 
P-14 and P-49A, dated September 18, has prescribed deprecia- 
tion rates applicable to the pipe line property of the Gulf Re- 
fining Co., and the Sohio Pipe Line Co., respectively. 


MOTOR ACCOUNTING RULES REVISED 


The Commission, by division 1, has made a revision of the 
accounting rules pertaining to the finances of Class I com- 
mon and contract carriers, effective October 1 and set up a 
new account, No. 3120, to cover the local revenue of such 
carriers. 


TRANSIT ON RAIL-BARGE RATES 


The brief of the Southern Water Carrier Conference, re- 
ferred to under the caption, “Storage of Rubber in Transit” 
(see Traffic World, September 28, p. 722), was filed in No. 
28745, Storage in Transit of Imported Rubber, treated in the 


same issue, p. 718, under the caption, “Transit on Rail-Barge 
Rates.” 


Refrigeration for Perishables 


In issuing an order putting into effect charges for the 
refrigeration of the commodities subject to section 4 of the 
Perishable Protective Tariff, set forth in No. 20769, Charges for 
Protective Service to Perishable Freight (see Traffic World, 
Sept. 26), on or before December 15, hitherto permissive, the 
Commission met the wishes, according to the report, of the 
larger body of the railroads, including very important carriers 
of perishables. Among the carriers desiring the issuance of 
the order are the Santa Fe, Southern Pacific, Union Pacific, 
the St. Louis Southwestern and the Western Pacific in the west, 
the trunk lines in the east, the Atlantic Coast Line and the 
Seaboard Air Line, which originate a large volume of perish- 
able freight in the southeast. 

On the petition of some of the respondent railroads the 
Commission refrained from issuing a mandatory order at the 
time it made its report on the allegation, in substance, that its 
issuance would cause diversion of traffic to other carriers. 


In this report the Commission found that the charges 
would not be the proximate cause of any further diversion; 
that there had been and would continue to be diversion to 
trucks on account of the flexibility of their service and their 
pick-up of the traffic. Among section 4 commodities are dairy 
products, fresh meat, beer and bananas. 


_.. The purpose of the further hearing on which this report 
is based, according to the report, was to discover whether 
the collection of these charges would cause a shift from rail 
to motor carriers of a substantial part of the traffic now being 
handled by the railroads. The report said the evidence clearly 
indicated differences in transportation costs had not been the 
controlling factors in the shift from rails to motor vehicles. 


The Commission took judicial notice of the fact that since 
the hearing herein was closed the nation had been drawn into 
war and that the country’s railroad system had been subjected 
to a transportation burden that threatened to exceed its 
capacity, and that the supply of refrigerator cars barely 
equalled the demand. In part the report said: 


If motor vehicles shall be able to relieve the rail carriers of a por- 
tion of the traffic heretofore moving under section refrigerator service 
that will be a desirable accomplishment from the national viewpoint. 
Indeed a cause for apprehension lies in the possibility that the rubber 
shortage may curtail motor vehicle service and thus cast a further 
burden upon rail transportation. 

Another development which has occurred since the close of the 
hearing in this proceeding of which we may take judicial notice is the 
proceeding before us in which the rail carriers sought and were granted 
a general increase in rates and fares. The carriers did not seek an 
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increase in their charges for refrigeration service. It may be that the 
failure to seek an increase in refrigeration service charges was due to the 
pendency of this proceeding. In any event, the basis for the increases 
in rates and fares was the then recent general increase in the cost of 
railroad labor, a part of which labor is used in the furnishing of re- 
frigeration service. There is no apparent reason why refrigeration serv- 


ice should’ not bear its proportionate share of the increase in the cost 
of railroad labor. 


MOTOR APPLICANT ASKS INJUNCTION 


North-South Freightways, Inc., a motor vehicle operator, 
in civil action 19-308, has asked the federal court for the south- 
ern district of New York to enjoin the enforcement of an or- 
der of the Commission, in MC 77365, Sub. No. 3, denying to 
it temporary and permanent authority to act as a motor car- 
rier, and to command the Commission to grant such authority 
to operate as a common carrier of general commodities from 
New York City and within 50 miles thereof; also from Allen- 
town, Pa., and within 50 miles thereof; and from Philadelphia 
and 20 miles thereof to and from points and places in Mis- 
sissippi. 


B. & O. SYSTEM MERGER 


A hearing was held in Washington, October 1, by Exam- 
iners Lyle and Starr in Finance No. 13884, application of 
Pittsburgh Junction and Pittsburg & Western for authority 
to merge their properties and franchises; Finance No. 13885, 
application of Pittsburgh Junction to issue refunding and 
general mortgage bonds; and Finance No. 13886, application 
of Pittsburg & Western for authority to issue refunding and 
general mortgage bonds, etc. 

The railroads mentioned are parts of the Baltimore & 
Ohio system in western Pennsylvania. The merger would leave 
the Pittsburg & Western as the survivor, the other party to 
the transaction being a short line in Pittsburg. The Pittsburg 
Junction a short time ago acquired the Pittsburg Junction 
Terminal, thereby eliminating it from the list of separately 
incorporated parts of the system. By the proposed merger 
the number of reports and income tax returns, as well as 
other paper work is being limited, according to testimony 
given in behalf of the applicants by W. D. Owens, assistant 
comptroller of the parent campany. Separate companies such 
as these, frequently, are the result of state statutes requiring 
their creation. Many of them have been repealed. It was 
estimated that the savings by reason of the merger would be 
$71,800, through the reduction of interest on bonds and the 
pay for clerical work. 


“RACE DISTURBANCE” ON TRAIN 


According to the Office of War Information, the Depart- 
ment of Justice has under consideration the cases of two negro 
ministers who, the O. W. I. said, made the allegation to a jus- 
tice Department official that they had been assaulted by white 
passengers on a Southern Railway train while in interstate 
travel from Washington, D. C., to Memphis, Tenn., en route to 
the National Baptist Convention in Memphis. 

“The two ministers, the Rev. J. C. Jackson, of Hartford, 
Conn., and the Rev. S. A. Young, of Washington, D. C.,” said 
the O. W. L., “conferred with Victor Rotnam, chief of the 
civil rights section of the criminal division of the Department 
of Justice on September 22. This conference was arranged 
by Walter White, executive secretary of the National Associa- 
tion for the Advancement of Colored People, who also attended. 


The two alleged attacks occurred near Scottsboro, Ala., and 
Gurley, Ala. 


“According to the two ministers, both of whom had re- 
ceived Pullman accommodations at Washington, the incidents 
occurred when they attempted to visit other negro delegates 
in a day coach near the front of the train. To reach this coach, 
it was necessary for the two ministers to pass through two 
day coaches occupied by white passengers. Rev. Young de- 
clared that he was attacked by a white passenger as he entered 
the coach when he failed to obey an order to ‘go back.’ The 
minister stated that he was struck in the face and that his 
glasses were broken. Rev. Jackson, who is president of the 
New England Negro Baptist Convention, charged that he was 
similarly attacked a short time later when he attempted to 
return to his Pullman reservation after visiting negro dele- 
gates in the forward day coach. The 76-year-old minister stated 
that his eye glasses were broken, his face cut and his lips 
bruised. A train conductor and attendant intervened in the 
dispute.” 


CHANGE IN DOCKET 
Hearing in finance 13884, Application of Pittsburgh Junction and 
Pittsburg & Western for authority to merge their properties and fran- 
chises, and finance 13885, Application of Pittsburgh Junction to issue 
refunding and general mortgage bonds, and finance 13886, Application 
of Pittsburg & Western for authority to issue refunding and general 
mortgage bonds, etc., set for Oct. 1 at Washington, D. C. 
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Cargo Planes in War Service 


Aircraft manufacturers of the United States are building 
thousands of cargo planes to transport men, munitions and 
other supplies to various fronts in the present war, through 
operation of the air transport services of the army and navy, 
according to the Aeronautical Chamber of Commerce of Amer- 
ica. It said army air forces commanders had indicated that by 
the end of 1943 the number of cargo planes in the army’s air 
transport command would reach so many thousands that air 
transport would approach parity with wartime ocean shipping. 

The army’s air transport command and the navy’s air 
transport service, said the A. C. of C., already were performing 
“a modern miracle of transportation,” using hundreds of cargo 
planes that already had been built and speeding new ships into 
operation as fast as they came off production lines. 

“Some of the cargo planes now rolling from production 
lines at the aircraft plants,” it continued, “are wholly new 
models and others are modifications of existing transport liners 
which have proved their ability to take it through multiple- 
thousands of miles of service over the country’s established 
commercial air lines.” 

Although the cargo carriers already produced could not 
carry the large loads transported by trains and ships, said 
the A. C. of C., they could make their trips in one-tenth of 
the time required for rail hauls and in one per cent of the 
time needed for sea transportation. It observed, as an exam- 
ple, that a cargo plane could make the round trip to Egypt 
in one week. Continuing, it said: 


Forty thousand re-designed planes of the type of the giant Doug- 
las B-19, the world’s largest landplane, could do the work of the en- 
tire United Nations merchant fleet, experts point out. That many sky 
giants could be built by the aircraft manufacturing industry within the 
next few years if the need is demonstrated, and adequate supplies of 
the proper materials made available. 

Today the army transport command is operating an intercontinental 
air line already larger than practical men thought possible for many 
years to come. Included in the ranks of the command are many of 
the top-flight executives and other figures who during the past decade 
founded and successfully operated the gigantic American commercial 
air lines system. Working with regular army officers, they have helped 
build the air transport command, creating airports in jungles, in desert 
wastes and amid the sub-Arctic snows so that ton-lots of war materials 
may be delivered at spots where they are the most urgently needed— 
and in the shortest possible time. 


U. S. AIRCRAFT PRODUCTION 


Speaking before the Canadian Chamber of Commerce in 
a meeting at Montebello, Canada, September 30, Eric A. 
Johnsfon, president of the Chamber of Commerce of the United 
States, said that U. S. aircraft production ‘since Pearl Harbor” 
had been much greater than the nation’s entire output of planes 
for sixteen years preceding last December 7. At the time of 
Pearl Harbor, he said, there were about 2,500 women employed 
in aircraft manufacture. Now, he added, the same industry em- 
ployed 65,000 women. 

Mr. Johnson predicted that, after the war, automobile 
engines would be less than half their present size, but would 
have more horsepower. 

“We could today make the car that would normally be 
turned out in 1960, because of the improvements forced by 
war,” he said. 


West Coast Air Routes 


In a proposed report on applications of Transcontinental 
& Western Air, Inc., Western Air Lines, Inc., and United Air 
Lines Transport Corporation for authority to institute addi- 
tional air services to and between points in California, Exam- 
iner Albert E. Forster, of the Civil Aeronautics Board, has rec- 
ommended the following findings: 


1. That air mail service to and from Oakland, Calif., on route No. 
37 (between Winslow, Ariz., and San Francisco, Calif.) is required 
by the public convenience and necessity, and that the application of 
Transcontinental & Western Air, Inc., in No. 314, to amend its cer- 
tificate to include such service, be granted. 

2. That additional direct air transportation between Los Angeles 
and San Francisco, Calif., is required by the public convenience and 
necessity, and that the application of Western Air Lines, Inc., in No. 
521, for a certificate authorizing such service, be granted. 

3. That the public convenience and necessity require air transpor- 
tation to and from Visalia, Merced, Modesto, and Stockton, Calif., and 
that the application of United Air Lines Transport Corporation, in No. 
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537, for an amendment of its certificate for route No. 11 (between 
Seattle, Wash., and San Diego, Calif.) to include such points, be 
granted. 

4. That the public convenience and necessity require air transpor- 
tation to and from San Bernardino, Calif., and that the application of 
Western Air Lines, Inc., in No. 532, for an amendment of its certificate 
for route No. 13 (between San Diego, Calif., and Salt Lake City, Utah) 
to include such point, be granted. 

5. That decision on the application of Western Air Lines, Inc., for 
a certificate authorizing air transportation between Los Angeles and 
El Centro, Calif., via Palm Springs, Calif., in docket No. 414, be de- 
ferred pending the board's decision in docket No. 226 and cases joined 
with that application. 


Docket No. 226 and the related cases, said the examiner, 
involved, in part, the application of American Airlines, Inc., 
for inclusion of San Diego as an intermediate point on route 
No. 4 (between Phoenix and Los Angeles); the application of 
Western Air Lines, Inc., in No. 563, and the application of 
Transcontinental & Western Air, Inc., in No. 622, requesting 
inclusion of Phoenix, El Centro and San Diego as interme- 
diate points on route No. 2, between Winslow and Los Angeles 
via Boulder City, Nev. He said American Airlines originally 
requested authority to serve Yuma, Ariz., and El Centro, but 
withdrew such requests before the hearing. However, he 
added, it had expressed a willingness to serve such points if 
the public convenience and necessity were found to require 
it. He said that Transcontinental & Western Air, prior to the 
hearing, announced that it would offer no evidence with re- 
spect to San Diego or El Centro, and that it was withdrawing 
such requests from its application. 





PUERTO RICO AIR SERVICE 

The Civil Aeronautics Board announced, October 1, that 
it had granted Caribbean-Atlantic Airlines, Ine., permission 
to engage in air transportation with respect to persons, prop- 
erty and mail, between the terminal point San Juan, Puerto 
Rico, the intermediate point Ponce, Puerto Rico, and the ter- 
minal point Mayaguez, Puerto Rico; and between the ter- 
minal point San Juan Puerto Rico, the intermediate point 
Charlotte Amalie. St. Thomas, V. I., and the terminal point 
Christiansted, St. Croix, V. I. 

By the same order, the board denied the application of 
Aerovias Nacionales de Puerto Rico, Inc., to fly the same 
route, but gave the airline 180 days after September 22, to 
terminate its present service. This decision, it said, had been 
approved by President Roosevelt. Both carriers were operat- 
ing under an exemption order issued by the board on October 
1, 1940, pending disposition of the instant applications, said 
the announcement. 


AIR EXPRESS ESTIMATOR 

The Railway Express Agency is distributing a “Shipping 
Estimator,” designed for rapid calculation of air express rates 
for distances up to 2.500 miles and weights up to 100 pounds. 
The appliance, constructed of cardboard, works on the principle 
of the slide-rule. It bears a map and scale for aid in estimat- 
ing distances. It is furnished free by the agency to users of 
air express 


RAILROAD ADJUSTMENT BOARD CASE 


In an effort to set aside the decision of the circuit court of 
appeals at Chicago in docket No. 7841, Delaware and Hudson 
vs. the first division of the National Railroad Adjustment Board, 
Leo J. Hassenauer, attorney for the five division members repre- 
senting the railroad brotherhoods, this week filed a petition 
with the U. S. Supreme Court asking for a review of the 
aj sellate court’s decision. The case involves the railroad’s re- 
quest for a mandatory injunction forcing the division to enter 
a judgment concerning 170 grievance disputes on which it held 
hearings but which it allowed the brotherhoods to withdraw 
before the board, with Royal F. Stone, judge of the Minnesota 
supreme court, acting as referee, entered a judgment. The 
federal district court at Chicago dismissed the suit on grounds 
it did not have jurisdiction to issue the injunction, but the 
circuit court reversed the district court’s order in a finding that 
the district court had authority to issue such an injunction if, 
after a court hearing, it believed the facts warranted an injunc- 
tion order (see Traffic World, Sept. 19, p. 658). 


T. P. & W. “ARBITRATION” 


Action by the National War Labor Board on the recom- 
mendations of Judge Hilliard as the “arbitrator” in the Toledo 
Peoria and Western wage dispute may be taken next week. 
The matter, it is understood, is scheduled to come before the 
board in that week. 


Pa RR 2 2 ee, 


RA Rd age eral eI 





re Omen RT 


Oct 


tior 
is t 
org 


uni 


railt 
as I 
we 


orgs 
shal 
day: 
shal 
ditic 
ditic 
but 

hire 


vide 
Piec 
effec 


at t 
time 
this 
the 

pro} 


on 1 
that 
our 
tice 
emry 
tive 


con! 
whe 
con! 
clus 
sub; 


thes 


con 
De 
L 


the 
mil 
adc 
wit 
nor 
for 
all 


ie 
bri 


veen 
, be 


spor- 
yn of 
icate 
Jtah) 


, for 

and 
> de- 
yined 


iner, 
Inc., 
‘oute 
n of 
n of 
sting 
rme- 
geles 
nally 
. but 
, he 
its if 
quire 
0 the 
n re- 
wing 


that 
ssion 
prop- 
uerto 
. ter- 

ter- 
point 
point 


on of 
same 
2, to 
been 
yerat- 
‘tober 
said 


ipping 
rates 
ounds. 
inciple 
timat- 
ers of 


yurt of 
tudson 
Board, 
repre- 
etition 
of the 
d’s re- 
» enter 
it held 
thdraw 
inesota 
E 6O ane 
‘rounds 
ut the 
ng that 
tion if, 
injunc- 


recom- 
Toledo 
t week. 
ore the 


= 





3h tein Ase 


nel 


October 3, 1942 


Rail Unions’ Wage Demands 


With the disclosure, at Washington, of the text of a for- 
mal demand presented by the non-operating rail unions indi- 
vidually, first to the western railroads and subsequently to 
the others, it became known that the unions sought a wage 
increase of 20 cents an hour (representing, on the average, a 
boost of 27.2 per cent over the present basic hourly rate), a 
minimum: wage of 70 cents an hour, and a closed shop. ; 

It was estimated that the increases demanded would, if 
granted, cost the railroads approximately $450,000,000 a year. 


Questioned at their hotel in Washington, about the in- 
formal conference they had held with two representatives of 
railroad management and about the report they had planned to 
ask increases for members of the non-operating unions (see 
Traffic World, Sept. 26, p. 725), George M. Harrison, president 
of the Brotherhood of Railway and Steamship Clerks, etc., and 
B. M. Jewell, president of the Railway Employes Department 
of the American Federation of Labor, said they had no infor- 
mation about plans of their unions to seek wage increases, and 
that they did not know of any plans of that sort. They dis- 
claimed knowledge of any participation by them in a dis- 
cussion with representatives of rail management. It was 
learned from other sources that A. E. Lyon, grand president 
of the Brotherhood of Railroad Signalmen, also had taken part 
in that discussion. 


Fifteen Unions Make Demand 


Participating in the demand for wage increases, in addi- 
tion to the 14 non-operating unions represented by Mr. Jewell, 
is the Hotel and Restaurant Employes’ International Alliance, 
organization of dining car workers. 

The text of the demand addressed to the railroads by these 
unions individually follows: 


Please accept this as formal notice, served in accordance with the 
railway labor act, as amended, of our desire to execute an agreement 
as hereinafter stated and to increase all rates of pay for all employes 
we represent, as hereinafter stated, effective October 25, 1942. 

We propose that you agree: That all employes represented by this 
organization and who are eligible to membership in this organization 
shall become members in good standing of this organization within 60 
days from the date this proposal is accepted and made effective, and 
shall remain members in good standing of this organization as a con- 
dition precedent to continued employment; provided that these con- 
ditions shall apply to employes hired after the date they are effective, 
but these employes will be allowed a period of 90 days from the date 
hired to secure such membership. 

The increase in rates in pay we propose and request is: 

That all wage rates now in effect be increased 20 cents an hour pro- 
vided that no employe shall be paid a rate less than 70 cents an hour. 
Piecework, tonnage, or other methods of payment to be adjusted to give 
effect to these proposed increases. 

It is our desire that the initial conference under this notice be held 
at the earliest possible date, but not later than October 24, 1942, at a 
time and place to be designated by you within ten days of the date of 
this notice. In the event that we are unable to reach an agrement upon 
the foregoing request, at such separate system conference, we further 
propose that the matter be handled on a joint national basis. 

In accordance with established procedure which has been followed 
on numerous occasions during the past 12 years, and on the assumption 
that an agreement may not be reached, in separate system conference, 
our organization has joined with other organizations, serving a like no- 
tice upon you and other carrier managements, in the creation of an 
employes’ national conference committee composed of the chief execu- 
tives of the 15 participating organizations. 

In the event that an agreement is not reached in our separate system 
conference, we request that you join with other carrier managements 
who are receiving a like notice, in the creation of a carriers’ national 
conference committee which will be authorized to negotiate to a con- 
clusion in accordance with the provisions of the railway labor act the 
subject matters of this notice. 


Please advise time, date and place we may confer with you about 
these proposals. 


Present Minimum 46 Cents an Hour 


Under terms of the agreement reached by the railroads’ 
conference committee and the 14 non-operating unions last 
December, in Chicago, based on arbitration findings by Wayne 
L. Morse, now a member of the National War Labor Board, 
the unions received an increase of 10 cents an hour, with a 


minimum of 46 cents an hour, effective December 1, 1941, in™ 


addition to retroactive increases from September 1 to December 
1, 1941. The agreement also included provisions for vacations 
with pay. 

The average hourly earnings of groups of employes in the 
non-operating unions, according to a well-informed source in 
Washington, range from 48 cents for messengers up to $1.32 
for certain clerical groups. The average basic hourly rate for 
all non-operating employes at the present time, it was stated, 
is 73% cents an hour. Overtime earnings, it was said, might 
bring the average up to 80 cents an hour. 

One informant said he understood that, in connection with 
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the agreement at Chicago last December, there had been an 
oral “understanding” that the unions would not renew agita- 
tion for wage increases until after December 1 of this year. 

With respect to the request of the unions that all employes 
represented by them tecome members of the organization, ‘‘as 
a condition precedent to continued employment,” carrier spokes- 
men pointed to the fourth and fifth provisions of section 2 of the 
railway Jabor act as amended in 1934 prohibiting, apparently, 
any kind of action by the railroad employer with respect to 
membership of employes in labor organizations. These provi- 
sions, advocated by labor union spokesmen, were designed to 
eliminate the so-called “company” union in the railroad indus- 
try, but they are believed by carrier spokesmen to be so broad 
in their application that the hands of the carriers are tied so 
far as doing anything relating to membership of an employe 
in a labor organization is concerned. The text of the provisions 
in question follows: 


Fourth. Employes shall have the right to organize and bargain 
collectively through representatives of their own choosing. The ma- 
jority of any craft or class of employes shall have the right to deter- 
mine who shall be the representative of the craft or class for the pur- 
poses of this act. No carrier, its officers or agents, shall deny or in 
any way question the right of its employes to join, organize, or assist 
in organizing the labor organization of their choice, and it shall be un- 
lawful for any carrier to interfere in any way with the organization of 
its employes, or to use the funds of the carrier in maintaining or as- 
sisting or contributing to any labor organization, labor representative, 
or other agency of collective bargaining, or in performing any work 
therefor, or to influence or coerce employes in an effort to induce 
them to join or remain or not to join or remain members of any labor 
organization, or to deduct from the wages of employes any dues, fees, 
assessments, or other contributions payable to labor organizations, or 
to collect or to assist in the collection of any such dues, fees, assess- 
ments, or other contributions: Provided, That nothing in this act shall 
be construed to prohibit a carrier from permiéting an employe, indi- 
vidually, or local representatives of employes from conferring with 
management during working hours without loss of time, or to prohibit 
a carrier from furnishing free transportation to its employes while 
engaged in the business of a labor organization. 

Fifth. No carrier, its officers, or agents shall require any person 
seeking employment to sign any contract or agreement promising to 
join or not to join a labor organization; and if any such contract has 
been enforced prior to the effective date of this act, then such carrier 
shall notify the employes by an appropriate order that such contract 
has been discarded and is no longer binding on them in any way. 


Daniel Loomis, executive director, Association of Western 
Railways, Chicago, said, October 1, that negotiations on the 
individual railroads probably would not begin until the latter 
part of the month because the railroads’ officials were too busy 
to negotiate sooner. Under the act, the negotiations must begin 
within 30 days from the date the demands were made, which, 
in the case of the present demands, would be October 24 on 
some lines and October 25 on others. 





0. D. T. Labor-Management Plan 


The establishment of systematic relationships with labor 
and management in the transportation industries to cooperate 
with the Office of Defense Transportation in solving problems 
incident to the war program, was announced October 2 by 
Director Eastman. 

Mr. Eastman stated that a committee of railway executives 
would meet with a committee of railway labor heads on 
October 29 at Washington to set up a permanent central joint 
committee to function under O. D. T.’s auspices. 


The committee of railroad executives designated by the 
Association of American Railroads to meet with Mr. Eastman 
in October is made up of M. W. Clement, president, the Penn- 
sylvania Railroad; E. W. Scheer, president, Reading Railway 
System; J. B. Hill, president, the Louisville and Nashville 
Railroad; E. E. Norris, president, Southern Railway System; 
H. W. Baldwin, chief executive officer, Missouri Pacific Lines; 
and C. L. Denney, president, the Northern Pacific Railroad. 

In addition to Mr. Eastman, V. V. Boatner, director, division 
of railway transport, and Otto S. Beyer, director, division 


4 — personnel, will participate in the meetings for 


Members of the committee already appointed by the rail- 
way labor organizations to meet with representatives of man- 
agement at the call of the Office of Defense Transportation are: 
David B. Robertson, president of the Brotherhood of Locomo- 
tive Firemen and Enginemen; George M. Harrison, grand presi- 
dent, Brotherhood of Railway and Steamship Clerks; Samuel 
J. Hogan, president, National Marine Engineers’ Beneficial 
Association; B. M. Jewel, president, Railway Employes’ Depart- 
ment, American Federation of Labor; and A. F. Whitney, 
president, Brotherhood of Railway Trainmen. 

At the same time, Mr. Eastman announced that the Amer- 
ican Trucking Associations would have a group of manage- 
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ment representatives attend a joint meeting with a committee 
of the International Brotherhood of Teamsters in Washington, 
October 23, to work out plans for a central management-labor 
committee in the motor truck industry. 

“Among the lessons which war has taught us is that man- 
agement and labor have a mutual interest in solving problems 
inc'dent to the war effort,’ Mr. Eastman said. ‘The Office 
of Defense Transportation has already benefited greatly from 
the consultation and advice supplied by labor and management 
in the transportation industries. We feel now that our con- 
sultative relationships with committees from labor and man- 
agement separately should be supplemented by the formation 
of joint committees representing the two parties. It is our 
belief that these committees will furnish concrete evidence of 
the ability of management and labor jointly to deal with prob- 
lems quite outside the usual sphere of collective bargainin~. 
Their influence, we hope, will be transmitted down to all the 
levels where management and labor are faced with wartime 
problems.” 

The management-labor committee, Mr. Eastman said, 
would be concerned with the following general functions in 
their relationships with the Office of Defense Transportation: 


Calling attention to matters involving the industry and its em- 
ployes which may concern the Office of Defense Transportation; 

Consultation with the Office of Defense Transportation on policies 
and activities which are of interest to employes and management; and 

Enlisting the cooperation of employes, management, and their or- 
ganizations for the efficient and economic utilization of all transporta- 
tion facilities for the duration of the war. 


RAILROAD WAGE MEDIATION 


Chairman George A. Cook and David J. Lewis of the Na- 
tional Mediation Board continued this week at Chicago to 
mediate between the railroads and their firemen and engineers 
in the disputes over reclassifications of rates of pay and em- 
ployment of additional men in locomotive service, as demanded 
by the Brotherhood of Locomotive Firemen and Enginemen and 
the Brotherhood of Locomotive Engineers (see Traffic World, 
Sept. 26, p. 725). There was no indication when the proceedings 
would end. Chairman Cook met each morning with representa- 
tives of the B. of L. F. and E., and in the afternoons with the 
railroads’ negotiating groups representing eastern, southeastern, 
and western lines. Mr. Lewis met each morning with the em- 
plovyers and each afternoon with the B. of L. E. negotiating 
committee. 


Truck Labor Requirements 


On the basis of employer forecasts total employment in 
the for-hire trucking industry has been estimated at 527,000 
for October, 521,770 for January, 1943, and 522,430 for July, 
1943, according to a memorandum prepared by the division of 
transport personnel of the Office of Defense Transportation 
from data obtained by the United States Employment Service. 
The latter’s data covered 555 establishments with 93,689 em- 
ployes in July or about 18.3 per cent of estimated total em- 
ployment in the industry. Current critical shortages of per- 
sonnel in July were reported by 26 of the 555 establishments 
covered. Critical shortages were reported in 18 occupations, the 
most serious of which were for heavy truck drivers, truck 
mechanics and traffic rate clerks. Other critical shortage occu- 
pations included dispatchers, terminal managers and I. B. M. 
operators. Altogether these employers reported critical short- 
ages of only 147 men in July but most of the shortages were 
in key positions in the industry. It must be remembered, said 
the O. D. T. division, that the employment service surveys 
defined a critical shortage as one that was currently restrict- 
ing transportation services below those that would otherwise 
be maintained. 

“However,” it continued, “there are establishments which 
did not report critical shortages but which indicated that very 
serious difficulties were being encountered in maintaining a 
staff adequate for transportation requirements. Inability to 
obtain new equipment was cited by some employers as the 
reason for greater need for mechanics to make more repairs on 
old equipment. Losses of men to military service and to war 
industries, and inability to compete with the wage level in those 
industries were among the most important factors contr-buting 
to shortages. 

“Many establishments indicated they had no problems of 
labor supply or that there was a surplus of applicants. The 
trucking industry’s personnel problems are apparently quite 
spotty but the following areas appear to be the ones where most 
difficulty is being experienced: Buffalo, N. Y.; Baltimore, Md.; 
_ Ill.; Pocatello, Ida.; Providence, R. I.; and Key West, 
Fla. 

In areas where the closed shop or union preference pre- 
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vails and where unions can still supply applicants, the United 
States Employment Service can hardly be used to an important 
extent. Some companies are complaining of the quality of the 
applicants sent by the unions.” 

Establishments covered by the employment survey re- 
ported they would need 4,142 additional employes in the next 
six months. Many of these employes would be needed for 
rather short periods in the fall and layoffs of 1,555 employes 
were predicted in the last half of this year, it was stated. 


SCRAP SALVAGE DRIVE 


The railroad brotherhoods have joined the A. F. of L. and 
the C. I. O. in a pledge to work together in the scrap salvage 
drive and to appeal to their affiliated unions for full support 
of the campaign, says the War Production Board. 

J. G. Luhrsen, secretary of the Railway Labor. Executives’ 
Association, in a radio broadcast September 30 said 1,300,000 
railroad men proposed to report the location of all scrap they 
knew to be in existence. The information would be submitted 
through the R. L. E. A. to the War Production Board, said he. 

The War Shipping Administration has urged all agents op- 
erating its vessels to increase their efforts in search for scrap 
metal and rubber. 


VACATION AGREEMENT REPORT 

Wayne L. Morse, public representative on the National 
War Labor Board, has submitted to the carriers and the repre- 
sentatives of the employes the report containing his findings 
as referee in the dispute as to the interpretation and applica- 
tion of the vacation-with-pay agreement of December 17, 1941, 
involving the members of the so-called fourteen cooperatinz 
railroad labor organizations, otherwise referred to as the non- 
operating railroad unions. The hearings before Mr. Morse 
were concluded August 2 (see Traffic World, August 8, p. 
310). Mr. Morse was selected as referee by the National 
Mediation Board. The board had been asked by the parties 
to name a referee. 

It had been agreed, said Mr. Morse October 1, that the 
parties might have an opportunity to suggest changes in the 
report for the purpose of clarification but that changes in the 
substance of his findings would not be made. For the purpose 
indicated, the parties will have until October 7 to submit their 
views as to changes and reply statements will be received until 
October 12. After he has considered suggestions received, the 
report will be issued by Mr. Morse in final form. As _ sub- 
mitted to the parties, there were 81 pages in the report. Mr. 
Morse said the report would not be made public by him until 
it was in final form. 


CHANDLER ACT REENACTMENT 


Senator Clark, of Idaho, member of the Senate interstate 
commerce committee, September 28, submitted to the Senate the 
report of the committee recommending enactment of H. R. 7121. 
the bill passed by the House providing for reenactment, sub- 
stantially, of the Chandler act permitting adjustments in finan- 
-“ —— of solvent railroads (see Traffic World, Sept. 235, 

39). 

Other than commenting on the committee’s amendment mak- 
ing the act expire November 1, 1945, the report said the commit- 
= adopted the report of the House judiciary committee on the 

ill. 

The committee pointed out that, as passed by the House, 
the bill, if made law, would become permanent legislation. 
It was the thought of the Senate committee, however, it said 
that the legislation should be limited in its operation for a term 
of three years. 

“It is more or less in the nature of emergency legislation, 
and if after the period of three years it proves workable, it can 
be made permanent at that time,” it said. “On the other hand, 
at the end of three years it may be thought desirable in the 
light of experience to write different legislation.” 

The Senate October 1 passed the bill as reported. Further 
action by the House is necessary. 


NATIONAL RAIL TRAFFIC COMMITTEE 


Members of the traffic advisory committee of the Asso- 
ciation of American Railroads held their regular monthly meet- 
ing at Chicago September 30. Normally its meetings are held 
in Washington, but the presence of a number of its members, 
other than those who live in the city, in Chicago for the meet- 
ing of the Mid-West Regional Advisory Board on the following 
day, caused its transfer. According to A. F. Cleveland, A. A. 
R. traffic vice-president and chairman of the committee, the 
docket was a long one but contained nothing unusual. He said 
the subject of the application of export rates, where traffic was 
diverted through other than original ports because of port or 
shipping conditions, was not considered. 
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October 3, 1942 


Anti-Trust and Rates 


Officials of the Illinois Freight Association and Mem- 
ber Railroads Appear Before Federal Grand Jury 
at Chicago, with Documents and Records, in 
Response to Subpoenas—Court Requisition 
Also Served on Motor Rate Bureau—Rate 
Men Deny Arnold Implication of Non- 
Cooperation with Department of Jus- 
tice Investigators 


The investigation of the rate-making machinery of the 
® railroads by the anti-trust division of the Department of 
Justice, reached the grand jury stage this week, with the serv- 
ing on the Illinois Freight Association, its member railroads, 
and on the Central States Motor Freight Bureau of subpoenas, 
issued by Federal Judge John P. Barnes at Chicago (see Traffic 
World, Sept. 5, p. 539). The subpoenas for a variety of docu- 
ments, records and correspondence were returnable on dates 
ranging from September 30 to October 15. 

‘the I. F. A. subpoena and those of a number of its mem- 
ber railroads were returnable on September 30. On that day, 
R. G. Raasch, chairman of the association, and seven representa- 
tives of its members appeared before the federal grand jury 
at Chicago with a hand-truckload of paper and submitted to 
lengthy questioning. 

James C. Crammond, Lewis J. Whiteman and Thomas J. 
Daly, all assistants to Daniel B. Britt, who is in charge of the 
anti-trust division’s Chicago office, examined the papers and 
questioned the railroad men. The questioning of some of them 
was expected to continue and others were to be called in at 
later dates. 

A number of witnesses did not receive calls to appear 
before the jury until late September 29. Government attorneys 
pointed out that it was necessary to get the investigation under 
way before the expiration of the term of the jury, at midnight 
September 30. Failing that, a new federal grand jury would 
take over with numerous other matters to handle. Under the 
existing circumstances, however, it was pointed out, the Sep- 
tember jury, with unfinished business before it, could be con- 
tinued as a special jury specifically to handle the rate-making 
investigation. 

Those who testified, in addition to Mr. Raasch, were: 


J. A. Behrle, general freight agent, Alton Railroad; M. A. Smith, 
chief of the tariff bureau, Chicago and Eastern Illinois; J. H. Kuntz, 
assistant general freight agent, Baltimore and Ohio; B. F. Parsons, 
assistant to the president, Chicago Great Western; C. A. Pfister, gen- 
eral attorney, Chesapeake and Ohio, and W. M. Provine, general 
attorney, Chicago and Illinois Midland. 


Questioned after the jury session, the government at- 
torneys refused to discuss the line of questioning other than 
to say that the purpose of the whole inquiry was to deter- 
mine whether or not there was conspiracy and collusion in 
railroad rate fixing contrary to the provisions of the anti-trust 
law. Asked as to whether or not they knew it was true that 
many transportation rates were fixed by the Commission, the 
reply was that, while the Commission had jurisdiction over the 
reasonableness of the rates per se, it had nothing to do with the 
legality or the illegality of the manner in which they were 
made. Pressed further, by a reminder that the Commission 
had given the Transcontinental Freight Bureau a clean bill of 
health nearly twenty years ago in an investigation held in 
response to a Senate resolution, the government attorney, who 
said he did not wish to be quoted directly, said that the division 
was familiar with that proceedings but that it, too, concerned 
only the effect of the rates made by that bureau, not the man- 
ner in which they were made. 

Although the details of the requisitions were not made 
public, and recipients refused to go into detail as-to just what 
records they called for, it was learned that the one served on 
the association demanded its articles of incorporation, documents 
bearing on its reorganization in 1936, minutes of various meet- 
ings of its executive committee and rate committees, and docu- 
ments and correspondence bearing on specific rate matters the 
exact identity of which could not be learned. The latter, it was 
said, included rate matters handled by each of the association’s 
rate committees, which include the Illinois Rate Committee, 
the Ohio River-Mississippi Valley Committee, the Illinois- 
Indiana Coal and Coke Committee, and the Chicago-Switching 
Committee. 


Late October 1, Mr. Britt said that service on the 47 


railroad members of the Illinois Freight Association had been 
completed. His office, he said, had asked Judge Barnes for 
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subpoenas on about 50 truck operators, members of the Central 
States Motor Freight Bureau. It would take several months, 
he said, for the grand jury to consider all the evidence and 
he expected that more than 60 days would be consumed in 
qucsiioning witnesses. 


Arnold Says Subpoenas Necessary 


‘ihe grand jury investigation of the affairs of the Illinois 
Freight Association and the Central States Motor Freight 
Burexu are the first actions of their kind in the  prob- 
ing of the rate-making machinery of all transportation 
agencies which has been under way by Thurman Arnold, 
assistant United States attorney general, head of the anti-trust 
division of the Department of Justice, for some time (see 
Traffic World, September 5, p. 539). Agents of the division 
have been looking over records in railroad and truck rate 
bureaus for a number of weeks. In Washington, Mr. Arnold 
said the subpoenas had been issued to enable the agents of 
the division to gain access to railroad and motor carrier rate 
bureau records, in connection with efforts to collect evidence 
to support charges, made by him in public addresses, that inter- 
state carriers had conspired, through their rate bureaus, to fix 
transportation rates and charges in violation of the anti-trust 
laws. He indicated that similar inquiries were under way at 
rate bureaus in cities other than Chicago, but that there was 
‘nothing new” in the matter and that the significance of the 
subpoenas issued at Chicago was being “overplayed.” 

Ordinarily, he added, agents of the bureaus were permitted 
to examine rate bureau records without subpoenas, but where 
officials of the bureaus refused to cooperate, it was necessary 
to obtain such court orders in order to check and study the 
records. In such cases, he added, the Department of Justice 
intended to have the records brought to court for grand jury 
investigation. 

Mr. Raasch, representatives of the railroads and officials of 
the Central States Motor Freight Bureau unanimously denied 
any failure to cooperate with anti-trust division investigators 
who, in recent weeks, have been checking records and combinz 
files in their offices. In addition, in a number of cases, those 
on whom the legal demands for records were made, had an- 
swered a questionnaire submitted by the division asking for the 
identical information sought in the subpoenas. This was noted 
particularly at the Central States Motor Freight Bureau, the 
subpoenas served on which asked for documents revealing the 
relations of the bureau with the railroads through a railroad 
contact committee; its relations with freight forwarders, and 
the details of the long-drawn attempts of the bureau, in co- 
operation with its member operators and non-member opera- 
tors in the area to set up an orderly system of truck rates 
on iron and steel. 


Purpose Obscure 


Railroad traffic men and lawyers were frankly puzzled 
as to the objectives of the probe. The bureau system of rate- 
making, they pointed out, was fifty years old and the bureau 
procedure was, in large part, a development of cooperative 
action between the railroads and the National Industrial Traffic 
League. So far as anyone knew, there had been no complaint 
about the system from shippers, except in rare instances where 
some shipper considered himself unfairly treated in an indi- 
vidual case. It was pointed out that, in each of the agreements 
under which the bureaus worked autonomy of the individual 
railroad members in rate matters was specifically retained, 
and that that autonomy has, on occasion, been exercised. 

Aside from the legal aspect, railroads and shippers agree 
—and the Commission has at least tacitly agreed—that the 
bureau system of rate publication is the only practicable one. 
The complications that would result were each railroad re- 
quired to make and publish its rates separately transcend 
imagination, it was pointed out. 

The proceedings bear some similarity to many others, 
prosecuted by the anti-trust division in recent years, that 
reached eventual settlement through consent decrees. It has 
been pointed out, however, that the first requisite for such a 
decree on the part of the accused is to promise that he would 
‘not do it again,” even though he did not abandon the con- 
tention that the attacked practice was legal. Such a promise 
would be utterly impossible for the railroads with reference to 
their present rate-making system. Its abandonment, railroad 
rate men assert, would create utter chaos in rates and make the 
job of the industrial traffic men practically impossible to 
perform. 


Pelley’s Statement 
Questioned with respect to the action of the Department of 


Justice, J. J. Pelley, president, Association of American Rail- 
roads, said: 


I am glad to say that there has been no congestion and no delay 
—absolutely none—and, so far as rate-making is concerned, we are 
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making rates in the same way we have done for the last fifty years. 
The Interstate Commerce Commission is thoroughly familiar with and 
acquiesces in the way we make rates. It seems to me that the 
Attorney General’s office is undertaking to create some delay and 
congestion, because there has been none to date. 


A newspaper report of the action of the Department of 
Justice, to which Mr. Arnold referred when he said the matter 
was being “overplayed,” said that the investigation was under- 
stood to have been prompted by reports of transportation con- 
gestion and delay involving the war effort. It was this state- 
ment Mr. Pelley had in mind in referring to congestion and 
delay. At the Department of Justice it was said that no state- 
ment had been made by it that the investigation was prompted 
by reports of congestion and delay. 


Transportation Jobs and Drait 


National headquarters of the Selective Service System has 
announced, in its occupational bulletin No. 21, that the War 
Manpower Commission has certified that transportation service 
is an activity essential to the support of the war effort. The 
bulletin supersedes the Selective Service System’s occupa- 
tional bulletin No. 5, covering railroad transportation activity 
(see ‘Traffic World, May 9, p. 1217), for the reason, as stated 
by Major General Hershey, director of selective service, that 
the subject matter of bulletin No. 5 is completely covered by 
bulletin No. 21. 

Bulletin No. 21 lists so-called critical occupations in eight 
separate groups: (1) air transportation service; (2) coastal, 
intercoastal and offshore water transportation service; (3) in- 
land water transportation service; (4) railroad transportation 
service; (5) transit service; (6) truck transportation service; 
(7) pipeline transportation service, and (8) storage service. 

In the first of those groups are listed 55 occupations, from 
“accountant” to “upholsterer.” Under “coastal, intercoastal 
and offshore transportatiton service” are listed 68 occupations, 
including shore service such as stevedoring and harbor opera- 
tions, with “able seaman’ as the first and “water tender” as 
the last occupation in the list. The list of inland water trans- 
portation service occupations, including shore service such as 
stevedoring, begins with “able seaman or deckhand A. B.” and 
ends with “water tender,” and embraces 64 occupations. One 
hundred and sixteen occupations are listed under “railroad 
transportation service,” ‘and the list embodies line-haul rail- 
roads and railroad service, switching and terminal service, rail- 
way and air express service; freight forwarding service, and 
rail inspecion service. The occupations in the list range from 
“accountant” to ‘“‘yardmaster.” 

In the transit service list, covering local transit, rapid 
transit, interurban electric railway and over-the-road bus serv- 
ice, are listed 74 occupations, from ‘‘accountant” to “welder, 
combination.” 


Truck transportatiton service occupations in the “critical” 
list total 26 in number, from “accountant” to “training in- 
structor.” Forty-three occupations in pipeline transportation 
service are listed, with “accountant” as the first and “wire 
chief” as the last job in the list. 

The “storage service” list covers warehousing, dry, open 
and eold storage of essential and perishable commodities, and 
embraces 19 occupations, from “accountant” to “superintendent, 
warehouse.” 

Major General Hershey said these lists were restricted to 
occupations requiring six months or more of training and 
preparation, but that the following additional occupations re- 
quiring less than this minimum training should be “seriously 
considered” by the local draft boards: 

In coastal, intercoastal and off-shore water transportation— 
ordinary seaman, coal passer, wiper, yeoman, messman and 
utility man; in local electric railway and bus transportation 
service—one-man car operator, and bus operator. 

He urged “serious consideration” for employes in the oc- 
cupations in the first of those two categories because of the 
hazard they underwent and the fact that they might not readily 
be replaced. As to one-man car operators and bus operators, 
he said there had been experienced, in some highly congested 
areas, a shortage of labor of a class requiring less than six 
months training and preparatiton, and that in such areas where 
local transportation facilities were being overtaxed, considera- 
tion should be given to the one-man car operators and bus 
operators “only when their work includes assignments on lines 
directly with the war effort.” 

Local draft boards, in classifying registrants employed in 


the occupations listed, said the selective service director, should 
consider the following: 


(a) The training, qualification or skill required for the proper dis- 
charge of the duties involved in his occupation. 
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(b) The training, qualification or skill of the registrant to engage 
in his occupation. 5 

(c) The availability of persons with his qualifications or skill, or 
who can be trained to his qualification, to replace the registrant and 
the time in which such replacement can be made. 





Effect of War on Transport Facilities 


How the demands of war are taxing the transportation 
facilities of the United States is shown by “A total Transporta- 
tion Index 1929-142,” prepared by Louis J. Paradiso and George 
Perkel of the Bureau of Foreign and Domestic Commerce, ap- 
pearing in the September issue of the “Survey of Current Busi- 
ness,” monthly publication of the Department of Commerce. 

The index includes five types of commodity transportation 
—rail, air, waterborne (domestic), intercity motor truck, and 
pipelines, and four types of passenger transportation—rail, air, 
intercity motorbus and local transit. In addition, separate in- 
dexes are presented for total commodity traffic and total pas- 
senger traffic, as well as a combined index for commodity and 
passenger traffic by types of transportation. A brief discus- 
sion is also given of the methods used in measuring the volume 
of traffic for each type of transportation. 

According to the index, the volume of all forms of U. S. 
transportation, including commodity and passenger traffic, in 
June of this year was more than two-thirds greater than in 
August, 1939, the month before the oubreak of World War II. 
The seasonally adjusted index for June is estimated at 178 per 
cent of the 1935-39 averages of 100. This, it was stated, repre- 
sented an increase of about 40 per cent above the 1929 monthly 
average volume and more than 25 per cent above the 1941 
average. The present level of traffic, it was said, appeared 
more striking when it was considered that in the depression 
the index reached a low of 72—a decline of 43 per cent from 
1929—and had since risen almost 150 per cent from this low 
level. In part, the department said: 


Much of the rise from August, 1939, has taken place since the 
Japanese attack on Pearl Harbor, volume increasing at an average 
monthly rate of 3 per cent in the first six months of this year. It will 
be noted, however, that there is a striking difference in the rates of 
increase for commodity and passenger traffic during this period. Com- 
modity traffic increased 18 per cent from last December to June, while 
the rise in passenger traffic is estimated at 31 per cent. 


The expansion in passenger traffic was chiefly due to the increased 
activity of the armed forces and more extensive travel by business men 
in connection with activities related to the war effort. A substantial 
part of it also was due to increasing diversion to commercial forms of 
transportation by consumers as they cut down passenger automobile use. 

Another source of demand for land transportation, it is pointed out, 
arises from the diversion of much of our coastal and intercoastal water- 
borne traffic. As more of our shipping facilities are needed for war pur- 
poses, railroads and other types of land transportation must assume part 
of the traffic formerly handled by ships. Thus, these trends for increased 
demands for transportation will become more intense during the coming 


months, with the result that our transportation problems will become 
more difficult to solve. 


PUBLIC AIDS TO TRANSPORTATION 


_ Roland Rice, counsel for the American Trucking Asso- 
ciations, Inc., said, October 1, that he planned to file with the 
transportation board, on October 5, a brief setting forth the 
views of the A. T. A. on the question of public aids to for-hire 
carriers by motor vehicle, in connection with the public aids 
inquiry conducted by that board (see Traffic World, July 4, p. 
21, and July 11, p. 99). 


N. R. P. B. TRANSPORTATION STUDY 


The National Resources Planning Board has issued a 32- 
page booklet entitled, “Post-War Planning,” in which it states 
it is preparing a report on “Transportation and National 
Policy.” It says this report “provides a basis for furher post- 
war transportation plans.” 

The board’s booklet on post-war planning, in a discussion 
of transportatjon, says, in part: 


There will be major developments in the transportation field after 
the war in order to provide a mainspring for other kinds of develop- 
mental work throughout the nation. . . . New rail facilities, particularly 
terminals, new highways, new airways and airports, new shipping fa- 
cilities, will all be required, with new equipment and operating tech- 
nique fitted to the rapid advances in technology. 

Many agencies in the government are directly concerned with these 
post-war transportation plans. The Public Roads Administration is at 
work on interregional highway studies and other projects; the Interstate 
Commerce Commission has many responsibilities in the field. The 
United States Maritime Commission, which has enlarged its 10-year-old 
program for the construction of many merchant ships, is planning the 
eventual demobilization of emergency shipping construction and con- 
sidering the possible place of the United States in international ship- 
ping in the post-war world. 
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October 3, 1942 


Avoid Wasted Car Days—Kendall 


Chairman Kendall, of the car service division of the Asso- 
ciation of American Railroads, in his letter urging rail trans- 
portation officers to intensify their efforts to avoid any wasted 
car days, either loaded or empty, so as to meet increasing de- 
mands for open top cars, particularly gondolas and flats (see 
Traffic World, September 26), said, “the need for maximum 
possible use of open top cars during the next few weeks is 
pressing and the extent to which demands are met depends 
upon the extent of individual effort by all concerned in car 
handling.” 

“May our slogan be: ‘Keep the Open Tops Moving.’ ”’ 

Mr. Kendall called attention to the fact that the sugar 
beet and sugar cane crops were nearly ready for harvest, re- 
quiring much open top equipment; that the season of the year 
was close at hand when shipments of coal and coke would 
reach their maximum; and that acute demands existed for flat 
cars, both for government and commercial traffic. 

To meet the situation, Mr. Kendall told rail transporta- 
tion officers, among other things, to: 


1. Keep open top cars moving promptly to their destination, loaded 
or empty. 

2. Do not allow cars to be held unnecessarily for prospective loading. 

3. Do not accept orders from shippers or place cars in excess of 
their known ability to load and ship daily. 

4. Be prompt in placing an embargo against receivers who do not 
release cars promptly. This is no time for attempted use of railroad 
equipment for storage purposes. 

5. In unloading cars of export traffic to ground storage at ports, 
give preference to the release of open tops when possible. 

6. Arrange for prompt release of cars containing traffic for storage 
at interior points, and do not load open top cars from such storage 
until assured of prompt billing instructions. 

7. Do not permit the placement or use of an open top car for load- 
ing when it is practicable for the commodity to be loaded in a closed 
car. 

8. Closely examine cars under load with company material and (a) 
during the next two months hold only that amount of company fuel on 
cars which is essential to purposes of adequate distribution; and (b) 
on miscellaneous company material do not permit those responsible for 
release of cars to hold beyond the 48 hours’ free time allowed shippers. 
including Sundays—‘‘Average Agreement’’ reckoning not permitted. 
All railroad employes handling company material should become demur- 
rage conscious. 

9. Cars stencilled for ballast or cinder service, which can be spared 
for and used in locomotive fuel service, should be pressed into such 
service, permitting a wider distribution of hopper cars. 





Freight Loading Forecast 


Freight carloadings in the fourth quarter of 1942 are ex- 
pected to be six per cent above actual loadings in the same quar- 
ter of 1941, according to estimates compiled by the thirteen 
Shippers’ Advisory Boards. 

On the basis of those estimates, freight carloadings of the 
27 principal commodities will be 8,666,219 in the fourth quarter 
of 1942 compared with 8,175,458 for the same commodities in 
the corresponding period in 1941. Eleven of the thirteen Ship- 
pers’ Advisory Boards estimate an increase in carloadings for 
the fourth quarter of 1942 compared with the same period in 
1941, but two—the Ohio Valley and the New England Boards 
—estimate decreases. 

Normally the estimates are based on reports for 29 com- 
modities. Those for automobiles, trucks and parts, ore and 
concentrates, and chemicals and explosives now have been dis- 
continued as items of war production improper to report in 
detail. However, an estimate for ‘manufactures and miscel- 
laneous” has been added which includes both civilian and war 
commodities. 

Tabulation below shows actual carloadings for each dis- 
trict in the fourth quarter of 1941, the estimated loading for 
the fourth quarter of 1942, and the percentage of increase or 
decrease for the 27 principal commodities: 

Actual Loadings Estimated Loadings 





Shippers’ Advisory Fourth Quarter Fourth Quarter Per Cent 
Boards 1941 1942 Increase 
Wew THMIONG ...65.06.06056%5 178,673 156,143 12.6* 
Aittantiec BURIES: ....c0d sc cscce 933,516 1,011,727 8.4 
PUIGRONIT a oiis bs bisa cseeossien 1,259,671 1,277,355 1.4 
ON VOM .o.6 5.0 scie saccs 1,063,700 1,061,083 on 
a ener tee Serre aera! 879,735 953,819 8.4 
CERBE TORR. oo nies isacs cisicwiwisnaane 656,715 681,976 3.8 
Central WeSterh .4.45.20%0s0 269,021 321,973 19.7 
ea peer r ere 1,175,198 1,284,666 9.3 
OREN oe oda Ssh cael ee 270,550 299,473 10.7 
Trans-Missouri-Kansas ...... 374,986 385,758 2.9 
BOUONMEE be hss oan bisa 472,321 560,500 18.7 
PAGO TON ons ik se eoen xe 405,121 415,213 25 
Pacific Northwest ........... 236,251 256,533 8.6 
MR A Siarpsnis ass salsa seit 8,175,458 8,666,219 6.0 
*Decrease. 
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The 13 Shippers’ Advisory Boards expect an increase in the 
fourth quarter of 1942 compared with the same period one year 
ago, in the loading of twenty of the commodities listed, but a 
decrease in seven. Among those showing the greatest increases 
are the following: 


Cottonseed and products except oil, 30.8 per cent; potatoes, 24.4 
per cent; gravel, sand, and stone, 18.8 per cent; citrus fruits, 18.4 
per cent; manufactures and miscellaneous, 13.1 per cent; machinery 
and boilers, 13 per cent; cotton, 12.2 per cent; grain, 11.2 per cent; 
live stock, 104 per cent; cement, 7.7 per cent; other fresh vegetables, 
6 per cent, and coal and coke, 5.2 per cent. 


The seven commodities for which decreases are estimated 
and the amount of the decrease follows: 


Agricultural implements and vehicles other than automobiles, 45.5 
per cent; sugar, syrup and molasses, 14.1 per cent; paper, paperboard 
and prepared roofing, 11.9 per cent; lime and plaster, 10.4 per cent; 
canned goods of all kinds, 4.8 per cent; petroleum and petroleum prod- 
ucts, 4.1 per cent, and brick and clay products, 3.4 per cent. 


Actual loadings for the fourth quarter of 1941, estimated 
carloadings for the fourth quarter of 1942 and the percentage 
of increase or decrease for each of the 27 commodities in- 
a in the forecast of the 13 Shippers’ Advisory Boards 
ollow: 


7-——Carloadings——, Estimated 


Actual Estimated Per Cent 
Commodity 1941 1942 Increase 
PR a each sccsenay chu seeiaes 273,169 303,753 11.2 
Flour, meal and other mill products .. 208,166 214,197 2.9 
Hay, straw and alfalfa ............... 23,024 24,085 4.6 
ROUEN tats ie ctpiny wis eutioaides he heen aia 82,101 92,107 12.2 
Cottonseed and products, except oil 21,437 28,047 30.8 
Rp RUNNER oo risus cneuae sidGlenwinsiaiewa ial 36,339 43,012 18.4 
Other fresh Brits... oo. cs os seces 68,698 68,771 P| 
uN occ te Cee Tod hag Sh a ths ae sdk AO 41,787 51,990 24.4 
Other fresh vegetables ................ 53,873 57,092 6.0 
ee ny aie ee eee 213,886 236,141 10.4 
Poultry and dairy products ........... 34,368 35,299 2:7 
RN RN I ao oie oes oa Sse arseicraivcid 2,505,774 2,636,822 5:2 
Gravel, sand and stone ............... 491,328 583,726 18.8 
SN a sresso aia cos terece st acca pa ala eid ke KS arate 32,879 34,749 5.7 
Lumber and forest products .......... 601,121 605,688 8 
Petroleum and petroleum products 610,827 585,838 4,1° 
Sugar, syrup and molasses ..°......... 54,007 46,401 14.1* 
MRI MANNER RI Solace ce onige 5% Kd. o 91k, 8.5/5 612,980 616,060 D 
Machinery and boilers .............. 53,291 60,211 13.0 
RII eles te ewe te ir ddeg at heb iet aud ib ota 182,343 196,318 cP i 
Brick and clay products .............. 71,995 69,553 3.4* 
OT nen 47,629 42,662 10.4* 
Agricultural implements and vehicles, 
other than automobiles .............. 23,041 12,552 45.5* 
Pertiligers, Oi) KINGR oo... cc cdcescessn 99,299 103,513 4.2 
Paper, paper board and prepared roofing 139,918 123,349 11.9* 
Canned goods—all canned food prod- 
ucts (includes catsup, jams, jellies, 
olives, pickles, preserves, etc.) ...... 83,403 87,375 4.8* 
Manufactures and miscellaneous ...... 1,508,775 1,706,908 13.1 
ee eee ae RE 8,175,458 8,666,219 6.0 
*Decrease. 





Refrigerator Car Service Order 


The Commission, in service order No. 86, issued September 
25 and effective from that date to and including October 15, 
authorizing common carriers by railroad serving points in 
Arizona and California to load and transport eastbound so- 
called giant type refrigerator cars as if they were standard 
refrigerator cars, without penalty to shippers, stated that cer- 
tain railroads were about to move from the Pacific coast east- 
bound, empty, a large number of these giant type refrigerator 
cars that could be moved under load if certain limitations, re- 
strictions, and rate penalties on the use of the giant type re- 
frigerator cars contained in tariffs of the Transcontinental 
Freight Bureau were removed (see Traffic World, Sept. 26). 


Due to the existing state of war, an emergency existed, 
that, the Commission said, in its opinion, required immediate 
action to prevent shortage of refrigerator cars, empty mileage 
of such cars, and congestion of traffic. It, therefore, promul- 
gated the order in which it suspended, in so far as inconsistent 
therewith, the operation of all rules, regulations, and tariff 
provisions, including item 606-B, supplement 14, to Agent Kipp’s 
I. C. C. No. 1478, item 504 of Agent Kipp’s I. C. C. No. 1483, and 


item 91-B of Agent Kipp’s I. C. C. 1457. The material part of 
the order follows: 


Therefore, it is ordered, That from the date of this order to and 
including October 15, 1942, common carriers by railroad subject to the 
interstate commerce act serving points in Arizona and California shall 
furnish, without regard to ownership, for loading with commodities, 
in carloads, suitable for transportation in refrigerator cars; and shall 
accept and transport, giant type refrigerator cars as defined below at he 
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freight rates applicable on the same commodities when loaded in 
standard refrigerator cars (cars with inside length between bulkheads— 
loading space—of less than 37 feet 6 inches). 

It is further ordered, That, for the purpose of this order, the term 
‘giant refrigerator cars’’ is defined as refrigerator cars (1) with inside 
measurement between bulkheads (loading space) of not less than 37 
feet 6 inches, (2) convertible refrigerator cars with collapsible bunkers 
having inside length between bulkheads (loading space) of less than 37 
feet 6 inches with bulkheads in place and in excess of 37 feet 6 inches 
with bulkheads collapsed, and (3) express (Railway Express Agency) 
refrigerator cars of all sizes; provided, that this order shall not apply 
to refrigerator cars owned by the Pacific Fruit Express Co., or by the 
Atchison, Topeka & Santa Fe Railway refrigerator car department. 


Revenue Freight Loading 


Loading of revenue freight the week ended September 26 
totaled 897,714 cars, according to the Association of American 
Railroads. This was a decrease below the corresponding week 
in 1941, of 22,080 cars or 2.4 per cent, but an increase above 
the same week in 1940, of 75,280 cars or 9.2 per cent. 

Loading the week ended September 26 decreased 5,385 
cars or six-tenths of one per cent below the preceding week. 

All districts reported increases compared with the corre- 
sponding week in 1941, except the Eastern, Allegheny, Poca- 
hontas, and Southern and all districts reported increases com- 
pared with the corresponding week of 1940, except the Eastern 
and Pocahontas. 


1942 1941 1940 

eS 3,858,273 3,454,409 3,215,565 
@ WEGRS OL POUTUATY occivicsciccccccces 3,122,773 2,866,565 2,465,685 
BR OE IE i ik cocks siaitins caeen 3,171,439 3,066,011 2,489,280 
ME I 655 45 sisaraivinsecenweipets 3,351,038 2,793,630 2,495,212 
ee era 4,170,713 4,160,060 3,351,840 
ee rr ee rer 3,385,769 3,510,057 2,896,953 
Et 3,321,568 3,413,435 2,822,450 
ere 4,350,948 4,463,372 3,717,933 
Week of September 5 ............... 887,960 797,791 695,094 
Week of September 12 ............. 814,885 914,656 804,265 
Week of September 19 ............. 903,099 907,969 813,329 
Week of September 26 .............. 897,714 919,794 822,434 

MN hn Ase akooteawtanwmes 32,236,179 31,267,749 26,590,040 


Revenue freight loading by districts the week ended Sep- 
tember 26 and for the corresponding periods last year was 
reported as follows: 


Eastern district: Grain and grain products, 7,179 and 6,895; live 
stock, 1,255 and 1,092; coal, 33,964 and 34,777; coke, 4,154 and 3,709; 
forest products, 2,280 and 2,186; ore, 5,404 and 6,028; merchandise, 
L. C. L., 25,763 and 43,736; miscellaneous, 83,304 dnd 89,327; total, 
1942, 163,303; 1941, 187,750; 1940, 167,150. 

Allegheny district: Grain and grain products, 4,219 and 3,964; live 
stock, 1,182 and 1,042; coal, 43,414 and 45,866; coke, 6,124 and 6,484; 
forest products, 1,389 and 1,848; ore, 15,116 and 14,057; merchandise, 


L. C. L., 21,424 and 31,162; miscellaneous, 93,738 and 95,258; total, 
1942, 186,606; 1941, 199,681; 1940, 170,807. 
Pocahontas district: Grain and grain products, 268 and 265; live 


stock, 349 and 328; coal, 42,475 and 43,869; coke, 808 and 631; forest 
products, 983 and 828; ore, 669 and 271; merchandise, L. C. L., 2,792 
and 5,241; miscellaneous, 8,068 and 8,488; total, 1942, 56,412; 1941, 
59,921; 1940, 56,419. 

Southern district: Grain and grain products, 2,948 and 2,487; live 
stock, 1,400 and 1,274; coal, 24,924 and 22,878; coke, 587 and 487; forest 
products, 16,511 and 15,057; ore, 1,883 and 1,702; merchandise, L. C. L., 
14,141 and 26,000; miscellaneous, 64,851 and 58,894; total, 1942, 127,245; 
1941, 128,779; 1940, 115,372. 

Northwestern district: Grain and grain products, 17,244 and 13,898; 
live stock, 4,491 and 3,726; coal, 8,282 and 6,676; coke, 1,957 and 2,207; 
forest products, 13,449 and 12,348; ore, 49,349 and 43,636; merchandise, 
L. C. L., 8,530 and 19,208; miscellaneous, 43,110 and 44,014; total, 1942, 
146,412; 1941, 145,713; 1940, 136,622. 

Central Western district: Grain and grain products, 12,057 and 
9,593; live stock, 8,901 and 7,170; coal, 12,872 and 11,565; coke, 234 
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and 254; forest products, 10,126 and 9,133; ore, 5,341 and 5,166; mer- 
chandise, L. C. L., 12,007 and 25,026; miscellaneous, 78,067 and 65,948; 
total, 1942, 139,605; 1941, 133,855; 1940, 119,481. 

Southwestern district: Grain and grain products, 4,033 and 3,378; 
live stock, 2,623 and 1,881; coal, 5,797 and 5,420; coke, 155 and 118; 
forest products, 5,324 and 4,890; ore, 372 and 407; merchandise, L. C. L., 
5,208 and 10,220; miscellaneous, 54,619 and 37,781; total, 1942, 78,131; 
1941, 64,095; 1940, 56,583. 


ATLANTIC STATES SHIPPERS’ BOARD 


The Atlantic States Shippers’ Advisory Board will hold its 
fall meeting, October 9, at the Lord Baltimore Hotel, Baltimore. 
C. J. Goodyear, traffic manager, Philadelphia and Reading Coal 
and Iron Company, general chairman of the board, will preside. 
Forecasts of carloadings will be made by chairmen of com- 
modity committees. 

R. B. White, president, Baltimore and Ohio, will be the 
principal speaker. Others who will speak include: R. W. Brown, 
president, Lehigh Valley Railroad; Warren C. Kendall, chair- 
man, car service division, Association of American Railroads; 
R. C. Huntington, secretary, Casey Jones, Inc.; C. J. Fagg, 
president, Newark Central Warehouse Company; C. B. Roeder, 
secretary, Philadelphia Bourse, and A. P. Stevens, district man- 
ager for the car service division at New York. 

Special meetings of the carload transportation, railroad 
contact, emergency port transportation, and executive commit- 
tees will be held October 8. 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 42,649 
freight cars for the week ended September 26, according to the 
car service division of the Association of American Railroads. 
It was made up as follows: Plain box, 23,989; auto box, 4,365; 
total box, 28,354; flat, 1,270; gondola, 2,423; hopper, 2,023; 
total coal, 4,446; and miscellaneous, 8,579. 





SOUTHWEST ADVISORY BOARD MEETING 


The Southwest Shippers’ Advisory Board will hold its 
regular fall meeting, October 8, at the Baker Hotel, Dallas, 
Tex. Joseph P. Gudger, traffic manager, Gulf Oil Corporation, 
Houston, and general chairman of the board, will preside. 
Nathan Adams, president, First National Bank, Dallas, will 
speak on “The Necessity for Cooperation Between Shippers and 
Carriers” at a luncheon sponsored by the Transportation Club 
of Dallas. Frank A. Leffingwill, secretary, Texas Industrial 
Traffic League, will be toastmaster. 

R. E. Clark, assistant to chairman, car service division, 
Association of American Railroads, Washington, D. C., will 
speak at the business session on general transportation condi- 
tions. Forecasts of carloadings in the southwest for October, 
November and December will be presented by the commodity 
committees. The following committees will report: Railroad 
contact committee, R. B. Ball, vice-president and general man- 
ager, Santa Fe Lines, of Galveston; executive committee, Wal- 
lace Green, traffic manager, Huey and Philp Hardware Com- 
pany, Dallas, and general secretary of the board; A. A. R. 
freight station section, A. E. Rankin, Fort Worth, Tex., and 
district office of the A. A. R. car service division, R. D. Rifen- 
baugh, district manager at Dallas. 

Special meetings of the executive, railroad contact, and joint 
loss and damage prevention committees will be held October 7. 


ADVISORY BOARD ANNUAL MEETING 


The completed program for the annual meeting of the 
National Association of Shippers’ Advisory Board, to be held 
at the Palmer House, Chicago, October 16 (see Traffic World, 
September 26, p. 736), shows that, in addition to Director East- 
man of the O. D. T., Commissioner Johnson, and President 


Revenue Freight Car Loading—Week Ended Saturday, Sept. 26 


Grain and Live 

Grain Prod. Stock Coal 

1942 47,948 20,201 171,728 

Total all roads Sept. 26......... 1941 40,480 16,513 171,051 

1940 39,392 17,517 158,484 

Preceding week September 19..... 1942 50,590 19,201 169,264 

Per cent increase over............. 1941 18.4 22.3 4 
Per cent decrease under........... 1941 

Per cent increase over............. 1940 21.7 15.3 8.4 
Per cent decrease under........... 1940 

1942 1,589,094 486,070 6,262,326 

Cumulative 39 weeks to Sept. 262 1941 1,524,360 433,300 5,551,740 

11940 1,395,913 463,247 5,059,664 

Per cent increase over............. 1941 4.2 12.2 12.8 
Per cent decrease under........... 1941 

Per cent increase over...........+. 1940 13.8 4.9 23.8 


Per cent decrease under........... 1940 


Per cent to 15 year average, 105.6. 


Forest Mdse. 

Coke Products Ore L.C.L. Miscellaneous Total 
14,019 50,062 78,134 89,865 425,757 897,714 
13,890 46,290 71,267 160,593 399,710 919,794 
11,690 40,668 67,215 158,034 329,434 822,434 
14,309 50,017 89,412 88,479 421,827 903,099 

9 8.1 9.6 6.5 
44.0 2.4 
19.9 23.1 16.2 29.2 9.2 
43.1 
545,991 1,893,747 2,342,709 4,428,739 14,687,503 32,236,179 
506,126 1,636,156 2,056,701 6,050,062 13,509,304 31,267,749 
390,552 1,298,624 1,610,137 5,713,301 10,658,602 26,590,040 
7.9 15.7 13.9 8.7 3.1 
26.8 
39.8 45.8 45.5 37.8 21.2 
22.5 
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Pelley of the Association of American Railroads, the following 
will speak: 

R V. Fletcher, vice-president, A. A. R., on “Pending Leg- 
islation Affecting Shippers and the Railroads’; A. B. Barber, 
manager, transportation and communications department, 
Chamber of Commerce of the United States, on “Conservation 
of Transportation,’ and M. J. Gormley, executive assistant, 
A. A. R., on “Cooperation.” 

A. V. Vogtle, manager, traffic and sales, DeBardeleben 
Coal Corporation, Birmingham, Ala., president of the associa- 
tion, will preside at the business sessions and will present 
his annual report. Carl] Giessow, traffic director, St. Louis, Mo., 
Chamber of Commerce, will report as the association’s secre- 
tary. There will be a discussion of the aims and accom- 
plishments of freight car efficiency and vigilance committees, 
in which A. H. Schwietert, traffic director, Chicago Associa- 
tion of Commerce; W. H. Day, manager, transportation depart- 
ment, Boston Chamber of Commerce, and W. C. Kendall, chair- 
man, car service division, A. A. R., will participate. : 

W. B. Shepherd, assistant general traffic manager, Alumi- 
num Company of America, will give a resume of the activity 
of the regional boards in the year just past. Charles Donley, 
president, Charles Donley Shipping Agency, Pittsburgh, Pa., 
will report on developments in allowances for dunnage in 
closed cars. Col. W. J. Williamson, U. S. A., chief, traffic con- 
trol division, service of supply, War Department; C. H. Diet- 
rich, executive vice-chairman, freight claim division, A. A. R., 
and G. H. Shafer, general traffic manager, Weyerhaeuser Com- 
pany, St. Paul, Minn., will join in a discussion of freight loss 
and damage prevention and the results of the 1942 Perfect 
Shipping Month. 


Mid-West Shippers’ Board 


A message from Director Eastman of the O. D. T., con- 
taining a warning that the traffic peak had not been reached 
and that traffic difficulties would multiply, was delivered to the 
members of the Mid-West Shippers’ Advisory Board at its fall 
meeting at Chicago, October 1. Significant parts of the message, 
read by Fred S. Keiser, traffic consultant for the O. D. T., at 
Chicago, were as follows: 


Looking back over the past three years, it is hard to believe that 
transportation could have held up its end, first in the defense effort 
and then in the war effort, so well as it actually has. There were 
many forebodings, as you know, and they were not without reason. 
There were some old timers, of which I am one, who could remember 
the transportation problems of the first World War. The carriers had 
also been through several years of poverty, which at first thought 
seemed hardly to be good preparation for the toughest job in their 
history. 

On second thought, however, I am not sure that it was not good 
preparation. Poverty, if it is not too abject, is a better preparation 
than riches for tough undertakings, as there are many who know from 
personal experience. The necessities of those depression years, with 
traffic low and competition at fever heat, taught many lessons in keen 
management and operation and sharpened initiative. 

However that may be, the carriers so far have certainly done their 
tough job well. And to pass the honors around where they are due, 
one of the important reasons for the good transportation record, beyond 
any doubt, is the splendid cooperation the carriers have received from 
the shippers, and especially from those who have taken such active part 
in the continuing, persistent, and well-directed efforts of the regional 
advisory boards, like the one of which you are the very energetic 
chairman. 

There is always danger, however, in complacency and still more in 
bragging, particularly when the end of the road has not been reached 
and no one knows how long the rest of it may be and what difficulties 
may lie ahead. The order of the President which created the O. D. T. 
makes it my duty ‘‘to assure maximum utilization of the domestic 
transportation facilities of the nation for the successful prosecution of 
the war.’’ I have quoted those words very often, because they com- 
press into a small compass a very penetrating and vital thought. 
Another significant expression is an ‘‘all-out’’ war. We cannot make 
good on those words unless the resources and manpower of the nation 
are used to the full, and they include our transportation facilities, their 
managers and employees, and the people who utilize their services. 

I cannot tell you when the maximum load will fall on the carriers, 
how big it will be, or what difficulties will be encountered in carry- 
ing it. I do feel sure that the peak has not yet been reached, that the 
difficulties will multiply, and that the situation with respect to critical 
materials is such that we can expect only a very limited expansion 
of facilities. In fact, so far as highway motor transportation is con- 
cerned, the facilities are bound to contract, although we hope and 
believe that the rate of contraction can be held within low limits. 

All of which leads up to the theme that in war there is no rest for 
the weary. We must keep everlastingly at it. The shippers and the 
carriers have done wonders, but we shall ask them for more, and I feel 
very confident that they will give it. There is none too much pleasure 
in my work, but it is a real pleasure to feel that our dealings are not 
With sullen or reluctant folk, but with willing and enthusiastic fellow- 
workers having the ability to respond. 

Some of the things we are calling upon you to do are not altogether 
pieasant, I know. But I hope you do feel that we are trying not to be 
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high-handed or arbitrary and that we have open ears for reasonable 
complaints. General order No. 18, with respect to maximum loading of 
cars, is an illustration. That is not a simple matter to deal with. We 
worked hard on the order before it was issued, but we soon found, after 
it was issued, that there was room for improvement. It is in process 
of revision, and I believe that we shall be able to meet many of the 
objections. When it finally is in operation, I am sure that it will 
strengthen the hands of the railroads in meeting the difficulties which 


lie ahead, and particularly with respect to motive power, which is one 
of the danger points. 

This message cannot be long, and I hope for no more than to 
convey through it an attitude of mind. The staff of the O. D. T. is 
made up of men who are trying to do, at considerable personal sacri- 
fice, their part in the war effort. No man could have more loyal and 
hardworking assistants than I have. In fact, the word ‘‘assistants’’ is 
inadequate, because they carry most of the load. We regard you and 
those who make up your board almost as fellow members of the staff, 
and you can be sure that we all greatly appreciate the services you 
are rendering to your country. 


Mr. Keiser, in remarks of his own added to Director East- 
man’s message, said that shippers and carriers had done well 
so far, but that they did “not know the half of it’ with reference 
to what was coming and the increased effort needed all around 
if certain “vultures” in Washington, who were hoping for an 
opportunity to insist on the government taking over the rail- 
roads, were not to have their way. In the Chicago district, he 
said, September railroad traffic was 15 per cent over that of 
August, and further heavy increases were in prospect. “Spartan 
fortitude” would be needed on the part of producers and users 
of transportation alike if a breakdown or rationing of trans- 
portation was to be avoided, said he. 


Committee Reports 


The report of the executive committee, read by Irving M. 
Peters, assistant traffic manager, Corn Products Refining Com- 
pany, Chicago, general secretary of the board, contained recom- 
mendations for the placing of permit numbers on waybills 
covering export shipments, and the making available of export 
papers at ports; admonished members to examine their weigh- 
ing practices to avoid reweighing of cars and to eliminate 
weighing wherever possible, and urged them to furnish to the 
railroads information as to alternate types of cars acceptable 
when ordering cars. The report recommended that the board’s 
annual meeting be held in Chicago on January 6, 1943. It was 
adopted. 

Reports of the committee on complete unloading of cars, 
presented by M. L. Pieper, traffic commissioner, Springfield, 
Ill., Chamber of Commerce, chairman, and of the vigilance 
committee for car efficiency, read by William M. Noorlag, 
assistant traffic director, Chicago Association of Commerce, in 
the absence of A. H. Schwietert, chairman, were for informa- 
tion and called for no action. They were received. 

; A. F. McSweeney, chairman of the railroad contact com- 
mittee, said that the prospects were for an adequate car supply 
in the territory of the board in the coming months, with the 
exception of gondolas and flat cars. On these, he said, he 
anticipated conditions would be rather “tight,” and he pleaded 
with shippers for extra effort in prompt loading and unloading 
of such equipment and the use of box cars wherever possible 
in their stead. 

Sidney L. Miller, traffic consultant, W. P. B., formerly 
professor of transportation at the University of Iowa, was a 
speaker. He said his duties as liaison man between the W. P. B. 
and the O. D. T. gave him special opportunity to watch the 
work of those bureaus and others in Washington. He praised 
highly the wholehearted effort and the unselfishness of Wash- 
ington war workers generally, and the staff of the O. D. T. in 
particular. The latter, he said, were “strong men” with the 
character of leaders and deserved the sympathy and under- 
standing of men in transportation. He also praised the officials 
of the Association of American Railroads as “railroad statesmen 
worthy of the gratitude of shippers.” 

There were three ways to meet the problem of the added 
traffic that was sure to come, said he. First, by the acquisition 
of more equipment; second, by more intensive use of existing 
equipment, and third, by resorting to a system of transportation 
priorities. The O. D. T. and the railroads favored the first two 
answers, he said, and were now preparing a request for mate- 
rials for new cars and locomotives to submit to the W. P. B. 
A small group favored immediate transportation rationing by 
means of priorities, said he, but he believed that most of them 
were in favor of such a step as a “disciplinary measure to make 
the country more war conscious.” 


Betts Pleads for New Equipment 


In an address on national transportation conditions, L. M. 
Betts, manager, railroad relations section, car service division, 
A. A. R., also touched on the possibility of transportation 
priorities which, he said, “would be difficult if not disastrous.” 
Only through reasonable additions to plant capacity could the 
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Hicu up in the mountains of British 
Columbia, falling snowflakes feed the 
ice fields that are the source of the 
Columbia River. For over 600 miles, 
this “river of snowflakes” flows along 
virtually unimpeded, but southward, in 
the states of Washington and Oregon, 
the Columbia is harnessed into a mighty 
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railroads be “certain of meeting the increased traffic load which 
quite certainly lies ahead in the coming year,” he said. The 
railroads, he said, were now nearer the point of exhaustion of 
facilities than they were some months ago when more alarm 
was expressed as to their ability to handle the war load. He 
did not want that to mean that he anticipated a shortage of 
transportation, he said, but he put it forth as “a warning that 
the railroads cannot continue to produce new high records for 
both freight and passenger service without necessary additional 
locomotives and cars and materials for the maintenance of 
existing facilities.” 

There was too much complacency about the traffic situa- 
tion, he said, due to the confusion of carloadings with ton miles 
as statistical factors. The former, he said, have been lower this 
year than last since the middle of May, but the real measures 


—ton miles—had been increasing steadily and would continue ~ 


to increase. There was a “limit to the accomplishments” of the 
railroads, he continued, especially considering the approaching 
“winter season when a severe drop in operating efficiencv is 
certain to occur.’”’ On those grounds he made his plea for mate- 
rials for the construction of new cars and locomotives. 

There was considerable interest in a reply made by Mr. 
Betts, to a question as to whether amended O. D. T. general 
order No. 18, when issued, would remove difficulties in the load- 
ing of such bulk commodities as sand, gravel and stone. It was 
stated that to load such commodities to “full visible capacity,” 
as required in the original order, would mean “breaking cars 
in two.” Mr. Betts said he could say with confidence that the 
amended order would require the loading of cars to their 
‘nominal capacity or full visible capacity,” instead of to their 
load limit, as required in the original order. 

W. D. Beck reported as district manager of the car service 
division. There were brief reports from commodity carloading 
committee chairmen, supplementing figures released earlier, 
indicating an increase of 7.6 per cent in the loadings in the area 
in the fall of this year over the fall of 1942 (see Traffic World, 
September 26, p. 736). 

The following were appointed to the nominating committee, 
with instructions to file a slate of candidates for office in the 
board by December 1, elections to be held at the annual meet- 
ing in January: 


J. E. Bryan, traffic manager, Wisconsin Paper and Pulp Manufac- 
turers’ Traffic Association, Chicago; J. R. Davy, traffic manager, She- 
boygan, Wis., Association of Commerce; Albert McGinness, traffic man- 
ager, Servel, Inc., Evansville, Ind.; M. L. Pieper, and R. D. Waller, 
traffic manager, Farley-Loetscher Manufacturing Company, Dubuque, 
Iowa. 


Truck Loadings 


The volume of freight transported by motor carriers in 
August increased 2.2 per cent over July and 10.9 per cent over 
August, 1941, according to reports compired by the American 
Trucking Associations. 

“Comparable reports were received by A. T. A. from 210 
motor carriers in forty-three states,” says the A. T. A. “The 
reporting carriers transported an aggregate of 1,611,488 tons 
in August, as against 1,576,652 tons in July, and 1,453,709 tons 
in August, 1941. 

“The A. T. A. index figure, computed on the basis of the 
average monthly tonnage of the reporting carriers for the 
three-year period of 1938-1940 as representing 100, was 182.92. 
The index for July was 178.92. 

“Almost 82 per cent of all tonnage transported in the 
month was reported by carriers of general freight. The volume 
in this category increased 5.2 per cent over July, and 8.7 per 
cent over August of last year. 

“Transporters of petroleum products, accounting for ap- 
proximately 13 per cent of the total tonnage reported, showed 
a decrease of 13.4 per cent under July, but held 54.1 per cent 
above August, 1941. 

“Haulers of iron and steel products reported about 1% per 
cent of the total tonnage. The volume of these commodities 
showed an increase of 3.9 per cent over July, but dropped 22.2 
per cent under August, 1941. 

“Slightly more than 3% per cent of the total tonnage re- 
ported was miscellaneous commodities, including tobacco, milk, 
textile products, bricks, building materials, cement and house- 
hold goods. Tonnage in this class showed an increased of 1.2 
per cent over July, but declined 9.2 per cent under August of 
last year.” 


NORTHWEST SHIPPERS’ BOARD 
The Northwest Shippers’ Advisory Board will hold its fall 
meeting at the Nicollet Hotel, Minneapolis, Minn., October 6. 
The speaker at a luncheon, to be held jointly with the Minne- 
apolis Traffic Club, will be Robert S. Henry, assistant to the 
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president, Association of American Railroads, on “Team Work 
Will Win.” 

A. B. Ayers, traffic manager, the Cream of Wheat Corpora- 
tion, Minneapolis, general chairman of the board, will preside 
at the business session. Reports of commodity carloading com- 
mittees will be summarized by W. E. Keller, assistant general 
ey of the board, and the four state vice chairmen, as 
ollows: 


Minnesota, S. M. Low, western traffic manager, Koppers Company, 
St. Paul; North Dakota, R. F. Gunkelman, Interstate Seed and Grain 
Company, Fargo; South Dakota, L. R. Girton, president, Girton Adams 
Ice Company, Sioux Falls; Montana, C. A. Rahn, secretary, Midland 
Implement Company, Billings. 


P. F. Schuenemann, assistant general manager, Peavey 
Elevators, Minneapolis, will report as chairman of the exec- 
utive committee; J. G. Mann as chairman of the central com- 
mittee for car efficiency; J. B. Smith as chairman of the rail- 
road contact committee, and W. L. Harvey, as district manager 
of the car service division, Association of American Railroads. 

Mr. Schuenemann will also report on dunnage allowances 
for freight in closed cars. Neal E. Williams, commerce counsel, 
Fargo Chamber of Commerce, will speak on pending legisla- 
tion, and E. J. Grimes will describe the handling of grain un- 
der the Commission’s service order No. 80. R. E. Clark, as- 
sistant to the chairman, car service division, will speak on na- 
tional transportation conditions. There will be discussions 
of O. D. T. order No. 18, for heavier loading of freight cars, 
and O. D. T’. plans for rail-truck coordination. 


Roads in Receivership or Trusteeship 


On July 31, 1942, there were 87 steam railways, exclusive 
of switching and terminal companies, in the hands of receivers 
and trustees representing, as of the close of the year 1941, 
61,347 miles of road owned and 66,644 miles operated. There 
were 91 roads in charge of receivers or trustees on December 
31, 1941, as compared with 103 on December 31, 1940, and 
108 on December 31, 1939. The total figure represented 64,099 
miles of road owned and 69,859 miles operated; the 1940 fig- 
ure, 68,128 miles owned and 75,270 miles operated; and the 
1939 figure, 69,361 miles owned and 77,013 miles operated. 

The foregoing figures are set forth in a compilation by the 
Commission’s Bureau of Transport Economics and Statistics 
entitled “Steam Railways in the Hands of Receivers and Trus- 
tees on December 31, 1941, and Changes in the List of Com- 
panies Affected by Receivership or Trusteeship to July 31, 
1942” It is statement No. 4267, dated September, 1942. 

Of the roads in charge of receivers or trustees on July 31, 
1942, 31 were Class I roads and 56 were other roads. Of those 
in charge of receivers or trustees on December 31, 1941, 33 
were Class I roads and 58 were other roads; on December 31, 
1940, 37 Class I roads and 66 others; and on December 31, 
1939, 38 Class I roads and 70 others. 

The number of roads in charge of receivers were shown 
in the compilation as follows: On July 31, 1942, 6 Class I 
roads, and 17 others; on December 31, 1941, 8 Class I roads, 
and 18 others; on December 31, 1940, 9 Class I roads, and 23 
others; and on December 31, 1939, 11 Class I roads, and 25 
others. The number in charge of trustees was: On July 31, 
1942, 25 Class I roads, and 39 others; on December 31, 1941, 
25 Class I roads, and 40 others; on December 31, 1940, 28 
Class I roads, and 42 others; and on December 31, 1939, 27 
Class I roads, and 45 others. 

Financial items as to the roads in the hands of receivers 
and trustees on December 31, 1941, December 31, 1940, and 
December 31, 1939, respectively, were set forth in the com- 
pilation as follows: Investment in road and equipment, $5,- 
334,163,405, $5,973,573,905, $6,001,585,750; capital stock $1,- 
906,927,979, $2,288,146,448, $2,299,838,636; unmatured funded 
debt, $2,350,248,011, $2,626,543,714, $2,794,232,519; long-term 
debt in default, $961,358,876, $1,052,989,620, (none); receivers’ 
and trustees’ securities, $188,935,413, $190,487,480, $174,131,456; 
nonnegotiable debt to affiliated companies, $210,400,821, $211,- 
421,910, $212,550,314; and matured funded debt, (none), (none), 
and $859,097,811. 


N. I. T. L. ANNUAL MEETING 

Director Eastman, of the O. D. T., will speak at the 
opening business session of the annual meeting of the National 
Industrial Traffic League November 19 at the Pennsylvania 
Hotel, New York, N. Y., according to an announcement made 
by E. F. Lacey, executive secretary. The latter said, with refer- 
ence to the meeting, that the war situation had created new 
transportation problems and that car supply, O. D. T. orders, 
and other matters of deep concern to shippers and receivers 
would be discussed. 
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0. D. T. Passenger Schedule Order 


The Office of Defense Transportation, October 1, an- 
nounced that Director Eastman, “in a move to intensify 
further the conservation of passenger train equipment,” has 
issued general order O. D. T. No. 24 “freezing” as of Sep- 
tember 26—with certain exceptions—all railway passenger 
schedules in the United States. The order is effective October 
4. Summarizing provisions of the order the O. D. T. said: 


The order prohibits railroads, wfth certain exceptions, from running 
any special passenger trains, or adding new trains to existing schedules, 
or running extra sections to regular trains unless such extra sections 

have been run at least 20 per cent of the time during the past 90 days 
to handle the normal flow of business. 

In addition no railroad, under the terms of the order, may operate 
a passenger train which includes a car ‘‘chartered to, or the use of 
which by prior arrangement is restricted to an individual or group of 


persons traveling together.’’ This does not apply to railroad business 
cars. 


The order, sweeping in its effects, and including even mixed trains 
which carry both freight and passengers, follows O. D. T.’s previously 
announced policy of restricting the use of passenger equipment for the 


transportation of crowds to football games, races and other sporting 
events. 


Exempted from the order’s provisions are: 
(a) Passenger trains or cars operated for the exclusive service of 


or through arrangements made by an agency or department of the 
United States; 


(b) Extra sections necessary to handle cars occupied by persons 
traveling under federal orders or directions; 

(c) Passenger train schedules, cars or extra sections required as a 
result of emergencies arising from an accident, public calamity, military 
necessity or train delay provided that the chief operating officer of the 
railroad concerned shall make a report of such operation in writing 


within 48 hours, to O. D. T.’s director of the division of railway trans- 
port. 


The order further provides that the O. D. T. may issue special or 
general permits to meet specific needs or exceptional circumstances 
arising from the war effort, or to prevent undue public hardships. 


0. D. T. Control of Lake Vessels 


The War Production Board’s certificate of necessity for 
priority action No. 2, in connection with which the Office of 
Defense Transportation planned extension of the existing O. D. 
T. permit system so as to control “virtually all’ commercial 
vessels on the Great Lakes (see Traffic World, September 26), 
was made necessary by increases in estimates of the volume 
of iron ore that must be shipped from Lake Superior mines to 
other Great Lakes ports to feed smelting furnaces there or 
to be transshipped to mills in Pittsburgh and other steel cen- 
ters, Director Eastman said. 

He said the W. P. B. certificate directed the O. D. T. to 
execute transportation priorities giving an A-1 rating to iron 
ore moving in O. D. T.-certified ore carreirs, and A-2 rating 
to coal, coke and other commodities transported in certain 
types of vessels, and various lower ratings to other items. He 
added that the certificate required conformity to the W. P. B. 
priority ratings for bulk commodity movement. 


“General orders O. D. T. Nos. 8 and 9, restricting move- 
ment of grain and coal on the Lakes, were issued in May and 
June to make available cargo space to transport an expected 
season total of about 89,500,000 tons of iron ore,” he said. 
“With the progress of war production, however, this total has 
come to be considered merely a minimum goal with the result 
that further curtailment of less essential shipping on the Great 
Lakes is considered necessary.” 


Mr. Eastman said a new O. D. T. general order would 
require that no person operate any vessel on the Great Lakes 
except in such manner as might be authorized by general or 
special O. D. T. permit. He added that the order would give 
the O. D. T. virtually complete control of all American Great 
Lakes vessels of 1,000 or more gross tons, “with the exception 
of those capable of transporting liquid cargo in bulk, which 
are controlled by the O. D. T. through an earleir order.” 

In defining preferential classes of commodities, the revised 
priorities schedule transmitted to the O. D. T. by the W. P. B. 
recognized, said the O. D. T., that “the pl “Bm Bo of all rat- 
ings is subject to the practical exigencies of loading and sched- 
uling operations, which are matters entirely for the Office of 
Defense Transportation.” 

The ratings, applicable only to domestic port-to-port move- 


ment of dry bulk cargo, were announced by the O. D. T. as 
follows: 


In certified ore carriers: Iron ore, A-1; blast furnace fluxstone, B; 
open hearth flux-stone, B; dolomite, C; coal, A-2 (subject to O. D. 
T.-9 and 9-1); coke, A-2; silica sand, foundry sand, flaxseed, wheat, 
corn, oats, barley, rye, sulphur, pig iron, iron and steel scrap, iron and 
steel manufactures and semi-manufactures, spiegeleisen, ferro-manga- 
nese, wood pulp, and pulp wood, all C. 
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In belt-type self-unloaders; Blast furnace flux-stone, hearth flux- 
stone, chemical stone, and coke, all A-2; coal, A-2 (subject to O. D. 
T.-9 and 9-1); cement stone, gypsum, silica sand, and foundry sand, 
all B; aggregates, sand (construction), gravel (construction), and pe- 
troleum coke, all C. 


In other type vessels: Blast furnace flux-stone, open hearth flux- 
stone, coke, silica sand, foundry sand, spiegeleisen and ferro-manganese, 
all A-2; coal, A-2 (subject to O. D. T.-9 and 9-1); flaxseed, from Amer- 
ican Superior ports only, A-2 (to be moved in the amounts offered at 
American Superior ports ahead of other grains); iron and steel scrap, 
A-2 (from American Superior ports only); cement, A-2 (this rating ap- 
plies only to the movement of cement in special cement carriers having 
pneumatic loading equipment and not suitable for the movement of 
other bulk commodities); wheat, corn, oats, barley and rye, from 
American Superior ports only, A-3; sulphur, pig iron, iron and steel 
manufactures and semi-manufactures, petroleum coke, wood pulp, 
pulp wood, newsprint, lumber, soybeans, and flour, all B; aggregates, 
sand (construction), gravel (construction), shingles, asbestos, asbestos 
waste, salt, and salt cake, all C. 


0. D. T. Orders Speed Limit 


Director Eastman, of the Office of Defense Transportation, 
has ordered speeds of all rubber-tired vehicles in the United 
States limited to 35 miles an hour, to save rubber and tires. 

Mr. Eastman announced that he would request the gov- 
ernors of all the states, directly and through the Council of 
State Governments, to put a 35-mile limit in effect in their 
states by proclamation or otherwise, and to call upon state and 
local officials for strict enforcement. 

The action was taken after consultation between Mr. East- 
man and William M. Jeffers, rubber director, and followed the 
recommendation recently made by the Baruch committee, said 
the ©; D. ‘T. 

The new wartime speed limit becomes effective October 1 
for all vehicles except those operated by common carriers in 
scheduled regular-route service. 

For vehicles in the latter group—trucks and buses operated 
on regular schedules over regular routes—the order becomes 
effective October 15. The effective date was advanced with 
respect to such vehicles to give carriers time to make necessary 
adjustments in their operations, Mr. Eastman explained. 

The new order (general order O. D. T. No. 23) applies to 
“any rubber-tired vehicle or machine propelled or drawn by 
mechanical power and used or capable of being used upon the 
highways in the transportation of a person or persons or prop- 
erty, but does not include any vehicle, locomotive, or car op- 
erated exclusively on a rail or rails.’ 

Only vehicles operated by or under the direction of the 
armed forces or in emergencies for the protection or preserva- 
tion of life and health or for public safety are exempt from 
the 35-mile limit. Vehicles operated in emergencies, however, 
must not be driven “at a rate of speed in excess of that which 
is reasonable under conditions prevailing at such times.” 

“Communications concerning the new order should be di- 
rected to the O. D. T.’s division of law or to the O. D. T. field 
office nearest the principal place of business of the person with 
whom the communication originates,” said Mr. Eastman. 

Coincidentally with the issuance of the new order, Mr. 
Eastman revoked provisions of other orders limiting speeds of 
the vehicles concerned to 40 miles an hour. Provisions limit- 
ing speeds to 40 miles an hour had been included in general 
order O. D. T. No. 3, governing over-the-road truck opera- 
tions of common carriers; general order O. D. T. No. 17, gov- 
erning all operations of contract and private carriers by truck, 


and general order O. D. T. No. 20. governing operations of 
taxicabs. 


0. D. T. Order Interpretations 


“Motor carriers affected by general order O. D. T. No. 17, 
must reduce the mileage of each of their operating units by 
at least 25 per cent, as compared with the corresponding month 
of last year, even if the number of trucks operated in any 
unit has been increased in the interim,” said the O. D. T., 
September 29. 

An operating unit was defined by the O. D. T. as the por- 
tion of motor truck operations by any motor carrier from a 
“given terminal, base of operation or municipality.” 

Moreover, under the order, a carrier adding to the busi- 
ness of an operating unit through the purchase of an operation 
or portion of an operation from another carrier must reduce 
the 1942 mileage of the operating unit by at least 25 per cent 
of the total 1941 mileage of the original and the acquired 
operations. 

This was the subject of one of four interpretations issued 
by Jack Garrett Scott, general counsel of the Office of Defense 
Transportation. 

In a second interpretation, Mr. Scott pointed out that 
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limitations on the number of deliveries a carrier might make 
to the same point in one day, as set forth in order No: 1¢, 
must be observed even though the commodities delivered were 
intended for different purposes. a 

Mr. Scott gave as an example a florist desiring to make 
more than one delivery a day to a funeral home, although for 
different funerals, and pointed out that this must not be done 
under the order. ; a 

The third interpretation issued contained a definition of 
the word “terminal,” as used in general order O. D. T. No. 3 
revised. The fourth stated that the term “hewn ties,” as re- 
ferred to in general permit O. D. T. No. 17-11, was to be 
regarded as also including “sawed ties.” 

The text of the interpretation follow: 


Interpretation No. 17-7 
General Order O. D. T. 17, as amended (Sec. 501.67) 


Question: If, subsequent to 1941, a motor carrier acquires addi- 
tional motor trucks which he adds to an operating unit and operates 
such trucks together with the trucks operated in that unit in 1941, is 
the carrier required to reduce the total mileage of both the new and 
the old motor trucks operated in such unit in any calendar month 
to such an extent that the total mileage of such trucks will not exceed 
seventy-five (75) per centum of the total mileage of the aggregate 
number of trucks operated by the carrier in that unit during the cor- 
responding calendar month in 1941? 

Decision: Yes. A motor carrier, who, subsequent to 1941, acquires 
additional trucks and operates such trucks in an operating unit to- 
gether with trucks operated by him in that unit in 1941, is required 
by section 501.67 of General Order O. D. T. No. 17, as amended, to 
reduce the total mileage of all of the trucks, new and old, operated 
in the unit during any calendar month to such an extent that the 
total mileage of all trucks in the unit will not exceed seventy-five (75) 
per centum of the total mileage of the aggregate number of trucks 
operated by him in the unit during the corresponding calendar month 
of 1941. 

‘ In the preceding paragraph and in section 501.67, the key words are 
“in the same oerating unit.’’ The term ‘‘operating unit’ is defined, 
in section 501.65 (e) as ‘‘that portion of the motor truck operations 
conducted by any motor carrier from any given terminal, base of 
operation, or municipality.’’ The first sentence of section 501.67 re- 
quires that ‘‘Each motor carrier shall reduce the total mileage of motor 
trucks operated in each operating unit during any calendar month, by 
not less than twenty-five per cent of the total mileage of motor trucks 
operated by such carrier in the same operating unit during the cor- 
responding calendar month of 1941, exclusive of the mileage eliminated 
as a result of the requirements of section 501.68.’’ 


Interpretation No. 17-8 
General Order O. D. T. 17 (Section 501.68) 


Question: Is a motor carrier permitted to make more than one 
delivery in any calendar day from one point of origin to a funeral 
home? For example, may a florist make or cause to be made more 
than one delivery of flowers to the same funeral home, if separate 
deliveries are intended for different funerals? 

Decision: No. General order O. D. T. No. 17, aplicable to the 
operations of contract and private carriers, provides in Section 501.68, 
‘‘no person shall cause to be made by motor truck and no motor car- 
rier when operating a motor truck shall make: * * * (c) more than one 
delivery from any one point of origin to any one point of destination 
during any one calendar day, except * * *.’’ In the situation above 
described, there is but one point of destination; namely, the funeral 
home. - 

Interpretation No. 17-9 
General Crder O. D. T. 17 (Secs. 501.67 and 501.69 (a) (2)) 
General Permit O. D. T. 17-11 (Sec. 521.2886 (c)) 

Question: Does Sec. 521.2886 of General Permit O. D. T. No. 17-11 
relieve a motor carrier in respect of the operation of a motor truck 
when engaged exclusively in the transportation of sawed ties from 
the point of production of such ties to the other points named in sub- 
paragraph (c) of said section from compliance with Secs. 501.67 and 
501.69 (a) (2) of General Order O. D. T. No. 17? 

Decision: Yes. Although said section 521.2886, in paragraph (c), 
expressly mentions ‘‘hewn ties,’’ sawed ties are to be regarded as 
within the same category as hewn ties. From the viewpoint of ful- 
filling the intent of General Permit O. D. T. No. 17-11, there is no 
distinction between the two types of ties in respect of transportation 
between the points mentioned in said paragraph (c). 


Interpretation No. 3 (Rev.)-5 
General Order O. D. T. 3 (Rev.) (Sec. 501.4 (h)) 

Question: What is the meaning of the word ‘‘terminal,’’ as used 
in section 501.4 (h) of General Order O. D. T. No. 3 (Rev.) defining 
“‘over-the-road service’’? 

Decision: Within the meaning of said section, a carrier’s terminal 
is any dock, warehouse, platform, point or place, owned, leased, main- 
tained or controlled by the carrier and used for any of the following 
purposes: (1) receiving or loading of freight for the purpose of trans- 
portation, (2) unloading of freight for local delivery or dock delivery, 
(3) break bulk point, (4) segregation or assembly point, (5) interline or 
interchange point; and does not include any consignor’s, consignee’s, 
or shipper’s place of business or residence. 


oO. D. T. APPOINTMENTS 


Appointment of E. P. McCallum, Jr., of Memphis, Tenn., 
as an assistant director of the O. D. T. division of local trans- 
port has been announced by Director Eastman. 

“Mr. McCallum graduated from the Cumberland University. 
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Law School in 1931 and immediately began the practice of law 
in Memphis,” said the announcement. “For three years he was 
supervisor of public utilities for the City of Memphis, in 
which time he directed a transportation survey of the munic- 
ipality. Later he served as transit consultant to the Memphis 
Street Railway Co. 
vision of transportation of the National Housing Agency.” 

The Office of Defense Transportation has announced the 
appointment of W. B. Joyce, of Duluth, Minn., as consultant 
to the Great Lakes carriers’ division. At the time of his ap- 
pointment, Mr. Joyce was president of the W. B. Joyce Co., 
Duluth. He is a member of the Duluth Board of Trade, and 
has been associated with the grain industry for a number of 
years. 

The resignation of Alex M. Peabody from the Seattle 
coastwise and intercoastal carriers’ advisory committee was 
also announced. Harrison J. Hart was elected chairman, re- 
placing Captain Peabody, and James E. Murphy was named 
a member of the committee. This committee serves in an 
advisory capacity to Ernest R Holzborn, assistant director of 
the Office of Defense Transportation in charge of waterway 
transport, on port and shipping problems in the Seattle area. 

Director Eastman announced the appointment of H. B. 
Potter, of Baltimore, Md., as assistant director of the division 
of local transport. Mr. Potter for 19 years was vice-president 
and general manager of the Baltimore Transit Co. He recently 


has been special assistant on local transportation to shipyards 
for the Maritime Commission. 


More Money for 0. D. T. 


President Roosevelt has asked Congress to make an addi- 
tional appropriation of $5,290,000 for the Office of Defense 
Transportation. Congress recently appropriated $7,216,515 for 
the O. D. T. for the fiscal year ending June 30, 1943. 

“This supplemental estimate is made necessary by an in- 
crease in the scope of the programs for control of motor and 
rail transport by the Office of Defense Transportation,” said 
Harold D. Smith, director of the Bureau of the Budget, in a 
letter of explanation to the President. 

“To conserve the nation’s rubber-borne commercial vehicles. 
the Office of Defense Transportation has undertaken a program 
to regulate the use of such transport facilities through the 
issuance of certificates of war necessity. The adoption of this 
program has been made necessary primarily because of the 
limited rubber supply and also because of the limited number 
of commercial vehicles in relation to the mounting demands for 
both passenger and freight service. Commercial vehicles are 
handling an increasing amount of strategic war transport and 
the maintenance of existing service through the critical period 
of the rubber and equipment shortage can be accomplished only 
if use is limited to essential movements and all possible con- 
servation measures are practiced. 

“The additional funds required for the division of ra‘lwav 
transport are needed to strengthen the broad superv sion of 
railroad operations which the Office of Defense Transportation 
now maintains. The handling of increased traffic with exist- 
ing facilities has necessitated the adoption of limited voolin« 
arrangements and the inauguration of special controls over 
such movements as the routing of coal and petroleum. The 
imposition of limited priority ratings in certain types of rail 
movement is also imminent. These activities require central 
planning and administration to a larger degree than was con- 
templated in the original 1943 estimates.” 





0. D. T. TANK CAR PERMITS 


Director Eastman, of the Office of Defense Transportation. 
has issued an order clarifying and amending an earlier O. D. T. 
order which extended the agency’s permit system and shifted 
much of the burden of the eastward petroleum movement to 
large tank cars. 

The new order (exception order O. D. T. 7-3), said the 
O. D. T., superseded the earlier one (exception order O. D. T. 
7-2) and made it clear that, with certain specific exceptions. 
permits would be required for all movements of crude petro- 
leum and petroleum products in tank cars for distances of 200 
miles or less, as measured “over the shortest available pub- 
lished rail tariff route.” 

Exception order O. D. T. 7-3, effective October 10, excepts 
the movement of crude petroleum and petroleum products in 
tank cars of a shell capacity of not less than 7,000 gallons into 
17 eastern states and the District of Columbia. Also excepted 
were petroleum shipments in tank cars of any capacity into 
the states of Washington and Oregon. 

“The exception order,” said the O. D. T., “thus extends to 
200 miles the radius covered by the O. D. T. permit system on 
tank cars, but exempts from its provisions the movement of 
petroleum in the larger tank cars into the eastern district 
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and petroleum movement in cars of any size into the two 
western states.” 

The amendment added foreign points to destinations af- 
fected by the order. 


Ww. P. B. Tank Car Priorities 


Commenting on the priorities schedule of tank car uses 
issued by the War Production Board September 24 (see Traffic 
World, Sept. 26), the Office of Defense Transportation said 
this action by the W. P. B. gave the O. D. T. “a specific man- 
date to distribute the nation’s 143,000 tank cars on a basis of 
first needs first.” 

“With the bulk of the country’s tank cars transporting the 
petroleum which formerly moved in oil tankers,” it said, “the 
need for cars to transport war-essential chemicals and vege- 
table fats and oils has become critical. Recognizing this situa- 
tion, W. P. B. has ordered the O. D. T. to give these latter items 
preferential treatment in the allocation of cars.” 


The O. D. T. statement said that, with respect to the car 
allocation problem as it affected vegetable fats and oils, O. D. T. 
officials believed the volume of these products to be moved in 
the October-November peak period would be 25 per cent heavier 
than in the same period of 1941. It added that recent surveys 
indicated that more complete utilization of facilities would per- 
mit movement of this increased load with “something like 20 
per cent fewer cars.” Continuing, it said, in part: 


The problem, however, of producing 2,000 additional cars to handle 
the fall peak traffic remains. With approximately 6,000 tank cars re- 
ported in service transporting such war essentials as cottonseed, lin- 
seed and peanut oils, lard, tallow and grease, O. D. T. officials estimated 
that 8,000 would be required for the fall peak. 

Normally these cars would be available to meet the seasonal demand. 
Several thousand of them, however, have been ‘“‘loaned’’ for the move- 
ment of petroleum and petroleum products . . . into the eastern seaboard 
area. Approximately 85 per cent of the nation’s 143,000 tank cars are 
transporting petroleum. ... The other tank cars are transporting vege- 
table fats and oils, chemicals and miscellaneous items .. . vital to the 
war effort. 

Important in any period, fats and oils are ‘‘musts’’ in the produc- 
tion of such war items as paints and varnish, lubricants and greases, 
anti-rust and anti-corrosive compounds, plasticizers for the manufacture 
of bullet-proof glass and many other products which the War and Navy 
Departments require today in great quantities. Of even greater im- 
portance in time of war than in peace is their use in production of soaps 
and such edible items as shortenings. 

Further complicating the situation, it was said, were new demands 
for tank cars needed to transport molasses to processing centers and 
move alcohol from these points to smokeless powder works and buta- 
diene to plants producing rubber substitutes. Future requirements for 
these latter services, while not completely determined, are expected to 
be at least 1,500 more tank cars than now are being used. 

Essentially the major task here is one of coordination and allo- 
cation. Cars moving petroleum cannot at the same time carry cottonseed 
oil to processors and consuming centers, or transport toluene to explo- 


sives plants. The tank cars must be distributed on the basis of the 
service most vital to the war effort. 


0. D. T. Tank Truck Control 


Director Eastman, of the Office of Defense Transportation, 
has appealed to owners and operators of tank trucks to restrict 
operations generally to such short hauls as they can handle 
most efficiently and as will further the conservation of tires 
and other equipment. 

Mr. Eastman’s statement was intended, said the O. D. T., to 
clear up what apparently was a misunderstanding among 
truckers, many of whom believed that the principal purpose 
of the recently revised O. D. T. exception order 7-2 was to 
divert from rail to highway all shipments of petroleum of 
between 100 and 200 miles. 

Explaining that this was not the purpose of the order, 
Mr. Eastman expressed confidence that operators would com- 
ply voluntarily with his request when they understood the 
program. He indicated, however, that should shippers and 
haulers fail to cooperate for the most efficient use of tank 
trucks, it might become necessary to require permits for all 
tank truck movements of more than 100 miles. 

The necessity of conserving rubber and diverting the 
maximum number of large rail tank cars to the eastern move- 
ment of petroleum, he said, required that trucks handle the 
burden for which rail tank cars were least suited. That as- 
Signment, he said, was short-haul service. 

Because of greater maneuverability, said the O. D. T., one 
tank truck operating within a 25-mile radius could release for 
long-haul service as many as 16 tank cars. As the truck’s area 
of movement expanded, its efficiency advantage over the tank 
car diminished and its ability to release cars therefore de- 
creased, it observed. 
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Mr. Eastman issued the following statement: 


The conversion of tank car movements between 100 and 200 miles to 
tank trucks at the expense of abandoning shorter hauls by trucks was 
not the purpose of O. D. T. exception (7-2) to general order No. 7. 

The principal duty assigned to the operators of tank trucks is to 
take over all shipments of petroleum and petroleum products by rail of 
100 miles or less and to engage in longer movements only when the 
availability of tank trucks permits. The present supply of rubber and 
tank trucks will not justify a general expansion of tank trucks facilities 
to handle all shipments between 100 and 200 miles. Shippers of petrol- 
eum and petroleum products should convert to tank truck, with the min- 
imum of delay, all remaining tank car shipments of 100 miles or less 
that it is practical to convert. When all shippers have accomplished this, 
then, and only then, should shipments beyond 100 miles be made by 
tank truck. Unless the shippers and haulers cooperate to bring about 
the use of tank trucks for the hauls for which they are most efficient, 


it may become necessary to apply the permit system to tank trucks 
for distances over 100 miles. 


The principal reason for the issuance of O. D. T. exception order 
7-2 to general order No. 7 was to divert, for movement into the east 
coast area, tank cars having a shell capacity of 7,000 gallons or greater 
and to use the smaller cars to replace the larger ones. It was considered 
necessary to expand the tank car permits to 200 miles to secure a suf- 
ficient number of :arger capacity tank cars for the Eastern movement and 
to place tank cars having a shell capacity of less than 7,000 gallons in 
the shorter hauls and in those services for which they are specially 
adapted, such as the transportation of lubricants. 

A further reason for extending the mileage radius of the permit sys- 
tem was to prevent certain injustices that had arisen in cases where 
those who had cooperated by converting to tank trucks found that this 
resulted only in the loss of their customers to those who could ship by 
tank car over distances somewhat longer than 100 miles. 

I want to emphasize that shippers who have movements between 100 
and 200 miles which cannot be converted to tank truck without elimi- 
nating tank truck movements of less than 100 miles should make ap- 
plication to the Office of Defense Transportation for tank car permits. 


Petroleum Transportation 


Chairman Maloney, of the Senate’s special committee to 
investigate gasoline and fuel oil shortages, has submitted, on 
behalf of the committee, an additional report, dealing with 
railway transportation of petroleum. The report said that “in 
view of the excellent progress and cooperation achieved by all 
interests concerned with the railway transportation of petro- 
leum in recent months, the committee deems it advisable to 
conclude the study and investigation on tank-car equipment 
and traffic with the filing of this report.” It said the committee 
planned no further inquiry unless new problems arose in con- 
nection with the petroleum and solid fuels needs of the nation’s 
civilian and military consumers. 

The report noted that the number of barrels of oil deliv- 
ered daily to the east coast area by tank cars had been in- 
creased from 100,800 for the week ended Seeptember 27, 1941, 
to 830,820 barrels for the week ended August 15, 1942. In its 
discussion of the growth of the rail tank car movements to the 
east, it observed that the Office of Defense Transportation, by 
its general order No. 7, required that special permits be ob- 
tained for the use of tank cars for hauls of less than 100 miles. 
The committee said it was found that a tank truck often could 
relieve from 5 to 10 railroad cars, particularly where a large 
amount of railroad switching was necessary. 

If the number of tank cars now serving the east could be 
increased to 80,000, it said, the oil companies might be able to 
deliver 1,000,000 barrels of oil daily by rail. The report com- 
mended “every part of the transportation industry that has 
contributed to the progress of the delivery of petroleum” and 
said the work of the Office of Petroleum Coordinator had been 
of special interest to the committee. It said the “most salient 
factors’ that were contributing to the increased volume of 
petroleum now being moved by the shippers and the railroads 
and to the increased speed of movement were the followinz: 


1. Solid trains of loaded and empty tank cars are moved speedily 
on main tracks through yards and terminals. 

2. Considerable switching is saved by the block billing of empty cars 
from unloading points, that is, billing in large groups rather than in 
single tank cars. 

3. Empty tank cars are distributed at the larger loading points by 
the same blocking plan. 

4. Direct routes are substituted for circuitous routes. 

5. Concentration of oil movement to eastern points is made on one 
good route to each point instead of by the division of considerable ton- 
nage over two, three, or even four routes. This method permits train- 
load handling of loaded and empty tank cars. 

6. Sunday and holiday switching and train service are used to meet 
the expanded activities of the oil industry. 

7. New tracks and facilities have been constructed by the railroads 
to meet the increased demand at the loading and unloading points. 

8. Close supervision is given carriers of principal movements, es- 
pecially of crude oil in train-load lots. 

9. Oil companies are substituting tank trucks for tank cars on 
cross town or short haul movements. 


10. Car owners and railways are assigning mechanics to the various 
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‘loading and unloading points to make minor repairs and inspections; 
this plan is saving a great deal of time. 

11. Shippers and receivers are being encouraged to load and unload 
as fast as possible, and to work 7 days a week if necessary in order not 
to hold cars over 24 hours. 

12. Checks are made by field men for delays at principal gateways 
and terminals, and attempts are made to prevent these delays and to 
speed railroad handling of oil. 

13. Checks also are made by field men at shipping and receiving 
points to prevent detention. 

14. Supervision of these matters is made by the car efficiency com- 
mittees of shippers’ advisory boards. 


Petroleum Coordinator Ickes reported that, in the week 
ended September 19, tank car shipments of oil into the east 
coast area “shattered all previous records for the second con- 
secutive week, with an average of 856,710 barrels daily. In 
shipping that total daily to the eastern seaboard, he said, 
37 oil companies loaded 28,557 cars. 

Coordinator Ickes announced, September 29, that he had 
issued an order, described by him as “a far-reaching move to 
increase oil deliveries to the east coast,” requiring all oil com- 
panies importing petroleum products from .the west to pool 
their petroleum supplies and terminal facilities on the Atlantic 
seaboard. The requirements were set out in the coordinator’s 
petroleum directive No. 59. 

_ Deputy Coordinator Davies said that, under terms of the 
order, tank cars would move to the seaboard in solid trains 
“wherever practicable from now on,” and would be unloaded 
only at selected, centrally-located terminals, capable of han- 
dling trainload shipments. Terminals would be located in each 
of six zones into which the east coast area comprising 17 
states had been divided, he said. He added that specific sources 
of supply would be designated in the west and southwest for 
each terminal and that arrangements would be made to con- 
centrate products at those points in trainload quantities. The 
announcement said the result of the order would be the joining 
together of the oil companies serving the east, “in one con- 
certed effort to step up railroad tank car shipments to the 
maximum and to squeeze the last possible barrel of oil out of 
all other available overland transportation facilities.” Continu- 
ing, it said: 


Incoming supplies of all principal products, as well as all products 
manufactured in eastern refineries, will be pooled for allocation among 
all companies operating in a particular zone in proportion to their 
percentage of total sales in that zone in 1941. To assure uniform prod- 
uct standards, minimum war-time specifications are to be established by 
the Office of Petroleum Coordinator for each of the four products— 
gasoline, kerosene, heating oil and industrial oil. Products will con- 
tinue to be marketed under the brand names of the individual com- 
panies, however. 

Distribution from terminals to the extent possible will be by truck 
transport, tank truck, or barge only, with the result that tank car 
trains will move no further than the central terminals, where they will 
be unloaded and returned direct to the west as solid trains. The prac- 
tice in the past has been to break up most trainload shipments at rail- 
road gateways and to fan the tank cars out to bulk plants or to. cus- 
tomers for unloading. By stopping this practice, which has léd to un- 
necessary delays, cars will be able to make more round-trips and, 
therefore, to deliver more oil to the east, to the limit of railroad op- 
erating capacity. 

To the extent that products can be made available locally by other 
means, tank car shipments into east coast refining areas or into areas 
served by pipeline, barge and tanker terminals will be halted. Simi- 
larly, shipments out of such areas will be permitted only to the extent 
that there exists an excess of production and receipts of the four prin- 
cipal products. 

The six zones into which the Atlantic seaboard has been divided 
for purposes of directing and controlling the flow of oil products are: 

Zone 1—New England states. Zone 2—Delaware, New Jersey, and 
those parts of New York and Pennsylvania lying east of and including 
the counties of Cayuga, Tompkins, and Chemung (in New York), and 
Bradford, Sullivan, Columbia, Montour, Northumberland, Dauphin, and 
York (in Pennsylvania). Zone 3—Maryland, Virginia, and District of 
Columbia. Zone 4—North Carolina and South Carolina. Zone 5—Florida 
and Georgia. Zone 6—West Virginia and those parts of New York and 
Pennsylvania not included in Zone 2. 


The 24-inch pipeline from the east Texas oil fields to Nor- 
ris City, Ill., construction of which is being financed by the fed- 
eral government as part of its program to speed the movement 
of petroleum to the east, is 29 per cent complete, according 
to the Office of Petroleum Coordinator for War. More than 8 
miles of the line were completed September 23, it was stated. 
It is hoped the line will be completed in December and ready 
for initial operation by January 1. The line will have a carry- 
ing capacity of 300,000 barrels daily. 


Tank car shipments of oil into the east coast averaged 835,- 
530 barrels daily for the week ended September 26, Petroleum 
Coordinator Ickes announced, October 1. 


This was a decrease of 2.5 per cent, or 21,180 barrels, com- 
pared with the volume moved in the preceding week, when 
car loadings reached the all-time high of 856,710 barrels daily, 
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he observed. He added that, in shipping 835,530 barrels daily 
to the Atlantic seaboard, 39 companies loaded 27,851 cars. On 
the basis of an average of 210 barrels pcr car, these cars car- 
ried an equivalent of 5,848,710 barrels of petroleum and petro- 
leum products in the week, he said. 


Petroleum and Rubber Controls 


The number of truck tires made available for rationing in 
October will be 12 per cent below the September quota, the 
Office of Price Administration has announced. Passenger car 
tire quotas, new and recapped together, would be about 4 per 
cent less for October than the allotment for September, it said. 

“A new truck tire quota of 202,840 for October compares 
with 239,445 for September, while the allotment of recapped 
tires and recapping services for trucks is 238,973, against 262,- 
258, and the inner tube quota is 225,620 against 262,261,” said 
the announcement. 


Nationwide “Gas” Rationing 


Rubber Director Jeffers has ordered nationwide gasoline 
rationing on the basis now in effect in the 17 eastern seaboard 
states, and has directed the Office of Price Administration to 
carry out the rationing program. He issued the following 
directive: 


(1) The Office of Price Administration is hereby directed and author- 
ized to institute nation-wide gasoline rationing on the same basis as the 
gasoline rationing program now existing in the eastern states. 

(2) It will be understood that after the installation of a nation-wide 
gasoline rationing, the Office of Defense Transportation will review the 
program from the standpoint of its effects upon the transportation serv- 
ice of the nation. 


(3) The existing arrangements between the Offic of Defense Trans- 
portation and the Office of Price Administration relative to rations for 
commercial vehicles in accordance with general order O. D. T. No. 21 
will be continued and extended throughout the nation. 


Mr. Jeffers also issued a statement in which he said that, 
as rubber director, he was charged with three principal duties: 
(1) to provide the rubber for military needs; (2) to provide 
tires for essential civilian driving and rubber for essential manu- 
facturing needs, and (3) to accomplish these two requirements 
with as little disturbance as possible to the economic life of 
the nation’s citizens. He said he believed those requirements 
could be met most fairly by fixing a maximum speed limit of 
35 miles an hour and by nationwide rationing of gasoline. 

Continuing, he said, in part: 


Reducing the speed limit to 35 or less miles per hour kills two 
birds with one stone. It will give you more miles for every gallon of 
gasoline you do have, and what is more important, it will give you at 
least 40 per cent more miles on the tires you now have... 


The O. P. A. coupon plan for rationing gasoline effective 
in the east since July 22, it was stated, provided a basic ration 
of 2,880 miles of driving a year. Supplemental monthly rations 
permitting a grand total of up to 470 miles of driving for occu- 
pational purposes are issued to motorists who show vocational 
need for this driving, and also show they have formed a car- 
sharing club. Only a few groups of drivers held essential to 
the war effort, including operators of commercial trucks and 
busses, are included in a preferred mileage class for which 
more than 470 miles of driving a month is allowed. 


The O. P. A. has announced that use of a vehicle to evac- 
uate civilians from danger zones or places where they might 
interfere with military operations has been added to the list 
of services that may be performed on rationed tires. 


Rationing and Tire Inspections 


Merging of the gasoline and tire rationing programs into 
a single system to control mileage of the nation’s passenger 
autos according to essentiality of use has been announced by 
Price Administrator Henderson. He said the rationing plan 
would become effective throughout the country probably about 
November 22. 

Observance of a 35-miles an hour maximum speed limit 
would be a basic requirement in both gasoline and tire ration 
allowances, he said. 

Some 20 million passenger cars outside of the present 
gasoline rationed area would be brought under mileage ration- 
ing when the plan goes into effect, Mr. Henderson said. He 
estimated that mileage rationing would cut the use of private 
passenger cars an average of almost 60 per cent from normal. 

“Owners of cars in the as yet unrationed area,” he con- 
tinued, “will be required under the plan, to register and will 
receive a basic gasoline ration for their cars allowing 2,880 
miles per year at the present value of the coupons, assuming 
15 miles to the gallon. The time and places for this registra- 
tion will be announced later. 

“Additional mileage up to 470 miles a month may be ob- 
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tained by the motorist who can show that the ‘A’ book is not 
sufficient to meet his occupational needs, and who shows either 
that he has formed a car-sharing club to keep his car filled to 
capacity while in use, or that he has been unable to do so and 
that there is no other means of transportation available to him. 

“A special ‘preferred mileage’ category is provided for 14 
types of occupations deemed essential to the war effort and to 
the public health and safety. These rations issued through a 
‘C’ book, are tailored to meet the proven need, without a spe- 
cific ceiling on the mileage. Tires on all cars must be sub- 
mitted to O. P. A. for on-wheel inspection every 60 days to 
insure proper care. 


Gasoline rationing in the eastern states had reduced driv- 
ing of the average passenger car there close to the 5,000-mile 
annual limit recently recommended by the Baruch committee 
and thus offered a “preview” of rationing as it would be 
applied nationally to save tires, said Price Administrator 
Henderson, September 28. He said that according to O. P. A. 
studies of motor car operation in the first two months of ration- 
ing under the coupon plan in the east, the estimated 7,200,000 
passenger cars in the rationed area were averaging only 5,170 
miles a year and, that, accordingly, O. P. A. estimated that 
150,000,000 miles of tire wear were being saved daily in the 
east. O. P. A. also had estimated that private passenger car 
driving had been reduced nearly 60 per cent under coupon 
rationing, he said. He added that 68 per cent of the cars in the 
tabulation were operating on “A” books, permitting 240 miles 
of driving a month; that 18 per cent had “B” books as well as 
“A” books, permitting 510 miles of driving a month, and that 
14 per cent had received “A” and “C” books, allowing an 
average of 1,275 miles of driving a month. 


The Office of Price Administration has announced that 
persons in the tire or automobile business, and certain others, 
who have stocks of new tires or tubes, recapped tires or re- 
capping material in public warehouses may now remove them 
without the special authorization that has been required pre- 
viously. O. P. A. also has authorized an owner to pledge his 
stocks of tires, tubes or recapping material as security for 
a loan from a state or federal agency or other person licensed 
to make such a loan. The warehouse withdrawal permission 
applies to retailers, wholesalers, distributors and manufactur- 
ers of tires or camelback, to manufacturers, assemblers or 
dealers in vehicles equipped with tires, and to recappers and 
dealers in recapped tires. Others included are the Defense 
Supplies Corporation and persons who are authorized to take 
possession of warehoused tires, tubes or camelback in con- 
nection with loan and security transactions permitted by the 
O. P. A. regulations. The warehouse withdrawal authority 
is set forth in amendment 31 of the O. P. A. revised tire ra- 
tioning regulations. 

Senator Willis, of Indiana, has introduced S. Res. 295, 
requesting Rubber Director Jeffers to report to the Senate 
every 30 days the status of rubber supplies and the progress 
of rubber production in the United States, including a state- 
ment of the raw materials used in rubber production processes. 

Speaking in the Senate as he introduced the bill, Senator 
Willis said that whether the future rubber program would in- 
clude the production of rubber from agricultural and forest 
products was yet to be developed. In the meantime, he said, 
action on the President’s veto of the bill providing for appoint- 
ment of an administrator to supervise production of the ele- 
ments of synthetic rubber from agricultural products, was be- 
ing held in abeyance. 

“I do not believe that members of the Senate are of the 
opinion that the mere appointment of a rubber administrator 
relieves Congress of its responsibility to do everything within 
its power to attain an adequate rate of rubber production,” 
he said. ‘We have every hope that efforts to solve this prob- 
lem, foremost of all our problems, will be attended by the 
fullest measure of success has been completely demonstrated 
in material achievement.” 

Authorized representatives of labor, management, or gov- 
ernment whose services were essential in avoiding or settling 
labor disputes in establishments necessary to the war effort 
or who needed passenger cars to transport workers to those 
establishments are made eligible for recapped tires, under pro- 
visions of amendment No. 32 to the O. P. A. revised tire 
rationing regulations. The effective date of the amendment is 
October 5. 


Under amendment No. 11 to O. P. A. ration order 5A, 
owners of cars carrying students, teachers and school employes 
to and from school may obtain supplemental rations of gasoline, 
the O. P. A. has announced. However, it said, such supple- 
mental rations would be limited to automobiles regularly car- 
rying four or more persons of the occupations designated. 
Moreover, it added, alternative means of transportation must 
be shown to be inadequate. The preferred mileage status thus 
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accorded transportation of students, teachers and school em- 
ployes allows driving above 470 miles a month. 

Appointment of Col. Bradley Dewey, Cambridge, Mass., 
as deputy rubber director was announced September 29 by 
Rubber Director Jeffers. The announcement said: 


Colonel Dewey is associated with Dewey and Almy Chemical 
Company, one of the pioneers in synthetic rubber research in the 
United States. It was the second company in this country to use 
rubber latex on a commercial scale and one of the first to substitute 
synthetic rubber for the natural product. In 1938, Colonel Dewey 
visited many of the leading European rubber factories and laboratories 
and returned to the United States to start intensive research in Buna 
S rubber. Materials to erect a synthetic rubber plant with its own 
funds were granted the company in December, 1941, and the plant 
went into operation in August of this year. 

Holder of the Distinguished Service Medal for his work as chief of 
the gas defense division of the Chemical Warfare Service in World 
War I, Colonel Dewey has served as a C. W. S. consultant since. He 
also is a consultant on rubber problems to the Army Quartermaster 
Corps. He is a life member of the Corporation of Massachusetts In- 
stitute of Technology and a member of many scientific societies. 


The O. P. A. issued an order, September 30, freezing the 
sale of used tires and tubes. At the same time it announced 
that used tires soon would be rationed to carry out the Baruch 
committee’s recommendation of providing tires for all essential 
uses. With the beginning of used tire rationing, said the O. P. A.. 
the freeze order would be lifted to the extent necessary to per- 
mit sale to certificate holders. It said it was important to have 
available for rationing not only the mileage represented by 
used tires with good tread thicknesses still remaining, but 
also the supply of recappable carcasses that were, it said 
“the starting point of any successful recapping program.” The 
freeze order was contained in amendment No. 34 to the re- 
vised tire regulations of the O. P. A. 

The O. P. A. also announced that members of the Selec- 
tive Service System would be allowed gasoline needed to drive 
their cars between homes and the places at which selective 
service work was carried on, if they received government com- 
pensation for such travel. In addition, it said, members of local 
war price and rationing boards would be allowed gasoline 
needed to drive their cars to and from their places of wor'. 
Those provisions, it said, were embodied in amendment No. 12 
to O. P. A. ration order 5-A. 

Senator Downey, of California, declared in the Senate, 
September 30, that the Baruch committee’s report on the 
rubber situation was parallel in its findings and recommenda- 
tions to the report filed several months earlier by the so-called 
Truman committee, the Senate’s special committee investigat- 
ing the defense program (see Traffic World, May 30, p. 1417). 

“The first part of this year or the last part of last year,” 
he said ‘‘a resolution was introduced in the Senate for the 
investigation of the rubber problem. The resolution was 
referred to the Truman committee. The Truman committee 
carried on one of the ablest and most exhaustive investigations 
of which I have known. Able experts testified. Thousands 
of dollars were spent. Senators, after long thought and med- 
itation, wrote one of the finest reports I have read. I am 
free to say that because I had nothing to do with it. To read 
that report is to read a masterpiece. I do not know whether 
the President of the United States ever knew anything about 
it. However, months passed, and he appointed Mr. Baruch 
to make an investigation. Many months after the Truman 
committee brought in its report, Mr. Baruch submitted his, 
parallel in its findings and recommendations with what the 
Senate committe had recommended. In other words, a com- 
mittee of this body, after months of investigation, had made 
its report, which was entirely ignored by the Chief Executive. 
Later another report, almost identical in its findings, was 
acted upon by the Chief Executive. Is there any sense in 
that ?” 


TRUCK CONSERVATION AND NEWSPAPERS 


“We have had carrier after carrier reporting case after 
case where 40 per cent or more increased volume has been 
transported during a calendar month this year over 35 to 40 per 
cent less miles than such carrier operated during the corre- 
sponding month of a year ago,” said E. M. Brady, chief of the 
city deliveries section in the O. D. T. motor transport divi- 
sion, speaking at a meeting of the Central States Circulation 
Managers’ Association, September 29, in Chicago. He made 
that statement in the course of a discussion of efforts by the 
O. D. T. to obtain maximum utilization of existing transporta- 
tion facilities. 

“These accomplishments,” he said, “have been due to re- 
duction in frequency of service, elimination of parallel or 
duplicating routes, zoning of operations and compliance with 
our outstanding orders. Much progress can be made through 
the formation of pooled or cooperative deliveries. Such ac- 
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tion produces the maximum conservation of property taken. 
The tormation of pooled or cooperative deliveries necessarily 
involves joint and collective action by members of industry.” 

Mr. Brady said there had been established a procedure 
for obtaining clearance by the Department of Justice of any 
joint action by motor carriers that might not come within the 
provisions of the joint statement issued March 12 by the O. 
D. T. and the Department of Justice (see Traffic World, March 
14, p. 709). Partses to such a proposed joint action might sub- 
mit their plan, in writing, to the O. D. T.; thereupon, the 
O. D. T. in turn would submit it to the Department of Justice 
for clearance, and it that department cleared the plan, the 
parties to it woud be advised immediately, he said. 

He called attention to the organization of a United States 
‘ruck Conservation Corps by the O. D. T., in its campaign for 
better care and maintenance of motor vehicle equipment, and 
added that the newspapers could help to put this campaign 
over by encouraging other truck operators to participate, py 
stressing the importance of proper maintenance through news 
and feature columns. 


TIRE RESERVE FOR TRUCKS 

Officials of the American Trucking Associations, Inc., it 
was stated at the A. T. A. October 1, were awaiting a decision 
by the tire rationing branch of the Office of Price Administra- 
tion on an appeal by A. T. A. spokesmen for revision of the 
O. P. A. tire regulations so as to provide the same reserve 
of new tires for motor carriers operating under compliance or- 
ders issued by the Commission as is provided, under those reg- 
ulations, for motor carriers holding Commission-issued cer- 
tificates or permits. 

It was pointed out that the O. P. A. tire regulations allowed 
truck operators possessing certificates or permits a 10 per cent 
reserve of new tires—one new tire for every ten tires, includ- 
ing spares, used in actual operation—but that the regulations 
did not make such a provision for those operating under 
compliance orders. The A. T. A. contended that many thou- 
sands of carriers throughout the country were thus being 
deprived of a tire reserve, though the operations of carriers un- 
der compliance orders did not differ substantially from those 
of carriers possessing certificates or permits. 


W. P. B. AUTOMOBILE SPECIALISTS ° 


More than 50 automobile specialists are being added to the 
regional district offices of W. P. B. to act as liaison between 
the W. P. B. and the automotive industry in its various 
branches, R. L. Vaniman, chief of the automotive branch of 
W. P. B. has announced. 

“Primary function of the automotive field men, he said,” 
will be to enable automobile manufacturers, parts makers, 
garages, dealers and others whose business is served by the 
automotive branch to transact business without coming to 
Washington. The field men will also be a clearing house for in- 
formation both to and from industry and W. P. B. The field 
men will work to maintain frozen vehicles in proper condition, 
will cooperate with manufacturers in seeing that sufficient 
parts are provided to keep essential automobiles on the road, 
will expedite delivery of supplies, and investigate inventories. 

“Among the first jobs of the new field men will be one 
of supervising the periodical inspection of new cars and trucks 
under general conservation order M-216, which imposes definite 
standards of maintenance on all new automotive vehicles in 
storage.” 


Oo. D. T. FIELD OFFICES 


The appointment of nine regional administrative officers to 
assist in expediting Office of Defense Transportation operations 
in the field was announced September 29 by Director Eastman. 

“Establishment of the new regional offices has been made 
necessary by the expansion of the field staff of various O. D. T. 
operating divisions, notably the division of motor transport 
which is increasing the number of its district offices from 55 
to 142,” said the O. D. T. 

“Regional administrative officers will handle such matters 
as the allotment of funds to O. D. T. field offices, supervision of 
accounts, approval of personnel appointments in the field, and 
similar administrative functions. 

“They will perform these duties for the field offices of 
all O. D. T. divisions having such offices—the divisions of motor 
transport, local transport, and railway transport—the plan 
being to bring all such operations together in the same cities 
and in the same buildings. 

“The new regional staff will be under the supervision of 
Simon C. Skeels, O. D. T. administrative officer at Washington. 

“The new regional offices are located at New York, Phila- 
delphia, Atlanta, Cleveland, Kansas City, Dallas, Chicago, Den- 
ver and San Francisco. 
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_ “Following are the newly appointed regional administra- 
tive officers: 


Region 1—Walter A. Latzer, New York City, 
the budget office of the Defense Housing Agency. 

Region 2—Robert E. Stufflebeam, Philadelphia, formerly with Cen- 
tral Administrative Services, Office of Emergency Management. 

Region 3—John M. Simmons, Atlanta, former administrative officer 
for the Bureau of Economic Warfare. 

Region 4—Henry H. Eccles, Cleveland, who has been chief of the 
budget section of C. A. S. 

Region 7—Ralph E. Ellis, Chicago, formerly an O. E. M. recruitment 
specialist assigned to field problems of the O. D. T. 

Region 5—Kenneth W. Lafferty, Kansas City, 
placement officer, O. E. M. 

Region 9—Joseph F. Durand, Denver, formerly regional chief of 
loans and collections section, Farm Security Administration, in that city. 

Region 10—William C. Helvey, San Francisco, formerly regional 
chief of loans and collections section, Farm Security Administration 
in that city. , 

Region 6—John A. Lubbe, Dallas, former regional administrative 
officer for the forest research division of the Forest Service, U. S$ 
Department of Agriculture, New Orleans. P 
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MOVING VANS AND TIRE RATIONING 


J. F. Rowan, executive secretary of the Household Goods 
Carriers’ Bureau, has made public a letter addressed by him to 
Robert Ss. Betten, chief of the tire rationing branch of the Office 
of Price Administration, setting forth objections of household 
goods movers to specified tire rationing regulations and inter- 
pretations issued by the O. P. A. 

Among other things, Mr. Rowan cited a regulation that 
common carrier veh:cles operated under compliance orders of 
the Interstate Commerce Commission are not eligible for emer- 
gency stocks of tires and tubes, and that the regulations re- 
quire carriers to possess certificates or permits from the Com- 
mission. That provision, said Mr. Rowan, automatically dis- 
qualified about 60 per cent of household goods common car- 
riers in interstate commerce. 

“It is inconceivable that discrimination resulting from the 
technical difference of word description of the identical au- 
thority occasioned by the elimination of common carriers under 
compliance order and the favoring of common carriers under 
‘certificates’ was intended,” he said. 

He added that a certificate was not in itself the sole identifi- 
cation of common carrier existence and that, under the law and 
by rules and regulations of the Commission, common carriers 
that were awaiting certificates were in no less degree regulated 
than common carriers that held certificates. 


0. D. T. Motor Certificates 


_Application blanks to be filled out by commercial motor 
vehicle operators requiring O. D. T. Certificates of War Ne- 
cessity would be mailed from the O. D. T.’s central mailing 
office at Detroit, Mich., and would be accompanied by self- 
addressed envelopes for their return, said the O. D. T. in its 
announcement of instructions for applicants (see Traffic 
World, September 26, and p. 607, September 12). 

The O. D. T. said that, since every operator must report 
the number and condition of all tires in his possession by sizes 
or size groups, it would have “a complete inventory of all tires 
now on the wheels of the country’s more than 5,000,000 non- 
ow commercial vehicles or held for the use of such ve- 

icles.” : 

“As the mailing is completed in a given area,” it continued, 
“all counties covered will be announced. Any operator of a 
truck, bus, taxicab, jitney, ambulance, hearse or vehicle for 
public rental who resides in any such county and who has 
not received his application when that announcement appears 
should immediately apply to the nearest field office of the 
O. D. T.’s division of motor transport, stating the number of 
self-powered vehicles he operates so that the proper applica- 
tion blank can be forwarded to him. 

“If a fleet operation consists of both (1) tank trucks and 
vehicles for hauling dry freight, or (2) busses and freight ve- 
hicles, the owner should apply for separate certificates on each 
type of operation.” 


The O. D. T. said that operators would be required to sub- 
mit the following information, in addition to tire data: 


Types of business for which vehicles are operated. 

Purposes for which the vehicles are principally used, such as farm- 
ing, service, transportation of passengers, transportation of workers 
or patrons or transportation of articles (to be specified by applicant). 

Area of operation—local or over-the-road or both. 

Nature of operation—distribution or other. 

Cities where vehicles are operated. 

Territory of over-the-road operations. 

Number of vehicles owned; number of vehicles leased or rented: 
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names and addresses of persons to whom any vehicles are regularly 
leased or rented. 

Complete data on past operations and estimated future operations 
by quarters—July, August and September of 1941 and 1942; October, 
November and December of 1941 and 1942; January, February and 
March of 1941 and 1943; April, May and June of 1941 and 1943—and for 
the entire 12 months of 1941 and July through June of 1942-1943, in- 
cluding: 

Miles operated quarterly by vehicles owned and vehicles leased 
to and from others; vehicle miles quarterly for special deliveries and 
call backs; vehicle miles quarterly under exemptions and permits; 
trips operated quarterly; average load a trip, in terms of tons, cubic 
feet or other units; average unit capacity of vehicle in tons, cubic feet 
or other units, and average load in terms of percentage of capacity 
of vehicles. 


“Operators also will be required,” said the O. D. T., “to 
specify what O. D. T. orders are applicable to their operations, 
special or general O. D. T. permits applicable to their opera- 
tions, and what steps they are taking to reduce mileage, con- 
serve equipment and tires and comply with O. D. T. orders.” 

Continuing, it said: 


Those operating in an area where gasoline is rationed are required 
to state what percentage of total operations is in such area, how 
many gallons of gasoline they were allowed by their rationing boards 
and for how many miles, how much gasoline was used in the rationed 
area from July 22, 1942, to September 23, 1942, and how many miles 
were operated in this period. 

Fleet operators, as well as single unit operators, are required to 
describe in detail all vehicles for which a Certificate of War Necessity 
is required. 

An individual certificate will be issued for each self-powered ve- 
hicle in the United States and must be carried on the vehicle. 

Records of operation, subject to O. D. T. inspection, must be kept 
by all operators affected by the order, which becomes effective No- 
vember 15. 


NO JUNKING OF OLD “L” CARS 


New York City’s discarded elevated cars represented an 
irreplaceable reservoir of transportation equipment and will 
become increasingly valuable as he war continues, according to 
O. D. T.. Director Eastman. 

Mr. Eastman’s statement was in response to a suggestion 
that 800 of the old cars not yet assigned to active use in war 
transportation be junked in furtherance of the scrap metal 
drive. 

Mr. Eastman said, in part: 


Heartily as we favor the scrap metal campaign, it is my duty as 
Director of Defense Transportation to appraise existing equipment, 
whatever its state of repair, from the standpoint of whether its po- 
tential value for transportation purposes is greater or less than its 
value as scrap. 

In the case of the elevated cars, each has a certain number of valu- 
able parts, such as axles and trucks, which simply cannot be replaced. 
Manufacture of new transportation equipment has already been halted 
in most categories, and will soon be halted altogether. There would be 
no worthwhile purpose served, therefore, by scrapping equipment today 
for which there may be desperate need tomorrow. ... 

The O. D. T. examined these vehicles (there were then more than 
1,000) and determined that every one of them could be conditioned for 
active service. Since that time, more than 200 of them have been as- 
signed and are in such service. Requests for allotments from the re- 
maining 800 unassigned cars are coming in from almost every section 
of the country. These requests will be weighed carefully on the basis 
of need before any further assignments from the ‘‘pool’’ will be ap- 
proved. 


Oo. D. T. RAIL-TRUCK COMMITTEES 


Director Eastman has announced formation of transpor- 
tation advisory committees in Detroit, Mich., Philadelphia, Pa., 
St. Louis, Mo., and Buffalo, N. Y., to collaborate with the O. D. 
T. divisions of railway transport and motor transport on “rail- 
truck coordinaion studies and railroad matters generally.” 


Similar committees, he said, were now functioning in Bos- 
ton, Mass., Chicago, Ill., Memphis, Tenn., and Pittsburgh, Pa. 
He announced membership of the new committees as follows: 


Detroit: C. R. Schraff, chairman, General Motors Traffic Associa- 
tion, General Motors Corporation; Allen Dean, manager, transporta- 
tion bureau, Detroit Board of Commerce; Frank J. Armstrong, traffic 
manager, U. S. Radiator Corporation; Kenneth A. Moore, traffic mana- 
ger, Automotive Council for War Production; Norman J. Brennan, 
traffic manager, Chrysler Corporation; Ferry A. Allen, traffic manager, 
Hudson Motor Car Co., and Oscar A. Johnson, traffic manager, Ford 
Motor Co. 

Philadelphia: S. H. Williams, chairman, manager of transportation 
bureau, Philadelphia Chamber of Commerce; Joseph M. Lorek, general 
traffic manager, Philco Corporation; William A. Angus, traffic mana- 
ger, Pennsylvania Sugar Co.; C. J. Goodyear, traffic manager, Phila- 
delphia & Reading Coal & Iron Co.; Harry M. Schad, general manager 
of transportation, Atlantic Refining Co., and H. F. Sixtus, traffic man- 
ager, Sloane-Blabon Corporation, Trenton, N. J. 


St. Louis: Carl Giessow, director, traffic bureau, St. Louis Cham- 
ber of Commerce; Paul E. Conrades, president, Merchants Ice & Coal 
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Co.; Walter A. Vahle, traffic manager, Monsanto Chemical Co.; A. T. 
Sindel, traffic manager, Merchants Exchange of St. Louis; H. F. 
Thompson, General Material Co., and Edward F. Ledwidge, general 
traffic manager, Granite City Steel Co., Granite City, Ill. 

Buffalo: F. N. Schultz, traffic manager, Buffalo Slag Co.; W. B. 
Faulkner, traflic manager, Donner-Hanna Coke Corporation; Chester 
F. Hickey, general traffic manager, Curtiss-Wright Co.; W. R. Maloney, 
traffic commissioner, Corn Exchange, and chairman, Great Lakes Ad- 
visory Board; Harry Marsales, general traffic manager, Wickwire 
Spencer Steel Co., Tonawanda, N. Y., and George E. Griffith, traffic 
manager, Carborundum Co., Niagara Falls, N. Y. 





TRUCK INFORMATION OFFICES 


Establishment of joint information offices in Baltimore, 
Detroit and Kansas City, Mo., was announced September 30 by 
the Office of Defense Transportation. Previously five such 
offices had been established under the O. D. T. truck con- 
servation program. 

The new offices are located at 22 Light St., Baltimore, 
Md.; 1627 West Fort St., Detroit, Mich.; and 127 Livestock 
Exchange Building, Kansas City, Mo. Managers will be 
W. F. Kneip, Carl S. Holecheck and James E. Lockwood, 
respectively. 

The board of governors for the Baltimore office will con- 
sist of Joseph Davidson, J. Gaillard Frey, Carlton A. Guenther, 
Leonard F. Hachtel, Charles M. Nayler, Cecil W. Peeples, J. 
Marshall Stewart, Horace E. Wennagel, and Louis J. Zinser. 

For the Detroit office: E. F. Winters, Herman Deuster, 
Howard Hare, W. G. Laurence, R. Johnston, John F. Ivory, 
George H. Selfridge, C. F. Curson and Charles J. Milke. 

For the Kansas City office: H. H. Henry, R. C. McCarty, 
T. F. Behler, John M. Burk, Wayne E. Heffron, Arthur G. 
Garansson, M. L. Morton and F. H. Floyd. 

The Office of Defense Transportation has announced estab- 
lishment of a joint information office at Phoenix, Ariz. It said 
this was the ninth office of its kind to be established. The 
announcement said the office would be located at 45 West Lewis 
Avenue, that Robert F. Goff would be manager of the office, 
and that its board of governors would consist of John Neal, 
M. F. Greaves, Pascal Jacks and Cline L. Stepp. 


Control of Imports and Exports 


As a part of current moves to centralize control of ma- 
terials distribution in the War Production Board, deliveries 
for export under general exports order M-148 have been made 
subject to the assignment of preference ratings, by an amend- 
ment to the order announced by the W. P. B. director general 
for operations, September 28. 

The general exports order as amended provides that an 
order from the holder of an export license issued by the Board 
of Economic Warfare shall be filled in accordance with the 
preference rating assigned to the order by B. E. W. Specific 
authority to assign such ratings for definite amounts of ma- 
terials will be delegated to B. E. W. by the W. P. B. direc- 
tor general for operations. Previously, orders from the hold- 
ers of export licenses were in certain cases given preference 
over all others. the W. P. B. stated. Continuing, it said: 


Quotas of material for export to foreign countries will continue 
to be assigned as before by the requirements committee and export 
licenses and preference ratings covering the materials in these quotas 
will be issued by the Board of Economic Warfare. B. E. W. will 
continue to be responsible for determining the amounts which will go 
to individual countries and individual purchasers within the assigned 
quotas. 

Today’s amendment also removes restrictions contained in W. P. B. 
limitation orders, in so far as they might apply to inventory or use 
in foreign countries of materials rated by the Board of Economic 
Warfare in accordance with the new procedure. 

Outstanding export licenses issued by B. E. W. to which the M-148 
allocation stamp has been affixed, calling for the production or de- 
livery before a set date of the material specified in the license, will 
continue in effect. 

Holders of such licenses and orders thereunder will rerate the 
authorization to AA-2X in conformity with Order M-148 as amended 
today. Material will thus be produced as required by the priority 
rating. 


A detailed explanation of this procedure will be issued within the 
next few days by B. E. W. 


The Board of Economic Warfare, the Defense Supplies 
Corporation and the War Production Board jointly have an- 
nounced “a war-emergency plan under which mahogany im- 
porters can operate during the 1942-43 cutting seasons,” con- 
taining a provision that mahogany logs and mahogany lumber 
may be imported after October 1 only under contract author- 
ization from the Defense Supplies Corporation. 

The announcement said that, with a view to assuring ade- 
quate domestic supplies of mahogany, the plan was designed 
to remove certain extraordinary transportation risks encoun- 
tered by importers in meeting United States war needs, and 
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that, at the same time, it would help stabilize the economies 
of mahogany exporting countries. Continuing, it said: 


Under contract agreements, importers will act as agents of the 
D. S. C., purchasing mahogany for its account and repurchasing im- 
mediately thereafter. For specification grades, D. S. C. will pay for 
logs prices equivalent to the importer’s direct cost of procurement, and 
for lumber prices equivalent to his actual cost at the mill. In the 
event shipping does not become available within specified periods, D. 
S. C. agrees under certain conditions to repurchase ‘‘specification lum- 
ber’’ from importers for warehousing. In similar cases, it will reim- 
burse importers of ‘‘specification logs’’ for actual out-of-pocket de- 
terioration losses. The agreement also includes terms and conditions 
under which D. S. C. will purchase sub-specification lumber for stock- 
piling. 

Equalized freight rates, subject to amendment with changing con- 
ditions, are established to help offset importers’ risks which may arise 
from wartime fluctuations in the cost of transporting either logs or 
lumber from shipping areas to ports of entry in the United States. 
These rates are intended to place all importers on an even competitive 
basis regarding transportation costs. On a particular shipment, D. S. 
C. will reimburse importers for costs in excess of the equalized rate, 
and importers will pay D. S. C. any difference in the event the trans- 
portation cost is less than the equalized rate. 

Importers can obtain copies of contract forms, and detailed infor- 
mation about the agreement, by addressing the Defense Supplies Cor- 
poration or the Board of Economic Warfare, Washington, D. C. 


The stockpile and shipping imports branch of W. P. B. 
has called attention to the fact that wools finer than 44s are 
—— to the restrictions of the general imports order 
(M-63). 

Under amendment 1 to M-63-b, wools finer than 44s were 
exempted from import restrictions for the period July 2 to 
midnight September 30. 

“Effective October 1, these wools, which are high quality 
wools used for clothing and other apparel purposes, may not 
be imported without the specific permission of the Director 
General for Operations,” said the W. P. B. 


Alton Coal Supply 


Solid Fuels Coordinator Ickes on October 1 made public 
two telegrams addressed to H. B. Voorhees, vice-president, 
Alton Railroad Co., Chicago, which, he said, concerned the fail- 
ure of that railroad to comply with the government’s requests 
to store an adequate amount of coal as insurance against war- 
time disruptions in the fuel supply. 


The following telegram, he said, was sent on September 25: 


Regardless of excuses given in your letter, you are the only Class 
One railroad in the country that has disregarded the government’s 
request to stock coal. I request you to stock coal immediately, while 
you can get it, to the average of the central western region or 38 days’ 
supply, rather than run risk of upsetting coal distribution of the 
country in time of war by having to confiscate coal from war indus- 
tries or civilian use in case of emergency this coming winter. Your 
controlling railroad, Baltimore & Ohio, has seen fit to accede to the 
government’s request in a very fine way, having on hand nearly 40 
days’ supply, and there is no valid reason why you should not follow 
the same patriotic course. 


A second telegram, sent September 30, read: 


Not having received reply to my telegram of September 25, I am 
today giving copies of both of these telegrams to press so the public 
will have full information regarding seriousness of your failure to com- 
ply with the government’s request. 


Continuing, Mr. Ickes said: 


The Solid Fuels Office first advised and later repeatedly requested 
the Alton Railroad to store an adequate amount of coal on its own lines 
to make it unnecessary for the railroad to confiscate coal destined for 
other war industries or civilian use should an emergency occur during 
the winter. The Alton now carries an average of only six days’ supply 
on hand, and depends upon current receipts to keep its locomotives 
running and provide fuel for other uses. 

This situation is deemed precarious, not only to the railroad itself, 
but it places the railroad in a position in which it might have to con- 
fiseate coal moving on its lines and destined to other essential users 
should an emergency block the railroad’s supply. If such a disruption 
should occur, it might precipitate a fuel emergency in the midwest, in 
that emergency steps might have to be taken to replace the coal should 
such confiscation of coal catch essential users with insufficient fuel. 

The Association of American Railroads joined the Solid Fuels Coor- 
dinator several months ago in urging the Alton, along with all other 
railroads, to store as much coal as possible while it was readily available 
as a means of protecting both the railroads and the nation against a 
serious disruption in the fuel supply. Despite the repeated requests, 
directed specifically to the road, the Alton is the only class I railroad in 
the nation that has failed to respond. As of September 1, the other 
roads throughout the nation had built up their storage of coal to 13,- 
462,983 tons, representing an average of 45 days’ supply. The particu- 
lar roads in the central west, where the Alton is located, have an av- 
erage of 38 days’ supply on hand. 

The Alton Railroad obtains the preponderance of its coal from 
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mines in Illinois. Although the Illinois mines at the present time can 
supply more coal than consumers are purchasing, the time is in sight 
when this condition is not expected to prevail. Conversions from fuel 
oil to coal are expected to place a heavier burden on the mines of the 
state, and Illinois coal will have to supply a large part of a growing 
fuel deficit in western Missouri and eastern Kansas region. It will take 
approximately 500,000 tons of coal to meet this deficit in 1942, and in 
1943, it is expected that approximately 2,000,000 tons of coal from other 
states will have to be shipped into this region. Also, it may be neces- 
sary to ship Illinois coal into Iowa. This situation will tighten the 
Illinois coal supply considerably, and all consumers who have not 
stored sufficient coal to see them through any temporary disruption in 
coal movements that might occur during the months ahead may find it 
extremely difficult to get an emergency supply of coal. 


Coal Transportation 


All-rail shipments of coal into New England increased 
“markedly” in the week ended September 19, rising to a total 
of approximately 400,565 net tons as compared to approx- 
imately 358,050 tons in the preceding week, according to Solid 
Fuels Coordinator Ickes. The largest increase was in the ship- 
ments of anthracite coal, which totaled 2,988 cars in the week, 
making it the second heaviest weekly shipment of anthracite 
into New England this year, he said. 

Coordinator Ickes said that facilities for further increases 
in soft coal shipments to New England continued available, 
and advised consumers to store all of the bituminous possible 
in anticipation of future needs. Anthracite consumers have 
been advised to obtain whatever usable size they can readily 
obtain to meet their immediate needs, and dealers have been 
urged to distribute supplies of hard coal equitably among their 
customers. The anthracite mines were still behind in filling 
orders for certain domestic sizes, Mr. Ickes said. 

Jesse Jones, Secretary of Commerce, has announced that 
the Reconstruction Finance Corporation, at the request of the 
Office of Price Administration, will make funds available to 
cover excess costs of transportation of water-borne anthracite 
coal to certain New England areas. 


The purpose of the arrangement, he said, was to permit 
the uninterrupted delivery and sale of anthracite coal in the 
territory named at ceiling prices fixed by the O. P. A. 


The O. P. A. announced, September 28, that dealers in 
Pennsylvania anthracite coal along the Atlantic coast north of 
and including Portsmouth, N. H., and those located east of 
Stonington, Conn., who were wholly dependent on water trans- 
portation were now eligible to file for federal government ab- 
sorption of “certain increased transportation costs due to the 
war.” 

“These dealers,” said the O. P. A., “may now apply for 
adjustment under compensatory adjustment regulation No. 1 
in accordance with provisions of amendment No. 3, issued Sep- 
tember 28, and retroactive to May 18, 1942, the date on which 
the original regulation was issued. The regulation originally 
applied only to receivers in New York and New England of 
bituminous coal. The new compensatory adjustment plan has 
been worked out jointly by the Office of Price Administration 
and the Reconstruction Finance Corporation.” 


LAND GRANT RATE REPEAL 


The Chamber of Commerce of the State of New York, 
in a report issued September 28, urges the repeal of that part 
of the law that requires land grant railroads to give s ‘ecial 
rates to the government for the transportation of United States 
military and naval forces and property. It says this is dis- 
criminatory indirect taxation and violates the principle of 
ability to pay. 

“The special freight and passenger rates given to the gov- 
ernment by the railroads,” the report says, “had their begin- 
ning with the federal land grants to encourage the building 
of railroads during the period from 1850 to-1871. In consid- 
eration of these land grants, the railroads agreed to carry 
troops and property for the United States free, or at reduced 
rates. Later, by legislation and court decisions, the rates were 
standardized at 50 per cent of the established rates to the gen- 
eral public on government freight and passenger traffic and 
80 per cent of standard rates on mails. 

“Joseph B. Eastman, head of the O. D. T., has stated that 
the special rates given the government are now costing the land 
grants alone, $25,000,000. Although the land grant roads op- 
erate less than 18,000 miles, the rate reductions affect all com- 
peting lines, as it is necessary for them to make similar re- 
ductions to secure government business. It is, accordingly, es- 
timated that, in the present war emergency, when the rail- 
roads of the country are being called upon to transport such 
large quantities of government traffic, the reduction in rail- 
road revenues will run into substantial amounts.” 
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Railway Earnings 


Class I railroads of the United States in the first eight 
months of 1942 had an estimated net income, after interest and 
rentals, of $466,900,000, according to reports filed by the car- 
riers with the Bureau of Railway Economics of the Association 
of American Railroads. 


For the corresponding period in 1941, net income of those 
roads, after interest and rentals, was $298,968,517. 

Net railway operating income, before interest and rentals, 
of the Class I carriers in the first eight months of 1942, 
amounted to $816,776,333, compared with $651,615,398 in the 
same period in 1941. 

In the twelve months ended August 31, 1942, the rate of 
return earned on property investment averaged 4.38 per cent, 
compared with a rate of return of 3.66 per cent for the twelve 
months ended August 31, 1941, says the association, adding: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies, and cash. 
The earnings reported above as net railway operating income, repre- 
sent the amount left after the payment of operating expenses and 
taxes, but before interest, rentals, and other fixed charges are paid. 

This compilation as to earnings for the first eight months of 1942 
is based on reports from all Class I railroads, representing a total of 
231,416 miles. 

Total operating revenues in the first eight months of 1942 amounted 
to $4,629,747,344, compared with $3,403,544,130 in the same period in 
1941, or an increase of 36 per cent. Operating expenses in the eight 
months of 1942 amounted to $2,947,031,689, compared with $2,302,227,120 
in the corresponding period in 1941, or an increase of 28 per cent. 

Class I railroads in the eight months of 1942 paid $750,188,664 in 
taxes, compared with $361,228,043 in the same period in 1941. For the 
month of August alone, the tax bill of the Class I railroads amounted 
to $132,893,622, an increase of $76,136,984 or 134.1 per cent above Au- 
gust. 1941. 

Sixteen Class I railroads failed to earn interest and rentals in the 
eight months of 1942, of which one was in the Eastern District, nine 
in the Southern District and six in the Western District. 

Class I railroads in August. 1942, had an estimated net income, 
after interest and rentals, of $89,400,000 compared with $65,500,129 in 
August, 1941. Those same roads in August of this year had a net rail- 
way operating income, before interest and rentals, of $135,264,074, com- 
pared with a net railway operating income of $111,411,489 in August, 
1941. 

Operating revenues for the month of August totaled $683,806,778 
compared with $493,674,008 in August, 1941, while operating expenses 
totaled $399,292,303 compared with $313,843,279 in the same month in 
1941, 

Eastern District 


Class I railroads in the eastern district in the first eight months 
of this year had an estimated net income, after interest and rentals, 
of $201,800,000 compared with $176,392,461 in the same period last year. 

Those same roads in the first eight months of 1942 had a net 
railway operating income, before interest and rentals, of $339,476,379, 
compared with $325,624,682 in the same period in 1941. 

Operating revenues of the Class I railroads in the eastern district 
in the eight months of 1942 totaled $2,191,814,970, an increase of 29 per 
cent compared with the same period in 1941, while operating expenses 
totaled $1,430,615,803, an increase of 25.9 per cent above 1941. 

Class I railroads in the eastern district for the month of August 
alone had an estimated net income, after interest and rentals, of 
$38,000,000 compared with $32,989,199 in August, 1941. Net railway 
operating income before interest and rentals in August amounted to 
$55,441,447 compared with $52,298,774 in August, 1941. 


Southern District 


Class I railroads in the southern district in the first eight months 
of this year had an estimated net income, after interest and rentals, 
of $81,600,000 compared with $48,485,524 in the same period last year. 

Those same roads in the eight months of 1942 had a net railway 
operating income, before interest and rentals, of $124,424,240 compared 
with $91,688,925 in the same period of 1941. 

Operating revenues of the Class I railroads in the southern district 
in the eight months of 1942 totaled $650,451,759, an increase of 45.8 per 
cent compared with the same period in 1941, while operating expenses 
totaled $395,184,046, an increase of 32.2 per cent above 1941. 

Class I railroads in the southern district for the month of August 
alone had an estimated net income, after interest and rentals of 
$11,400,000 compared with $6,518,740 in August, 1941. Net railway 
operating income, before interest and rentals, in August, amounted to 
$17,095,378 compared with $12,583,547 in August, 1941. 


Western District 


Class I railroads in the western district in the first eight months 
of this year had an estimated net income, after interest and rentals, 
of $183,500,000 compared with $74,090,532 in the same period last year. 

Those same roads in the first eight months of 1942 had a net rail- 

way operating income, before interest and rentals, of $352,875,714 com- 
pared with $234,301,791 in the same period in 1941. 
; Operating revenues of the Class I railroads in the western district 
In the eight months of 1942 totaled $1,787,480,615, an increase of 42 per 
cent compared with the same period in 1941, while operating expenses 
totaled $1,121,231,840, an increase of 29.4 per cent above 1941. 

Class I railroads in the western district for the month of August 
alone had an estimated net income, after interest and rentals, of 
$40,000,000 compared with $25,992,190 in August, 1941. Net railway 
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operating income, before interest and rentals, in August amounted to 
$62,727,249 compared with $46,529,168 in August, 1941. 


A. A. R. Directors’ Meeting 


Members of the board of directors of the Association of 
American Railroads, in an all-day meeting, September 25, 
in Washington, their first since July, heard reports of un- 
precedented railroad performance, but expressed concern over 
uncertainty of the future as to sufficiency of equipment, in 
view of the already increased load borne by the railroads and 
in view of anticipated further increases, some seasonal, others 
attributable to speeding up of war activities. 

A recurring topic of conversation, however, was_ the 
demand of the nonoperating unions for wage increases (else- 
where in this issue). 

Much of the discussion centered on the questions of when 
and how the War Production Board would act on the railroads’ 
request for 80,000 new freight cars and 900 locomotives for 
1943. 

Though they expected continued increases in freight move- 
ments, the railroad officials were more apprehensive about the 
passenger car situation than about the freight car supply. The 
passenger situation now was strained with respect to week-end 
and holiday traffic, and, with military movements increasing 
and the use of private automobiles by civilians diminishing, the 
outlook for passenger service without additional equipment was 
disconcerting, it was stated. However, it was pointed out, there 
had been no report, so far, of inability of the railroads to 
handle the passenger traffic. 


Record Low for Bad Order Cars 


One report submitted at the meeting was that the per- 
centage of bad order cars on September 1 was the lowest on 
record, at 3.1 per cent, a decrease of 0.1 per cent below the 
August 1 figure, and a decrease of 1.6 per cent below the figure 
for September 1, 1941. It was reported, also, that the coal 
movement by rail in the first 37 weeks of 1942 was 17 per 
cent above the volume moved in the same period last year; that 
the all-rail movement of coal to New England in the first 37 
weeks this year had been 66 per cent greater than the volume in 
the same period last year; .that railroad fuel stocks as of Sep- 
tember 1 were 67 per cent greater than the supply a year ago, 
and that the ore movement by water carrier on the Great Lakes 
was up 17 per cent over the 1941 volume as of September 1. 

Another report stated that petroleum and its products was 
moving to the eastern seaboard area in tank cars at the rate 
of 60 trains a day, and that there was improvement in the 
performance of both railroads and oil companies in increasing 
the oil movement to the east. The average running time from 
shipping points east of the Mississippi River by tank car trains 
was 2% days, and the average from shipping points in the 
southwest was 4% to 5 days, it was stated. 

Currently there were no embargoes in effect due to any 
inability of the railroads to handle the freight, it was reported 
at the meeting. It was stated that in August the railroads 
delivered an average of 7,000 carloads of freight a day to ship- 
yards and military construction plants, and that no car deten- 
tion had occurred at such points. 

Director Eastman, of the Office of Defense Transportation, 
and several members of his staff, including V. V. Boatner, 
O. D. T. director of railway transport, met with the A. A. R. 
directors in the afternoon. Mr. Boatner discussed efficient use 
of freight cars, future traffic prospects, and oil movement 
under the new tank car priorities system announced last 
week by the War Production Board (see Traffic World, Sep- 
tember 26). 


W. P. B. POWER TRUCK CONTROL 


Industrial power trucks were put under complete W. P. B 
allocation control, including control over production, by amen‘1- 
ment No. 1 to limitation order L-112 announced September 29 
by the W. P. B. director general for operations. The action 
was taken to insure best use of production facilities, minimum 
inventory in process, and maximum production of trucks, saic 
the W. P. B., adding: 


After October 15, 1942, no manufacturer of trucks may accept any 
order or make any delivery unless it is accompanied by an authoriza- 
tion by W. P. B., and then the order may be placed only with the 
manufacturer designated by W. P. B. 

Before October 15, 1942, orders may be accepted, and deliveries may 
be made, only on an order rated A-9 or higher on Preference Rating 
Certificate PD-1A or PD-3A, or on a Preference Rating Certificate in 
the PD-408 series. 

Applications to W, P. B. to secure permission to buy, sell, and de- 
liver trucks after October 15, 1942, are to be made on Form PD-556, 
containing all pertinent information. 

Control over production of industrial power trucks after October 
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. 15, 1942, is contained in a section of the amendment which requires 


manufacturers to file with W. P. B. complete production schedules as far 
as possible in advance, but not less than three months; and a proposed 
delivery schedule for not less than one month in advance. The W. P. B. 
then may revise any of these schedules, and may require the transfer- 
ence of orders from the manufacturer with whom originally placed 
to any other manufacturer. No manufacturer may make or deliver any 
trucks except in accordance*with schedules approved by W. P. B. 

The complete control over the manufacture and distribution of in- 
dustrial power trucks imposed by today’s amendment is necessary be- 
cause an acute shortage of trucks exists. In the manufacture of much 
war material these trucks are an essential part of plant facilities, and 
the armed forces require them for handling materials both at home 
and in combat areas. Materials handling by power trucks is so much 
faster and more efficient than any other method that adequate numbers 
of them can save days of idle time for ships, in addition to avoiding 
the hazards involved in unloading delays in fighting areas. 





W. P. B. Advisory Committees 


T. Spencer Shore, chief of the division of industry advisory 
committees of the War Production Board, has announced forma- 
tion of the following industry advisory committees: Chassis 
parts subcommittee of the automotive replacement parts in- 
dustry; lumber industry transportation; anti-friction bearings 
subcommittee of the automotive replacement parts industry; 
and material requirements subcommittee of the automotive 
replacement parts industry. 


J. J. Donovan, chief, replacement parts section, automotive 
branch, is the government presiding officer of the chassis parts 
subcommittee. Members are: E. A. Clark, vice-president, Budd 
Wheel Co., Detroit, Mich.; William H. Courtright, William & 
Harvey Rowland, Inc., Philadelphia, Pa.; F. B. Willis, Bendix 
Products Division, South Bend, Ind.; J. D. Eby, vice-president, 
Wagner Electric Corporation, St. Louis, Mo.; and F. A. Miller, 


U. S. Asbestos Division, Raybestos Manhattan Corporation, 
Manheim, Pa. 


E. E. Holman, chief, lumber production section, is the gov- | 


ernment presiding officer of the lumber industry transporta- 
tion committee. Members are: K. C. Batchelder, traffic man- 
ager, West Coast Lumbermen’s Association, Seattle, Wash.; 
H. A. Gillis, traffic manager, Western Pine Association, Port- 
land, Ore.; H. A. Hanlon, Cotton & Hanlon, Odessa, N. Y.; 
J. D. Mylrea, president, Thunder Lake Lumber Co., Wausau, 
Wis.; C. A. New, manager, Southern Hardwood Traffic Associa- 
tion, Memphis, Tenn.; G. H. Shafer, general traffic manager, 
Weyerhaeuser Sales Co., St. Paul, Minn.; and Hubert Whitaker, 
Ozan Lumber Co., Prescott, Ark. 


J. J. Donovan, chief, replacement parts section, automo- 
tive branch, is the government presiding officer of the anti- 
friction bearings subcommittee. Members are: E. H. Austin, 
Timken Roller Bearing Co., Canton, O.; V. A. Dupy, United 
Motors Service, Inc., Detroit, Mich.; L. R. Murphy, Roller 
Bearing Co. of America, Trenton, N. J.; and H. H. Thorsell, 
Marlin Rockwell Co., Jamestown, N. Y. 

J. J. Donovan, chief, replacement parts section, automo- 
tive branch, is the government presiding officer of the material 
requirements subcommittee. Members are: K. J. Ammerman, 
assistant to the president, Borg-Warner Corporation, Chicago, 
Ill.; B. B. Bach, vice-president and chief engineer, Autocar Co., 
Ardmore, Pa.; F. C. Bahr, vice-president and general manager, 
Chrysler Corporation parts division, Detroit, Mich.; V. E. 
Doonan, general sales executive, Ford Motor Co., Dearborn, 
Mich.; M. D. Douglas, manager, parts and accessories division, 
Chevrolet Motor Co., Detroit, Mich.; and A. L. Johnson, War- 
ner Machinery Products Co., Muncie, Ind. 


Highway Construction Program 


Brigadier General Philip B. Fleming, Federal Works Ad- 
ministrator, has announced that the first actual engineering 
work on post-war public construction—a projected highway 
building program to cost nearly $500,000,000—is ‘‘well under 
way.” 

“The engineering work, extending from conception of the 
improvements through surveys and the preparation of detailed 
plans and specifications ready for the contractors’ bids, is go- 
ing forward as a joint federal-state undertaking,” said he. 
“It is being financed from a special $10,000,000 fund which 
the Congress authorized in the defense highway act of 1941 
with the requirement that the states match funds for projects 
according to the usual federal-aid plan.” 

Thomas H. MacDonald, Public Roads Commissioner of the 
Federal Works Agency, reported to General Fleming the ap- 
proval of projects, including the drafting of engineering plans, 
in the seven states of California, Massachusetts, Mississippi, 
Missouri, New Jersey, New York, and Oregon, and in the 
District of Columbia. Additional projects were under consid- 
eration by the Public Roads Administration, Mr. MacDonald 
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added. Actual construction would begin after the war, said 
he. 

General Fleming said this program was only part of the 
federal-aid highway construction and improvement program 
to be undertaken after the war. He pointed out that the 
projects on which the P. R. A. and state highway department 
engineers were now working were aimed at the solution of 
major traffic problems on main routes through and around 
cities and on sections of highway that would form part of the 
proposed interregional highway system, and added: 


Only projects of such magnitude as to require considerable time 
and study in planning are considered eligible for these funds. They 
are not available for projects that require only normal engineering 
work in advance of construction. These major road-building undertak- 
ings, together with normal extension of the primary and secondary 
Federal-aid highway systems, plus the extensive repair work that will 
be necessary as a result of wartime curtailment of highway mainte- 
nance, will form an important part of the reserve shelf of necessary 
public works that the Federal Works Agency is accumulating to help 
take up the slack of post-war readjustment. 

At the present time, road-building, like all other construction ac- 
tivities of the Federal Works Agency, is of necessity confined to proj- 
ects that are indispensable to successful prosecution of the war and lack 
of which would hamper the primary war program. With the coming of 
victory, however, an extensive public works program will perform a 
valuable function in providing useful employment to men demobilized 
from the armed forces and to many others who can be expected to be 
released while industry is converting from wartime to a peacetime 
production. 


SUPERHIGHWAY BILL 

Representative Wene, of New Jersey, has introduced H. R. 
7601, a bill to provide for the construction and operation by the 
federal government of a system of new military superhighways 
for national defense in time of war, or insurrection, and for 
government and commercial use by automobiles in time of 
peace. The bill provides for imposition of tolls for use of the 
superhighways. A government bond issue of ten billion dollars 
is authorized by the bill to finance the program. 


Oo. P. A. WAREHOUSE RATE ACTION 

The Office of Price Administration has announced that it 
has notified operators of cotton warehouses that they have 
until October 9 to report to the O. P. A. which of two al- 
ternate methods they have adopted to set their price ceilings. 
The O. P. A. said it had given the cotton warehouses the op- 
tion of setting their ceilings at the highest charges of last 
March or at specific cents-a-bale charges set forth by the O. P. 
A. Originally, the warehousemen were required to report by 
September 24 which method they had adopted, but considera- 
tion of such reports would be deferred pending completion of 
a study of general problems of the industry by the O. P. A., 
the announcement said. 


M. C. PRODUCTION AWARD 


The Maritime Commission’s ‘“M” pennant for “excellence 
in production” and its “Labor Merit” badge have been awarded 
to William T. Morris, of Oceanside, Long Island, N. Y., who, 
after his day of work as a driver of a U. S. mail truck, makes 
spokes in the basement of his home for steering wheels for 
Maritime Commission and naval craft. The commission said 
he has made over 12,000 spokes, and that his daily average pro- 
duction was 40 spokes ‘‘and he works absolutely alone.” He 
also makes handles for bronze steering wheels, flagpoles for 
small boats and parts of boarding ladders. The commission 
said it considered his work an outstanding example of what 
one individual with an enthusiastic determination to “help” 
could do for the war effort. The awards were presented by 
Rear Admiral Vickery, vice chairman of the commission in 
ceremonies before Mr. Morris’ home or “factory.” Postmaster 


General Walker and Representative Leonard Hall, of New 
York, were present. 


REMOVAL OF MERCHANDISE IN CUSTOMS 


President Roosevelt has signed S. 2698, authorizing the 
War Department to make transportation and storage facilities 
available for military use where military necessity exists, by 
removing to other points merchandise in customs custody (see 
Traffic World, September 19, p. 677). 


MONEY FOR I. C. C. 


President Roosevelt has asked Congress to increase the 
limitation on travel expenses for locomotive inspection for the 
fiscal year 1943 from $110,653 to $122,400. In a letter of ex- 
planation to the President, Harold D. Smith, director of the 
Bureau of the Budget, said the increased costs of travel and the 
need for maintaining the volume of travel that must be per- 
formed by locomotive inspectors in the inspection of increased 
rolling stock of carriers under the war program made it nec: 
essary to increase the limitation of the current restriction. 
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Traffie Law and Procedure 


First of a Series of Fifty-Two Articles on This Subject Written for the Traffic World by 
G. Lloyd Wilson—The Interstate Commerce Act 


e The first general act of Congress providing for regulation 
of the services and charges of carriers engaged in inter- 
state commerce—the Cullom act of 1887—was called the act to 
regulate commerce.’ Other federal laws had been enacted 
regulating certain phases of railroad operation and service. 
Congressional investigations and reports stressed particularly 
financial abuses. The act to regulate commerce followed the 
congressional investigations culminating in the Cullom report 
to Congress in 1886.’ In 1874, the Windom report to Congress 
was directed toward extravagance and corruption in finance and 
management, including stock watering and capitalization of 
surplus earnings.’ The Cullom report stated that innocent in- 
vestors had been swindled out of millions of dollars and finan- 
cial abuses had imposed “a serious and continuous illegitimate 
burden upon commerce.’* The Cullom report and the Cullom 
act, however, went further and provided for the regulation of 
transportation services and rates as well as the correction of 
pernicious financial practices. The act was particularly directed 
to the correction of the abuses of unreasonable rates and unjust 
discrimination. 

The original act to regulate commerce consisted of twenty- 
four sections. It applied only to common carriers engaged in 
the transportation of persons or property wholly by railroad or 
partly by railroad and partly by water for a continuous ship- 
ment between states and territories of the United States and 
the District of Columbia, or to or from foreign countries. 

It is not the purpose of this article to discuss in detail the 
act to regulate commerce or the successive amending and sup- 
plemental acts, nor to trace the historical development of trans- 
portation regulation. It is desirable here to summarize briefly 
the provisions of the act to regulate commerce and to enumerate 
the principal amending and supplemental acts that, together 
with the foundation or nucleus act—the act to regulate com- 
merce—constitute the present legislation regulating interstate 
transportation and carriers—the interstate commerce act. 

The original act to regulate commerce was considered ex- 
perimental. It followed, to some extent, British legislation 
regulating railways and certain other carriers, but it cannot be 
considered an American adaptation of this legislation. Rather, 
it was legislation aimed at specific abuses. It was planned to 
make changes from time to time as required by the development 
of commerce and as shown to be desirable by the experience 
with the law and its interpretation and enforcement. 

The principal substantive provisions of the act to regulate 
commerce included: 


1. The prohibition of rates or charges unreasonable per se. 

2. The forbidding of rates, charges, or practices that were unjustly 
discriminatory. 

3. The prohibition of undue preference or prejudice among persons, 
places, or traffic by reason of rates, charges, or practices. 

4. The prohibition of charging higher rates for a shorter haul than 
for a longer haul over the same lines, in the same direction, the shorter 
haul being included in the longer, when the transportation service was 
performed under substantially similar circumstances and conditions. 

5. The requirement that carriers should publish, post, and file their 
tariffs of rates and charges. 

6. The forbidding of carriers to depart from the terms, conditions, 
or charges published in their lawfully filed tariff schedules. 

7. The requirement of the filing by carriers of reports of statistical 
data. 

8. The creation of an Interstate Commerce Commission of five 
members, reporting originally to the Secretary of the Interior, to 
administer the act. 

9. The provision for the enforcement of the act by the Interstate 
Commerce Commission and the federal courts. 


Amending Acts—1889-1896 


The first group of amendments clarifying and extending 
provisions of the act to regulate commerce was enacted in 1889. 
This act required advance notice of reductions in rates, strength- 
ened the tariff provisions, gave the Commission broader powers 
in executing and enforcing its orders, and provided that the 
Commission report directly to Congress rather than through 
the Secretary of the Interior.* 

In 1891, the Commission’s powers were augmented by en- 

1 (24 Stat. 379, c. 104), approved February 4, 1887. 

*Sen. Rep. No. 46, 49th Congress, 1st Session. 

*Sen. Rep. No. 307, Part I, 43rd Congress, 1st Session. 

Op. KK... 2. 52. 

5 (25 Stat. 855, c. 382), March 2, 1889. 


abling it to require the compulsory attendance and testimony 
of witnesses and production of documentary evidence, and pro- 
viding for the taking of evidence in proceedings before the 
Commission by deposition.° 


A minor amendment to the act was made in 1895 permitting 
carriers subject to it to issue joint interchangeable mileage 
passenger tickets.’ 


A minor change in procedure in taking depositions of wit- 
nesses was made in 1896 authorizing the appointment by the 
federal district courts of United States commissioners before 
whom such depositions could be taken.* 


Supplemental Acts—1901-1903 


Acts supplementing but not amending the act to regulate 
commerce were enacted early in the Twentieth Century. 

The accident reports act of 1901 required interstate com- 
merce carriers to report accidents. This act was repealed by 
the act of 1910.° 


The expediting act of 1903 provided for the handling of 
certain types of cases under the interstate commerce act by a 
three-judge court, for priority of such cases on the court docket, 
and for direct appeal to the United States Supreme Court.” 


The Elkins act of 1903 was a noteworthy law providing 
severe penalties for violation of the carriers’ tariffs and greatly 
strengthening the control of the Commission over rebating and 
tariff violations.” 


The appropriations act of 1903 provided for the immunity 
of witnesses in cases brought under the interstate commerce 
act.” 

Hepburn Act of 1906 


One of the landmarks in federal regulation of transporta- 
tion was the Hepburn act.” For nearly twenty years effective 
regulation had been hampered by defects of the act and court 
interpretation. The Hepburn act ended what Clyde B. Aitchison, 
chairman of the Commission, has characterized as ‘the period 
of doldrums” and inaugurated a period of rehabilitation and 
extension of powers of the Commission. 


This act gave the Commission power to prescribe rates for 
the future. It modified the enforcement procedure and imposed 
severe penalties for violation of the act. The Commission was 
empowered to establish through routes, joint rates, and divi- 
sions among the carriers. Other interstate carriers, including 
petroleum pipelines, sleeping and chair car companies, and 
express companies were made subject to the act. Carriers were 
required to establish and maintain through routes and rates. 
Free transportation was restricted. The transportation of goods, 
with certain exceptions, in which the carriers were financially 
interested, was prohibited by the “commodities clause.’”’ Switch 
connections were required to be established with branch lines 
or shippers on proper application. Preference was required to 
be given in time of war to troops and materials of war. Allow- 
ances to shippers for services were required to be reasonable 
and to be published. Carriers’ liability under bills of lading 
contracts was extended and clarified. The tariff sections of the 
act were greatly extended and strengthened. Rebating was 
prohibited. Carriers’ reporting obligations were increased. The 
membership of the Commission was enlarged from five to seven 
members, and the term of office was extended to seven years. 
The Commission was authorized to appoint special examiners 
to examine accounts and records and to receive evidence in 
proceedings before the Commission. 


The immunity of witnesses act of 1906 provided that the 
immunities provided for in prior acts extended only to “natural 
persons” testifying in obedience of subpoenas.“ 

In 1908, the act was amended by defining more clearly 


6 (26 Stat. 743, c. 128), February 10, 1891. 

7 (28 Stat. 643, c. 61), February 8, 1895. 

8 (29 Stat. 184, c. 252), May 28, 1896. 

® (31 Stat. 1446, c. 866), May 3, 1901; and (36 Stat. 350, c. 208), May 
6, 1910. 

” (32 Stat. 823, c. 544), February 11, 1903. 

11 (32 Stat. 847, c. 708), February 19, 1903. 

12 (32 Stat. 904, c. 755), February 25, 1903. 

138 (34 Stat. 584, c. 3591), June 29, 1906, and Joint Resolution No. 47, 
(34 Stat. 838), June 30, 1906. 

14 (34 Stat. 798, c. 3920), June 30, 1906. 
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employes and their families authorized to receive free trans- 
portation.” 

The preservation of carriers’ records and the period of time 
for which they must be kept before being destroyed are matters 
which the Commission is authorized to prescribe by the amend- 
ing act of February 25, 1909.” 


Mann-Elkins Act, 1910 


In 1910 another great milestone in federal regulation was 
erected by the passage of the Mann-Elkins act.” This act 
created a Commerce Court with jurisdiction over proceedings 
to set aside orders of the Commission. It required carriers to 
appoint statutory agents at Washington for service of orders. 
A commission to be appointed by the President to investigate 
the issuance of securities by the carriers was provided. The 
Interstate Commerce Commission’s powers to institute investi- 
gations on its own motion were amplified, by authorizing it to 
issue affirmative order in such cases. New traffic schedules 
or supplements could be suspended and investigated by the 
Commission before going into effect. The Commission’s author- 
ity to establish through routes and joint rates was extended and 
the carriers’ obligations to establish joint routes, rates, and 
services were extended to include the furnishing of facilities 
and interchange of cars. The carriers’ classifications, regula- 
tions, and practices were required to be just and reasonable. 
The “long and short haul” clause of section 4 was modified by 
eliminating the phrase “under substantially similar circum- 
stances and conditions,” including a clause prohibiting higher 
rates than the aggregate of intermediate rates, and forbidding 
the increasing of rates reduced to meet water competition un- 
less the increases were justified on grounds other than the 
elimination of water competition. The Commission was author- 
ized to reject tariffs that did not give lawful notice of the 
effective date. Penalties were provided for false claims for loss, 
damage, or delay, and for attempts to induce unjust discrimina- 
tion. The Mann-Elkins act placed wire or wireless telephone, 
telegraph, and cable companies under the jurisdiction of the 
Commission. These companies later were placed under the 
jurisdiction of the Federal Communications Commission by the 
federal communications act, 1934. 

In 1911 changes were made in the jurisdiction and pro- 
cedure of the Commerce Court and of the United States Dis- 
trict Court.” 


Panama Canal Act, 1912 


In 1912 came the Panama Canal act. It contained several 
provisions affecting interstate carriers, including a prohibition 
against railroad ownership or operation of vessels plying the 
Panama Canal or elsewhere when competition between the 
water and rail routes would be reduced. It also gave the Com- 
mission power to require physical connections, to establish 
through routes, and to establish maximum joint or proportional 
rates via rail and water carriers.” 

In 1913 the LaFollette valuation act gave the Commission 
the responsibility and authority to ascertain and report to Con- 
gress the valuation of rail carriers subject to the act.” 

The ill-fated Commerce Court was abolished and its juris- 
diction was transferred to the district courts of the United 
States by act of Congress in 1913.” 


Cummins Amendments 


Two Acts of Congress, one in 1915 and the second in 1916, 
amended the provisions of the interstate commerce act gov- 
erning the liability of interstate carriers. These acts, known 
as the first and second Cummins amendments, modified and 
clarified the so-called Carmack amendment contained in the 
Hepburn act of 1906.” 

Several minor acts were passed by Congress in the years 
immediately preceding the entrance of the United States into 
the World War. One required prompt delivery of shipments 
of the federal government in time of peace.” Another, the army 
appropriations act, of the same year and day, permitted reduced 
fares to members of the National Guard traveling to and from 
army encampments.* The act of February 17, 1917, provided 





1% Interstate Commerce Act, Section 1 (7), 
13. 1908. 
16 (35 Stat. 
1 (36 Stat. 
18 (36 Stat. 
19 (37 Stat. 
20 (37 Stat. 
*1 (38 Stat. 
22 (38 Stat. 
April 9, 1916. 
°3Naval Service Appropriations Act, 1916, 
August 29, 1916. 
7% Army Appropriations Act, 
29, 1916. 


(35 Stat. 60, c.), April 


648, c. 193), February 25, 1909. 

539, c. 309). June 18, 1910. 

1167, c. 231), March 3, 1911. 

566, c. 390), August 24, 1912. 

701, c. 92), March 1, 1913. 

208, c. 32), October 22, 1913. 

1196, c. 176), March 4, 1915, and (39 Stat. 441, ec. 301), 


(395 Stat. 604, c. 417), 


1916, (39 Stat. 646, c. 418), August 
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that the act should not be construed to. prohibit free trans- 
portation to the trustees of the Cincinnati Southern Railway.” 
The Puerto Rico civil government act of 1917 provided that the 
interstate commerce act and safety appliance act should not 
apply to Puerto Rico.” 

The Esch car service act of 1917 gave the Commission much 
needed jurisdiction to prescribe car service rules and regula- 
tions.” The lack of these powers had been commented on by 
the Commisssion and action became imperative after the car 
shortages and terminal congestion resulting from war condi- 
tions. 

In August, 1917, the interstate commerce act was again 
amended so as to freeze freight rates by forbidding, until Jan- 
uary 1, 1920, the filing of an increased rate until approved by 
the Commission. The Commission was increased from seven to 
nine members and was authorized to divide its membership into 
divisions for the assignment of work. Each division received 
power to act with respect to assigned work, subject to the re- 
hearing of the matter by the Commission en banc.* 

The act was again amended in August, 1917, by adding pro- 
hibitions against the obstruction or retardation of United States 
mail or interstate or foreign traffic, and authorizing the Presi- 
dent to designate traffic important to the national defense which 
should have priority in transportation.” 

December 26, 1917, the President, exercising his statutory 
and other enabling authority, assumed control of the trans- 
portation systems of the United States and placed them under 
the supervision of the Director General of Railroads, effective 
January 1, 1918. The federal control act of 1918 effectuated 
the President’s proclamation as emergency legislation limited 
to the duration of the war.” 


Transportation Act, 1920 


The Esch-Cummins transportation act of 1920 marked a 
significant change in federal regulatory policy as well as pro- 
viding for the termination of federal control and the return of 
the railroads to their corporate owners on March 1, 1920." It 
amended the interstate commerce act by providing a new rule 
of rate-making and for the recapture of excess earnings beyond 
a fair return. It placed on the Commission the duty of fixing 
rates that would, as nearly as may be, yield to the carriers, 
as a whole or by groups, this fair return. It extended the Com- 
mission’s power to remove discrimination against interstate 
rates imposed by intrastate rates. It gave the Commission au- 
thority to prescribe minimum or precise rates for the future. 
The Commission’s authority over accounts, tariffs, and divisions 
was broadened, and it received additional powers to regulate 
securities and duplicating directorates of carriers. The author- 
ity of the Commission. over extension and abandonment of car- 
riers’ facilities was asserted. The Commission received the re- 
sponsibility and authority looking toward the consolidation of 
railroads into a limited number of systems. The anti-pooling 
provisions of the act were modified so as to allow pooling under 
Commission jurisdiction and approval. A score of other modifi- 
cations and additions were made in the act. These will be dis- 
cussed in later articles dealing with the substance of regulation. 


Other Amendments, 1921 to 1927 


The years between 1921 and 1927 were marked by several 
acts and by a joint resolution of Congress. An act in 1921 pro- 
vided for the acquisition of control or consolidation of tele- 
phone companies, which at that time were still subject to the 
interstate commerce act.” In 1922 the valuation provisions of 
the act were modified with respect to land valuation.” Inter- 
state railroads were required, by an amendment in the same 
year, to issue interchangeable or scrip coupon mileage books 
at reasonable rates.“ An act in 1924 amended the law with 
respect to the recovery of overcharges and the collection of 
charges by carriers.* 

A joint resolution of Congress in 1925 prescribed a policy 
to be observed by the Commission in rate adjustments and 
authorized it to investigate rates and to determine the extent 
to which rates imposed a burden upon industry.” 

In 1926 the provisions of the interstate commerce act 
with respect to liability of carriers were amended to extend 


35 (39 Stat. 922, c. 84), February 17, 1917. 
76 (39 Stat. 964, c. 145), March 2, 1917. 

27 (40 Stat. 101, c. 23), May 29, 1917. 

28 (40 Stat. 270, c. 50), August 9, 1917. 

229 (40 Stat. 272, c. 51), August 10, 1917. 

30 (40 Stat. 451, c. 25), March 21, 1918. 

™ (41 Stat. 474, c. 91), February 28, 1940. 


32 (42 Stat. 27, c. 20), June 10, 1921. 

33 (42 Stat. 624, c. 210), June 7, 1922. 

34 (42 Stat. 827, c. 280), August 18, 1922. 

35 (43 Stat. 633, c. 325), June 7, 1924. 

36 Hoch-Smith Resolution, (43 Stat. 801. c. 120), June 30, 1925. 
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the liability to include shipments on which reconsignment or 
diversion privileges were exercised.” The following year the 
transportation of a blind person and guide at a single fare 
was authorized.* 

The Newton Act, 1927 


The Newton act, 1927, permitted the Commission to grant 
special rates in cases of disaster and amended the interstate 
commerce act’s provisions relating to liability for freight 
charges, the suspension of tariffs, and liability of the car- 
riers.” These matters will be considered in subsequent articles. 

In 1930 the provisions of the act governing notice and 
filing of freight claims were amended.” 

The procedure of the Commission was modified in 1933 
to enable it to assign certain of its functions to individual 
commissioners or to boards of employes for action, subject to 
the right to rehearing before the Commission or one of its 
divisions.“ 


Emergency Railroad Transportation Act, 1933 


In 1933 another major law was enacted. This act pro- 
vided for the establishment of the office of the Federal 
Coordinator of Transportation to study the coordination of 
transportation and the need for further legislation. The con- 
solidation provisions of the act were amended to _ permit 
voluntary consolidation of railroads subject to approval of the 
Commission and in conformity with a plan of consolidation. 
The rule of rate-making was amended and the recapture of 
excess earnings provisions of the transportation act, 1920, was 
abolished.” 

The national housing act, of 1934, authorized reduced 
rates to be approved by the Commission on commodities used 
in the development of national housing standards, providing 
employment, and stimulating industry.” 

Carriers were permitted by the emergency appropriation 
act, 1934, to establish special rates, at the request of an agent 
of the United States, for the benefit of drought sufferers.” 

The federal communications act, 1934, transferred juris- 
diction over communication utilities from the Commission to 
the Federal Communications Commission created to assume 
this responsibility.* 

The federal bankruptcy act was amended in 1933, giving 
courts of bankruptcy original jurisdiction in cases of railroad 
reorganization and providing for the appointment of trustees 
to manage the properties. The Commission received jurisdic- 
tion to approve certain features of railroad corporate reorgani- 
zation and certain expenses of the reorganizations.” 

Under the provisions of the national recovery administra- 
tion act, of 1933, the President was empowered to _ initiate 
before the Commission proceedings to regulate the transpor- 
tation of petroleum by pipeline and for loans to be made by 
the Public Works Administration to finance railroad mainte- 
nance and equipment approved by the Commission.” 

The Reconstruction Finance Corporation act of 1932, as 
amended, provided for the Commission to approve the ade- 
quacy of security of railroad loans made by the Reconstruc- 
tion Finance Corporation and to supply the Reconstruction 
Finance Corporation information and recommend restrictions 
and limitations of such loans.* 

The Postmaster General was required by the air mail 
act, 1934, to submit to the Commission for approval bids for 
the transportation of air mail and provide for the annual 
examination by the Commission and the Postmaster General 
of the rates of compensation paid to air mail contractors.“ 

The railway labor act of 1926 was amended in 1934 to 
provide for the determination by the Commission, at request 
of the Mediation Board created by the amendment, of the 
status of electrically operated railways.” A similar provision 
was contained in the railroad retirement act of 1934, when 
requested either by the Railroad Retirement Board or by any 
interested party.” 

Motor Carrier Act, 1935 


The motor carrier act, 1935, was another major amend- 
ment to the interstate commerce act, constituting part II of 
the act, and providing for the regulation of the transportation 


57 (44 Stat. 835, c. 761), July 3, 1926. 

38 (44 Stat. 1247, c. 217), February 26, 1927. 

© (44 Stat. 1446, c. 510), March 4, 1927. 

(46 Stat. 251, c. 208), April 23, 1930. 

(47 Stat. 1368, c. 136), February 28, 1933. 

“ (48 Stat. 211, c. 91), June 16, 1933. 

8 (48 Stat. 1246, c. 847), June 27, 1934. 

* (48 Stat. 1021, c. 648), June 19, 1934. 

© (48 Stat. 1064, c. 652), June 19, 1934. 

© (48 Stat. 911, c. 424), March 3, 1933, and June 7, 1934. 

“ (48 Stat. 195, c. 90), June 16, 1933. 

‘S (47 Stat. 5, c. 8), January 22, 1932, as amended (49 Stat. 1, c. 2), 
June 19, 1934. 

* (48 Stat. 1243, c. 762), June 12, 1934. 

(48 Stat. 1185, c. 691), June 21, 1934. 
1 (48 Stat. 1282, c. 868), June 27, 1934. 
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of passengers or goods by motor vehicles in interstate and 
foreign commerce.” 


Transportation Act, 1940 


In September, 1940, the Wheeler-Lea bill was passed by 
Congress as the transportation act, 1940. It provided for the 
amendment of parts I and II, of the interstate commerce act, 
and added part III, regulating water carriers in interstate 
commerce.” 

Omitting minor amendments to the interstate commerce 
act and related provisions of other acts, the civil aeronautics 
act, 1938, changed the provisions of the interstate commerce 
act with respect to its jurisdiction over air mail payments.” 

The motor carrier act was amended in 1938." 


Freight Forwarders Act, 1942 


The most recent amendment to the interstate commerce 
act is the freight forwarders act of 1942, which provides for 
the regulation of freight forwarders engaged in interstate and 
foreign commerce using the services of carriers subject to 
parts I, II and III.” 


The Present Interstate Commerce Act 


The interstate commerce act, as now comprised, consists 
of a declaration of national policy and parts I, II, III and IV. 

The declaration of national transportation policy was 
added to the act by the Wheeler-Lea transportation act of 
1940.” It states the policy of the Congress with respect to 
national transportation to provide the following elements: 


1. The fair and impartial regulation of all modes of transportation 
subject to the act. 

2. The administration of federal regulation in such way as to 
recognize and preserve the inherent advantages of each mode of trans- 
portation. 

3. The promotion of safe, adequate, and economical conditions in 
transportation and among the several carriers. 

4. The encouragement of the establishment and maintenance by 
the carriers of reasonable charges for transportation services. 

5. The prohibition of unjust discrimination and undue preference 
or advantages. 

6. The prohibition of unfair or destructive competitive practices. 

7. The cooperation with the states and state officials engaged in 
transportation regulation. 

8. The encouragement of fair wages and equitable working con- 
ditions. 


The end or objective of.this national policy of regulation 
is declared to be the development, coordination and preserva- 
tion of “a national transportation system by water, highway, 
and rail, as well as other means, adequate to meet the needs 
of the commerce of the United States, of the Postal Service, 
and of the national defense.” 

Congress directs that all the provisions of the interstate 
commerce act, including all its subdivisions or parts, are to 
be administered and enforced consonant with this declara- 
tion of policy. The declaration of policy becomes a part of 
and must be read in connection with each part of the act. 

Part I provides for the regulation of common carriers 
engaged in transportation by railroad; railway express; rail 
and water services under common control, management or 
arrangement for continuous carriage or movement; petroleum 
by pipelines; and certain accessorial agencies related to these 
common carriers. 

Part II applies to the interstate transportation of persons 
or goods by motor carriers and the services of brokers engaged 
in highway transportation.* 

Part III applies to the interstate transportation by car- 
riers by water, excepting such services as are regulated under 
part I.” 

Part IV applies to the interstate services performed by 
freight forwarders or consolidators of shipments via the serv- 
ices of carriers subject to parts I, II, or III.” 

Parts I, II, and III, together with supplementary and re- 
lated laws with cross references to the United States Code, 
are published in a single volume by the United States Govern- 
ment Printing Office under the title: “The Interstate Commerce 
Act.” The present edition is revised to April 1, 1941. Part IV 
and the amendments to the interstate commerce act and other 
acts made by the freight forwarders act are published in a 
separate single volume. Copies of these volumes may be 
obtained from the Superintendent of Documents, United States 
Government Printing Office, Washington, D. C. 





®@ (49 Stat. 543, c. 498), August 9, 1935. 

53 (52 Stat. 973, c. 601), June 23, 1938. 

4 (52 Stat. 1236, c. 811), June 29, 1938. 

55 (54 Stat. 898, c. 722), September 18, 1940. 

¥6 (56 Stat. 284, c. —), May 16, 1942. 

57 (54 Stat. 898), September 18, 1940. 
- 58 (49 Stat. 543), August 9, 1935, and (54 Stat. 919), September 18, 
1940. 

® Title II, Transportation Act of 1940, (54 Stat. 929), approved 
September 18, 1940. 

6 Public Law, 558, c. 318, 77th Congress, 2nd Session, approved 
May 16, 1942. 
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Questions and Answers 


e In this column will be answered questions of both legal and 

practical nature that confront persons dealing with trafic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical trafic problems. We do 
desire to take the place of the trafic man but to help him in 


work, 
The right is reserved to refuse to answer in this column any 
, legal or traffic, that it may appear to us unwise to answer 
involves a situation too complex for the kind of investiga- 
contemplated. If @ more comprehensive answer to a 
question is desired than is thought proper for this column, the 
will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or 
from nonsubscribers. 
Address Questions and Answers ment, 
Trafic Service Corporation, Harle Building, Washington, D. O. 


8 


Switching—Delivery at Sub-Station 


Connecticut.—Question: Will you please let me have your 
opinion, including citations to support the views expressed in 
an answer to the following: 

Within the political boundaries of a city there are two 
separate and distinct freight stations which I shall designate 
as stations A and B. 

A is the mother station with the usual station forces, 
transfer house, roundhouse, yardmaster, switching crews, etc.; 
B is a sub-station. While named in carriers’ schedules, B has 
no station force or agent; all the services, such as accounting, 
switching, settlement of charges, and other requirements ot 
the sub-station are administered and directed by the forces at 
the terminal station A. 

Sub-station B has a public team yard that accommodates 
about twelve cars. However, it is not used extensively by 
the public. Its chief source of freight is delivered to, or shipped 
by, a large industry having approximately twenty-five miles of 
private side track leading from the main railroad which is a 
branch extending about one mile from the terminal yards. 
Bills of lading for all materials shipped, whether forwarded 
from stations A or B, are headed as shipped from A and bear 
receipt stamp and signature of the freight agent located at 
terminal A, but the carrier insists that inbound materials in 
carload or less-carload lots must be waybilled to indicate de- 
livery at the sub-station B. Carload shipments billed only to 
the terminal without reference to the sub-station are subject 
to local switching charges; while in the case of less-carload 
lots, the consignee must arrange to accept his deliveries at the 
freight house at terminal A or pay additional charges for de- 
liver‘es made at the sub-station B. 


Shipper and/or consignee served by branch line at station 
B alleges that the carrier is not within his rights to collect 
local switching charges when waybills or bills of lading on 
inbound shipments do not show delivery is to be made at sta- 
tion B, on the ground that the carrier does not perform any 
additional service. Furthermore, the yards at terminal A 
and station B are within the general switching district, and 
also the outbound carload shipments are treated similarly in 
that no distinctions are made between stations A and B on 
bills of lading or waybills. It should logically follow, there- 
fore, that the inbound shipments be treated thus also. 

The carrier alleges it is within its rights to charge for 
switching and drayage sirce it considers station B a separate 
and distinct station; that the administration and direction by 
the agent and his forces, yard crews, etc., is immaterial, and 
further that the fact that no additional service is performed 
by his yard crews is also immaterial. 

Answer: We are unable to furnish you with reference 
to decisions in which a situation similar to that you describe 
was before the Commission. 

Ordinarily, a switching charge in addition to the line haul 
rate is not made by the line haul carrier for the delivery of 
carload freight on team tracks of that carrier 


However, where, as in the instant case, B, the sub-station, 
is shown in the tariffs as a station on the delivering carrier, it 
is our opinion that the carrier is justified in assessing a switch- 
ing charge for the movement of carload shipments from station 
A to station B, where such shipments have been originally 
consigned to station A. 

The fact that the services for sub-station B are performed 
by the station force at station A does not, in our opinion, war- 
rant the consignment of shipments intended for sub-station B 
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to station A, necessitating a further movement of the shipments ¥ 
to sub-station B, with the attendant rebilling or other station f 


service. 
Embezzlement by Bailee 


Pennsylvania.—Question: We are anxious to learn the 
penalty provided by law for theft or conversion in interstate 
commerce by a truckman operating as a common carrier. 


We require this information in our efforts to have the [7 
truckman, now bankrupt, either produce delivery receipt or | 
to have him locate and deliver a shipment the consignee claims | 


has not arrived. 
The receipts are not now in his possession, and to this 


date we have been unsuccessful in our efforts, for in his pres- 


ent position the truckman is not very much concerned over 
our requests. 


Needless to say, as he is bankrupt, we cannot threaten to |> 


sue him, but must find some means whereby we may obtain 
the desired action. 


Please cite a few cases, quoting the pertinent facts from | 


the court decisions. 
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Answer: The felonious conversion to his own use by a Car- | 


rer or other bailee of property committed to his possession is 
generally declared to be embezzlement (Com. vs. Butterick, 
100 Mass. 1, Am. 65; Com. vs. Williams, 3 Gray 461; Poe vs. 
Burnham, 104 N. Y. S. 725, 106 N. Y. S. 57; Poe vs. Gluck, 
102 N. Y. S. 758, 80 N. E. 1022), but owing to the diversity 


of language employed it is impossible to lay down any gen- [ 


eral rule as to what classes of persons are within the scope 
of the statutes. 

Embezzlement may be defined broadly as the fraudulent 
appropriation of another’s property by a person to whom ii 
hes been intrusted or into whose hands it has lawfully come. 


Necessarily if the truckman in question is a bankrupt it 
would be useless to proceed against him civilly and, there- 
fore, crim'nal prosecution is the only remedy, if it may be 
called such, that you have, unless you,can locate the article 
shipped and by the proper civil procedure obtain its return 
by replevin, if the article is in existence, or the value thereof, 
if it has been consumed by the party into whose possession it 
was delivered by the truckman, either through the erroneous 
delivery on the part of the truckman, or as the result of the 
embezzlement of the shipment by that party. 


While the truckman, if the facts justify, may be prosecuted 
criminally, procedure against him in a civil action will depend 
upon whether it is possible to determine what disposition was 
made of the shipment and whether the party receiving same 
is financially responsible. 


Tariff Interpretation—Application of Motor Carrier Pick-Up 
and Delivery Tar‘ff 


New York.—Question: On July 24th, we shipped 4,655 lbs. 
of cotton shirts from Ware Shoals, S. C., to New York City 
and paid a Ware Shoals to New York rate on this weight and 
also the New York City delivery rate in addition. 

It is our contention that the carrier should have billed us 
on the delivery basis for 5,000 lbs., declaring the 4,655 Ibs. as 
5,000 lbs. for this purpose as it would produce a lower charze 
but the carrier insists that, under the provisions of Note 1 in 
Shumate’s 14-F, MF I. C. C. No. 266, if we declared the 4,655 
lbs. as 5,000 for purposes of delivery we would have to 


pay the over-the-road rate on 5,000 lbs. from Ware Shoals 
to New York City. 


Is this correct? 

Answer: If the shipment moved via a carrier or carriers 
covered by Item 40 of the tariff to which you refer, under the 
provisions thereof, a charge of 6 cents per 100 lbs. in addit'o1 
to the line haul rate is, in our opinion, applicable on shipments 
weighing less than 5,000 pounds. 

The Pick-Up and Delivery Tariff carries no_ provision 
that the rate will include store-door delivery service, if the 
line haul charge is based on a weight of 5,000 lbs. Note A 
of Item 40 of the tariff provides that “Rates published in tariffs 
making reference to this tariff, when on shipments described 
in this item weighing 5,000 lbs. or more include store-door 
delivery service as defined in Item 210.” 

It is, in our opinion, the weight of the shipment and not 
the line haul rate paid thereon which determines the applicable 
provisions of Item 40. 


Tariff Interpretation—Application of Ex Parte 148 Increase t2 
Minimum Rates 


Illinois.—Question: The writer has a little problem which 
we would like to have you answer for us. 

We have been receiving shipments from Coudersport, Pa. 
to Chicago over the “X’’ Truck Lines for a number of years 
having paid the regular tariff rate of 84 cents per hundred 
under Eastern-Central Motor Carrier Association, Agent, MF 
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October 3, 1942 


I. C. C. No. 38 (Everett H. Russell, Agent, Series), Tariff No. 11. 
These rates, as we understand it, were to be increased 6 per 
cent under authority of Ex Parte 148 which would raise the 
rate to 89 cents per hundred. 

The terminating carrier at Chicago now claims that the 
proper rate is 95 cents per hundred and gives as reference Item 
3216, Supplement 19 to Eastern-Central Motor Carrier Asso- 
ciation Tariff No. 11. It seems that in applying the Ex Parte 
148 rates, the Chicago carrier is applying them to the first class 
rate, thereby creating a new minimum. It may be quite pos- 
sible that they are correct in the interpretation of their tariff. 
However, it is quite evident that the rate claimed would be 
unreasonable and unlawful in view of the Ex Parte 148 deci- 
sion. The Chicago carrier is pressing us with balance due bills. 
However, would like to inquire if there is any relief under 
the motor carrier act for a situation of this kind. 

We understand that no reparation can be obtained. 

Answer: Under Item 3216-A of Sup. 19 to the tariff referred 
to above, the minimum rate on a shipment from Coudersport, 
Pa., to Chicago, Il., would be the Class 65 rate, which is 84 
cents per 100 lbs., the first class rate being $1.29 per 100 lbs. 
We assume the commodity is rated Class 65, for which the rate 
is aS stated, 84 cents plus the increase provided for in the 
Master Tariff or 89 cents per 100 lbs. 


However, effective October 7, 1942, in Sup. 33 to the same 
tariff, under Item 3216-B, the minimum rate is Class 3 or 70, 
which is 90 cents per 100 lbs., plus the increase provided for 
in the Master Tariff, or 95 cents per 100 lbs., which rate will be 
applicable on shipments delivered to the carriers for transporta- 
tion on and after October 7, 1942. 


Tariff Interpretation—Restriction of Joint Through Rate to 
Carload Shipments 


California.—Question: I would appreciate very much re- 
ceiving an answer to the following question: 

Supplement 66 to Agent D. C. Stone’s MF I. C. C. No. 5 
Intermountain Truck Tariff Bureau Tariff No. 4 shows Mid- 
land, Michigan, taking a through rate of $2.70, the same as 
Saginaw. However, the only truck line (Interstate System) 


that is a party to the tariff and serves Midland will only handle 
truckload shipments. 


We route less-than-carload shipments via Interstate Sys- 
tem, Riss & Co., and Los Angeles-Albuquerque Express. Inas- 
much as the Interstate System will not handle less-than-car- 
load shipments, the shipper must change the route to another 
carrier that is not a party to the above referred to tariff. The 
delivering carrier at this end charges us the combination rate. 


Is this correct, or can we make them protect the through 
rate as published? 


Answer: Page 4 of Supp. 66 to Agent Stone’s MF I. C. C. 
No. 5, Tariff No. 4, shows that Midland, Mich., takes Saginaw, 
Mich., Basis. The heading states “For Rates, see Sections Nos. 
2 and 3.” This supplement does not make any changes in Sec- 
tion 2 and we are unable to find a specific rate in Section 3 of 
= \ weseunaua on any commodity of $2.70 from or to Saginaw, 

ich. 

There is a question in our mind as to why one should tender 
a less-than-carload shipment to the Interstate System if this 
carrier will not handle it. In addition, how can there be a 
through less-than-carload rate from Midland, Mich., to Haw- 
thorne, Calif., published in this tariff, if, as you say, the only 
carrier in this tariff that serves Midland, Mich., restricts its 
operations against less-than-carload shipments. See Brown- 
Strauss Corporation vs. Alton R. R. Co., 219 I. C. C. 69, 75. 

It is our opinion that in the absence of a through rate 
the combination rate applicable over the route of movement 
must be applied. In other words, we believe the carrier is 
justified in charging the combination rate. 

In addition to the above, the Motor Carrier Act contains 
no provision which gives the shipper the right to route h’‘s 
shipment, and no provision which gives the Commission juris- 
diction to award damages for failure of a carrier to forward 
a shipment in accordance with the instructions of the shinner 
or to forward an unrouted shipment via the cheapest available 
reasonable route, as is the case with shipments tendered to rail 
carriers. Therefore, the shipper’s remedy, if one exists, is an 
action at law. 

The misrouting of a shipment does not result in an over- 
charge, that is, the assessment of other than the applicable 
rate via the route over which the shipment moved, but the 


Commission has stated that misrouting is akin to an over- 
charge. 


Tariff Interpretation—Conditional Reconsignment 


Alabama.—Question: We will appreciate your opinion and 
any decision you may have to support same concerning the 
following problem. 


A car of lumber was shipped from Point A and was diverted 
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to Point B. The broker at Point B to whom the lumber was 
consigned sold the car to a point in Central Freight Association 
territory and placed reconsigning instructions with the carrier 
handling the car into Point B. The reconsigning instructions 
were issued, not knowing the previous reconsignment had been 
made on the car and the latter instructions carried routing and 
requested protection of a through rate, which was applicable 
from Point A to final destination via Point B. The carrier re- 
consigned the car on basis of the through rate, plus a recon- 
signing charge at Point B but the destination carrier assessed 
charges on basis of the combination rate over Point B. 


The reconsigning rules and regulations of the carrier per- 
forming the service are carried in Agent Hoke’s Tariff I. C. C. 
No. 660. We refer you to Item 170 of that tariff, wherein 
is provided, under Note 3, ‘When an order for diversion re- 
quires the application of a rate, which cannot be legally ap- 
plied via the points at which the diversion or reconsigning is 
made, prompt notice shall be given to the party, requesting 
the diversion and unless such notice also contains the alterna- 
tive of forwarding car as originally billed the car will be 
stopped for orders.’ We understand from Note 3, the car- 
rier is bound by the terms of the reconsigning tariff to give 
the reconsignor notice if the rate specified cannot be protected 
The carrier performing the reconsigning at Point B did not 
notify the broker that the through rate could not be protected 
but performed the reconsigning service without giving any 
notice. 


Won’t you please advise, under the above circumstances, 
if the shipper should be protected on basis of the through rate 
or if the combination rate over the second reconsigning point 
must be applied and chargeable to the owner of the car. 


If Note 3 does not require the carrier to notify the recon- 
signor of his inability to protect the through rate, please advise 
the purpose of placing such a note in the reconsigning tariff. 

Answer: Paragraph (d) and Note 3 of Item 170 of Agent 
Hoke’s Tariff I. C. C. No. 660, reads as follows: 


(d) A request for diversion or reconsignment must be made or 
confirmed in writing, and an order for diversion or reconsignment 
which specifies that through rate is to be protected will not be con- 
strued as obligating carriers to protect other than the lawful rate and 
charges under these rules. (See Rule 2, Item 270.) (See Note 3.) 

Note 3.—When an order for diversion or reconsignment requires 
the application of a rate and/or route which cannot be lawfully ap- 
plied via the point at which the diversion or reconsignment is made, 
prompt notice shall be given to the party requesting the diversion 
or reconsignment; and unless such order also contains the alternative 
of forwarding car as originally billed the car will be stopped for or- 
ders subject to the provisions of Rule 8 (a) (Item 350). 


Whether the above provisions obligate the carriers to pro- 
tect the through rate under circumstances you outline is doubt- 
ful. 

Paragraph (d) of Item 170 specifically states that an order 
for diversion or reconsignment which specifies that the throuzh 
rate is to be protected will not be construed as obligating 
carriers to protect other than the lawful rate and charges under 
the rules of this tariff, which would require the application of 
the tariff rates to and from the second reconsigning point, under 
the provision of paragraph (b) of Item 310. 


Paragraph (d) of Item 170 refers to Note 3, which in effect 
states that when an order for diversion or reconsignment re- 
quires the application of a rate which cannot lawfully be pro- 
tected and does not contain an alternative of forwarding the 
car as originally billed the car will be stopped for orders. 


However, as no penalty is provided in the event the car 
is not stopped for orders, we are inclined to the opinion that 
the Commission would hold that if the consignee, without pro- 
test, accepts such a shipment, the applicable charge, in accord- 
ance with paragraph (b) of Item 310, referred to above, should 
be assessed. See Reeves Coal Co. vs. Chicago, M. & St. P. Ry. 
Co., 37 I. C. C. 707, in which the Commission said: 


Accepting the complainant’s own interpretation of his direction 
to the defendant as being, under the circumstances, equivalent to 
an affirmative direction not to move the car to Sioux Falls, its car- 
riage to that point by the defendant was not authorized. The com- 
plainant was in a position to demand that the shipment be returned 
to it at Del Rapids without expense; but instead of pursuing that course 
it acquiesced in the unauthorized movement and accepted delivery of 
the shipment at Sioux Falls. It necessarily follows that there should 
be no departure from the established rate for that service. 


See, also Milne Lumber Co. vs. New York Central R. Co., 
167 I. C. C. 743, 779, and Chandler-Davis Co. vs. Atlantic Coast 
Line R, Co., 157 TL. C.. C. “148; Tou. 


Limitation of Actions—Effect of Section 77 of Bankruptcy Act 


South Carolina.—Question: Some two years ago a certain 
trunk line submitted to us a number of alleged undercharge 
bills on several less-than-carload shipments. The undercharges 
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according to the rail carriers reflect the difference between a 
third class rating and 1% times first class. 

_ I will not burden you with the argument as to the ques- 
tion of which rating was correct, but I am seeking certain 
information in connection with whether or not the statute of 
limitations, as defined in Section 16, paragraph (3)(a), of the 
Act, does or does not take priority over that section of the 
Bankruptcy Act, already quoted. 

There is a good deal of money involved here, and if it is 
true that any section of the Bankruptcy Act takes precedence 
over the statute of limitations in the Act to Regulate Commerce, 
then of course none of the shipments are outlawed; but, if the 
reverse is true, then the amount of the alleged undercharges 
has been cut down to a considerable extent. 

Discussing this matter with the attorney for the trunk line 
in question, he advised me that he did not know of any cases 
covering the interpretation of that particular provision of the 
Bankruptcy Act; but that an attorney for a New England line, 
which company is also in the process of reorganization under 
Section 77 of the Bankruptcy Act, had stated to him that his 
line had litigated the matter in two courts in Massachusetts, 
and in each instance, it was held (so he says) that Section 77 
suspended the running of the statute of limitations so far as 
undercharges were concerned. 

This matter has been running along for some little time, 
and I am anxious to bring this angle of it to a close. I would 
therefore, appreciate a reply from you as to what are the facts 
regarding the foregoing. 

Answer: Subsection B of Section 77 of the Bankruptcy 
Act states that “the running of all statutes of limitation shall 
be suspended during the pendency of a proceeding under this 
section.” 

There being no exceptions, this provision apparently ap- 
plies to the limitation period in section 16, of the interstate com- 
merce act, for the bringing of suits for freight charges. 

We can locate no decisions. 


Notice of Concealed Loss or Damage 


Kentucky.—Question: In the September 12 issue of The 
Traffic World on page 623 you reply to “Colorado” in answer 
to the question concerning the nine-month limitation on filing 
of damage claims. 

In your answer no reference is made to the carrier’s claim 
rules which require that concealed damage be inspected within 
15 days after receipt of the shipment. Inasmuch as this re- 
quirement is not a part of the bill of lading contract and be- 
cause of the fact that you ignored this we are led to wonder 
if the carriers can decline concealed damage claims simply 
because they did not receive notice to inspect shipment within 
the 15-day period. 

We don’t recall ever having seen reference to this as the 
subject of a court decision. 

May we have your opinion? 

Answer: The bill of lading, together with the provisions of 
the tariff filed with the Interstate Commerce Commission, 
constitutes the contract of shipment between the carrier and 
shipper. The ruling to which you refer, is not a part of the 
contract and, therefore, in our opinion, not enforceable at law 
against a shipper. 

Furthermore, so far as we have been able to determine, 
the ruling has not received the approval of the Interstate 
Commerce Commission. In fact, it is difficult to see how such 
a provision could be enforced in view of the provisions of 
paragraph 11 of section 20 of the interstate commerce act, 
respecting the filing of claims, inasmuch as the terms of the 
ruling in effect relate to the filing of a claim, although not so 
stated. 


SHIP PRODUCTION RECORD 


Marking the most outstanding ship production record ever 
achieved in world history, said the Maritime Commission, Octo- 
ber 1, Rear Admiral Howard L. Vickery, vice chairman, Mari- 
time Commission and deputy administrator for the War Ship- 
ping Administration, announced that American shipyards had 
reached their promised goal of three ships a day by delivering 
into service 93 new cargo vessels of all types with a deadweight 
tonnage of 1,009,800 in the month of September. 

The record breaking construction for this single month 
closely approached the production for the entire twelve months 
of 1941, said the commission. 

Commenting on the September record, Admiral Vickery 
pointed out that the attainment of the three-a-day goal of de- 
liveries was adequate proof that American shipyard manage- 
ment and labor could not only achieve the President’s ship- 
building objective of 8,000,000 tons deadweight to be built in 
1942, but would have ample capacity to turn out the 16,000,000 
tons set as the 1943 construction goal on the basis of available 
steel 


“The delivery into actual service of 93 new vessels in a single 
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month is a record of which the nation’s shipbuilders may well 
be proud,” Admiral Vickery said. “It is a tribute to American 
shipyard labor and management who are proving to the nation 
and to the men on the fighting front that they are doing their 
part to win this war.” 

Of the 93 vessels, totaling 1,009,800 deadweight tons, de- 
livered in September, 67 were Liberty ships, 7 cargo carriers 
for British account, 7 large tankers, 3 C-1 vessels, 4 C-2’s, 

C-3’s, one passenger and cargo vessel, and one large ore 
carrier. 

In addition to breaking an all time ship production record 
in the month, the shipyards also cut down the average time 
from keel-laying to delivery for Liberty ships, to 70.1 days. 
The August average was 83.3 days. 

Thus far, in 1942, American shipyards have produced 460 
vessels totaling 5,101,956 deadweight tons. 


M. C. Shipbuilding Progress 


Chairman Land, of the Maritime Commission, in a report to 


President Roosevelt on progress of the commission’s ship con- 
struction program, said that in the twelve months following 
the launching of the first Liberty ships, September 27, 1941, 
deliveries of completed ships, including those scheduled for 
delivery in the remainder of September, totaled 488, aggregat- 
ing about 5,450,000 deadweight tons. He said 327 of these were 
Liberty ships, 49 were C-type cargo vessels, 51 were tankers, 
five were ore cariers, and 56 were cargo ships for private and 
British account. 

Deliveries in September would total 90 ships of about 
1,000,000 deadweight tons, ‘‘an average of three ships a day, 
which sets a new record for steel merchant ship construction,” 
he said. He noted that directives by the President had ex- 
panded to 24 million the deadweight tons to be delivered into 
the nation’s war service in 1942 and 1943, and added: 


September deliveries to date and those scheduled to October 1 total 
90 ships of approximately one million deadweight tons, an average of 
three ships a day, which sets a new record for steel merchant ship pro- 
duction. Scheduled deliveries for the remaining three months of 1942 
should bring us to the 8,000,000-ton goal of your directive. 

Production time for Liberty ships has been reduced from an average 
of 241.8 days for all yards in January to 83.3 days in August and 70 
days so far this month. These records indicate still further reduction of 
average production rate to the point where your 1943 directive of 16,- 
000,000 deadweight tons appears reasonably certain of accomplishment. 

Since your original emergency directive in January, 1941, American 
shipyard capacity for production of large ocean-going merchant ships 
has been more than tripled. In this expansion the commission has au- 
thorized and financed the construction of 20 emergency yards with 
165 ways, and the addition of 45 ways to existing yards. Ship produc- 
tion capacity of the nation is now at an all-time high, and is con- 
siderably greater than that of all other nations combined. We have 
more than 60 shipyards now. They are on all coasts and the Great Lakes. 
More than 700 plants in nearly all states are producing ship materials. 

Because of this accomplishment by workers and management in 
American shipyards and industrial plants in keeping apace with the 
continually expedited production schedules—which the Axis aggres- 
sors have termed ‘‘fantastic’’ and ‘‘impossible’’—the Commission feels 
that these men, together with those who are serving so valiantly on the 
ships of the Merchant Marine, merit a ‘‘Salute to the Victory Fleet’’ on 
Sunday the 27th, the first anniversary of the Liberty Ship. 


President Roosevelt, acknowledging receipt of Chairman 
Land’s report, said, in part: 


When I gave directives, first for 1 million, then for 18 million, and 
finally for 24 million tons of merchant ships to be built by our shipyards 
in 1942 and 1943, I issued a challenge to the shipbuilding industry and 
the Maritime Commission. That challenge has been accepted and is 
being met, gloriously and efficiently, despite the fact that by my direc- 
tive the Maritime Commission thus diverted a large amount of its fa- 
cilities to the construction of much needed special types of ships for 
the Navy. 


It is with great pleasure that I join in a ‘‘Salute to the Victory 
Fleet’’ on Sunday, September 27... . 


SHIP CONSTRUCTION RECORD 


Representative Angell, of Oregon, in an extension of his 
remarks in the House, called attention to a record made by 
the Oregon Shipbuilding Corporation, operated by Henry J. 
Kaiser, in launching a 10,500-ton Liberty ship, the Joseph N. 
Teal, ten days after its keel had been laid. He called Mr. 
Kaiser ‘a masterful genius.” He noted that the average time 
for August for delivery of all shipyards constructing Liberty 
ships was 83.3 days, compared with 108.4 days for July. 

He said the “remarkable record” of the Kaiser organiza- 
tion emphasized the recent pproposal of Mr. Kaiser to build 
large cargo flying boats. 

“My Knowledge of and confidence in Mr. Kaiser and his 
associates leads me to believe that he will show the same 
remarkable construction genius in producing these airships as 
he has shown in the service ships,” he added. 
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Traffic Club Doings 


Items for this column are sclicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a ciub’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRarFic WoRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, ts desired. If publicity is looked for itt 
should be made the duty of someone in the club to keep us ade 
quately and promptly informed.—Hditor THs Trarric Wor. 





The Transportation Club of Des Moines, Ia., has elected 
the following officers and members of the board of governors: 
President, J. B. McCleary, assistant traffic manager, Pittsburgh- 
Des Moines Steel Company; vice-president, Harley C. Shirer, 
traffic agent, Chicago Great Western; secretary-treasurer, Ray 
D. Kelsey, assistant traffic manager, Des Moines Chamber of 
Commerce; members of the board, Mr. Kelsey; Mr. McCleary; 
Mr. Shirer; George Frey, general agent, Des Moines and Cen- 
tral Iowa Railway, former president; D. J. Rochford, district 
freight agent, Wabash Railroad; E. R. Field, general agent, 
Union Pacific; Car] L. Weston, agent, Rock Island Lines; A. L. 
Sauer, traffic manager, Des Moines Steel Company; E. L. 
Dutcher, traffic manager, Swift and Company. Beginning and 
advanced classes in traffic management will be sponsored by 
the club this fall and winter at the Chamber of Commerce 
rooms, Equitable Building. Class meetings will be held on 
Wednesday evenings, beginning October 7. 





The Pacific Traffic Association of San Francisco held a 
steamship night dinner meeting at the Palace Hotel September 
29. A. R. Lintner, Pacific coast director, War Shipping Ad- 
ministration, was guest speaker. The meeting was attended by 
Major General Frederick Gilbreath, commanding officer, San 
Francisco Port of Embarkation, U. S. Army; Colonel John H. 
Mellom, superintendent, U. S. Army transport service; Colonel 
Andre L. Violante, executive officer and general manager of 
operations, U. S. Army transport service, and other representa- 
tives of the armed services. ‘There was a program of enter- 
tainment, arrangements for which were made by a committee 
headed by Bob Norton. The club’s Tuesday traffic forum held 


a round table luncheon meeting, September 29, at the Palace 
Hotel. 





The Traffic Club of Newark, N. J., will hold its annual 
election October 5. Nominees for office include: For presi- 
dent, Richard M. Regan, traffic manager, Irvington Varnish 
and Insulator Company, and Fred J. Folkes, general traffic 
manager, Crocker-Wheeler Electrical Manufacturing Company; 
first vice-president, James L. McFadden, McFadden Foreign 
Freight, and Robert De Kroyft, commerce attorney; second 
vice-president, Frank E. Kearney, sales manager, Lackawanna 
Warehouse Company, and Charles J. Feltham, division pas- 
senger agent, Lackawanna Railroad; treasurer, Daniel J. 
Crecca, manager, New Jersey Motor Truck Association, and 
Edward C. Kane, traffic manager, Murphy Varnish Company; 
members, board of governors, three to be elected, John E. 
Misner, traffic manager, Waitt and Bond Company; William A. 
Grove, division freight agent, Lehigh Valley Railroad; Herbert 
H. Pincus, traffic manager, American Abrasive Metals Com- 
pany; Nicholas J. Edwards, traffic manager, Calco chemical 
division, American Cyanamid Company; Albert J. Muller, trav- 
eling freight agent, Lackawanna Railroad; Joseph A. Ready, 
traffic manager, Monroe Calculating Machine Company. The 
educational committee will present an analysis of current busi- 
ness trends. Ralph Starkey is chairman of the committee. 
The forum group will hold a meeting October 12. 





Rear Admiral Hayne Ellis spoke on civilian defense at a 
luncheon meeting of the Traffic Club of Kansas City Septem- 
ber 28. M. E. Sillin is chairman of the luncheon committee. 





_ Col. John N. Hauser, of the New Orleans Port of Embarka- 
tion, spoke on “Persia and the Middle East,” describing trans- 
portation conditions as he had observed them, at a luncheon 
meeting of the Traffic Club of New Orleans September 28. The 
following have been elected members of the nominating com- 
mittee: H. A. Carriere; E. B. deVilliers; A. J. Tomassi; E. 


G. Boh; Lieut.-Col. Calvin H. Whittle; A. J. Spuchon, and W. 
H. Wunne. 





George A. Schums, traffic manager, Harnischfeger Cor- 
poration, Milwaukee, spoke on activities of the Mid-West 
Regional Shippers’ Advisory Board and its vigilante commit- 
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tees at a recent meeting of the Women’s Traffic Club of Mil- 
waukee. Esther Paul, chairman of the program and educa- 
tional committee, spoke on plans to hold a boss’ night meeting 
and on the opening of a class in transportation, October 21, 
at the Marquette University labor college, to be conducted by 
P. S. Palmer, professor of transportation. 





The Transportation Club of Decatur, Ill., will hold its 
annual dinner at the Hotel Orlando October 13. 





The Motor City Traffic Club of Detroit will hold its annual 
“feather party” at the General Motors Auditorium November 
4. Ray T. Mason is general chairman of committees on ar- 
rangements. Bingo games will be played. 





The Traffic Club of Houston held its annual fall golf and 
horseshoe pitching tournaments and stag party, September 29, 
at the Golfcrest Country Club. R. G. Barnes is chairman of the 
golf committee and C. O. Elmer heads the stag party committee. 

The Metropolitan Traffic Association of New York, sup- 
plementing its announcement of nominations of candidates for 
election to office (see Traffic World, Sept. 26, p. 745), has an- 
nounced the following nominations of candidates for election as 
members of the board of governors: Otto Olsen, Philip Morris 
and Company; James R. Allen, Norfolk Southern; Joseph A. 
Dowling, Central of Georgia Railway. 





Representatives of the speakers’ bureau of the U. S. Navy 
spoke at a navy day luncheon meeting of the Traffic Club of 
Minneapolis October 1. F. N. Replogle was chairman. 





John J. McDonough, mayor of St. Paul, Minn., spoke on 
“Predictions of Things to Come” at a luncheon meeting of the 
Transportation Club of St. Paul September 29. The program 
was arranged by Ed. A. Braak. 





Newton B. Barker, commanding officer for the U. S. 
Marine recruiting station at Dallas, Tex., spoke and showed 
pictures of marines in training at a luncheon meeting of the 
Transportation Club of Dallas September 28. The program was 
arranged by a committee headed by J. N. Hunt. The board of 
governors has elected the following as officers of the bowling 
league: President, D. W. Mackey; vice-president, W. T. Ruther- 
ford, and secretary-treasurer, A. G. Cassell. 





Sherman Rogers, lecturer, spoke on “What Are We Going 
to Do About It?” at a monthly luncheon meeting of the Bir- 
mingham, Ala., Traffic and Transportation Club September 24. 
R. L. Parker was chairman of the committee on arrangements 
for the meeting. 





Roy Long, district manager at Los Angeles for the O. D. T. 
division of motor transport, spoke on “Economy in Transporta- 
tion’ at a luncheon meeting of the Los Angeles Transportation 
Club September 28. Members attended a dinner meeting of the 
Los Angeles women’s club September 30. 





The Traffic Club of Wilmington, Del., will hold a meeting 
at the Y.M.C.A. October 7. Business will include the selection 
of a nominating committee. There will be refreshments. The 
club will hold a trapshooting tournament and oyster dinner at 
the range and clubhouse of the Wilmington Trapshooting Asso- 
ciation October 15. The affair is being arranged by the club’s 
sports committee, R. J. McCormick, chairman. 





The Traffic Club of Fargo, N. D., will hold its annual ladies’ 
night dinner at the Gardner Hotel October 7. There will be 
games and entertainment. Color films, furnished by the North- 
west Airlines, will be shown. 


PROPELLER CLUB MEETING 

The Propeller Club of the United States and the American 
Merchant Marine Conference will hold a convention at the 
Waldorf Astoria Hoiel, New York, October 16 and 17. Among 
the speakers will be Rear Admiral Emory S. Land; Rear Ad- 
miral Howard L. Vickery, vice-chairman of the Maritime Com- 
mission, and Captain Edward Macauley, deputy administrator 
of the War Shipping Administration and a member of the Mari- 
time Commission. Rear Admiral Land will speak at the annual 
dinner, the evening of October 16. 


W. S. A. RATE ORDERS 
The War Shipping Administration has issued rate order 
No. 121 prescribing maximum rates and charges on petroleum 
coke in bulk from U. S. Gulf ports to Santiago, Cuba. It has 
issued rate advice No. 15 authorizing rates and surcharges on 
nitrate of soda from Chile to James Island, British Columbia. 
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Railway Accidents 


In 1941, 5,086 persons were killed and 37,811 injured in 
railway accidents of all kinds as reported to the Commission. 
Compared with the previous year’s totals, the -fatalities in- 
creased 10.28 per cent, and the nonfatal injuries increased 27.78 
per cent. 

The foregoing figures are set forth in accident bulletin No. 
110 covering steam railway accidents in the United States in 
the calandar year 1941, prepared by the Bureau of Transport 
Economics and Statistics of the Commission. Copies are for 
sale by the Superintendent of Documents, Washington, D. C., 
for 25 cents each. 

The bureau said, in its introductory comments, that the 
greater percentage of increase for the nonfatal injuries was 
explained principally by the fact that there was a much larger 
increase in accidents to employes than to other classes of per- 
sons. Among employes, injuries predominated over fatalities 
to a much greater extent than among other classes of persons 
taken as a whole. 

The number of train-miles was 10.87 per cent greater in 
1941 than in 1940, or almost the same as the 10.28 per cent 
increase in fatal injuries to all classes of persons. The fatality 
rate “per million train-miles” for 1941 was 5.25 compared with 
5.28 for 1940 and compared favorably with the average rate 
for the past decade. The nonfatal injury rate “per million 
train-miles” was 39 for 1941, “which is higher than the rate for 
the previous 3 years, but approximately that for the years 1936 
and 1937,” the bureau said. 

Neither casualties nor train-miles had reached the level 
of the 1930 base year, but, the bureau said, “the trend in 
—_—" is generally in the same direction as that of train 
miles.” 

There was a marked reduction in passenger fatalities in 
railway accidents in 1941 compared with 1940. Im 1941, 42 
passengers (including travelers not on train) were killed in 
railway accidents of all kinds, whereas in 1940, 82 passenger 
fatalities were reported, the largest number since 1929 in 
which year 100 were reported. The number of nonfatal in- 
juries to passengers in 1941 was 3,781 compared with 3,344 in 
1940. This the bureau said, was an increase of 13.07 per cent, 
but the rate by the billion passenger-miles in 1941 was lower 
than in the previous year. 

Three passengers (travelers not on trains) were killed and 784 
injured in nontrain accidents in 1941. A total of 135 employes on 
duty were killed and 14,243 injured in non-train accidents in 
1941. There was an increase of 40.87 per cent in 1941 over 1940 
in the number of temporary injuries to employes. Permanent 
nonfatal and permanent subsequently fatal injuries increased 
36.4 and 14.93 per cent, respectively, in those years. With 
respect to employes, the aggregate disability from temporary 
and permanent nonfatal injuries in 1941 amounted to 1,071,892 
days which, according to the bureau, “at an estimated rate of 
pay of $5 per day, would indicate an economic loss in time 
amounting to $5,359,460.” In 1941 the number of fatal in- 
juries received by yard trainmen by the 1,000 in service was 
the highest since 1929. 

In 1941 2,146 trespassers were killed in railway accidents 
of all kinds. This was an increase of 5.87 per cent over the 
number killed in 1940, but less than in any of the 10 years 
preceding 1940. Nonfatal injuries to trespassers in 1941 in 
railway accidents totaled 1,851, a reduction of 10.10 per cent 
under the number reported in the preceding year. In total 
casualties (killed plus injured), the reduction in 1941 
amounted to 2.18 per cent. 


The railways reported 4.320 rail-highway crossing acci- 
dents in 1941, representing an increase of 5.26 per cent over 
the number reported in the preceding year. Resulting cas- 
ualties in 1941 were 1,931 persons killed and 4,885 injured, 
representing increases of 6.8 per cent and 5.46 per cent, re- 
spectively, over 1940. 

In 1941 motor vehicles were involved in 90.16 per cent of 
all rail-highway crossing accidents. Fatalities in these acci- 
dents constituted 4.23 per cent of the total number of persons 
killed in motor vehicle accidents in the United States in that 
year. 

The bureau said that although there was an increase in 
the number of accidents at grade crossings and resulting cas- 
ualties in 1941 over 1940, in relation to train-miles and auto- 
mobile registration, in the rates by the million were lower in 
1941. Rail traffic, it said, appeared to have more influence 
on the number of casualties occurring in rail-highway accidents 
than automobile registration. 


Accidents resulting from train operation in which the dam- 
age to railway property exceeded $150 were classified as train 
accidents, whether or not there were resulting casualties to 
persons, the bureau said. In 1941, 9,401 accidents of this type 
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were reported by the railways in which 295 persons were killed 
and 2,137 injured. In comparison with the preceding year, 
these totals represented an increase of 32.3 per cent in the 


number of accidents, a decrease of 13.74 per cent in fatal in- fF 


juries and an increase of 37.34 per cent in nonfatal injuries, 
As to train accidents in relation to locomotive-miles, the bu- 
reau said the rate for 1941 was higher than that for any of the 
preceding 10 years but was still below the level of the rates 
for the years from 1922 to 1930. 


New Jersey-Delaware Canal 


Secretary Stimson, of the War Department, has submitted 
to Chairman Bailey, of the Senate commerce committee, an 
adverse report on S. 2667, a bill to join the northern and 
southern parts of the Atlantic intracoastal waterway by con- 
struction of a canal across a section of New Jersey, fro Raritan 
Bay to the Delaware River near Bordentown, N. J. (see Traffic 
World July 25, p. 232). 

In a letter received by Chairman Bailey September 28, 
Secretary Stimson said the War Department “fully recognized” 
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that such a connecting waterway would have both a war and | 


peacetime value, but that it would take several years to com- 
plete it and that immediate undertaking of the work would be 
impracticable “on account of the need for devoting available 
men and material to work of more importance to the actual 
prosecution of the war.” 


From an authentic source it was learned that the army 
board of engineers had approved the project, as a barge canal, 
estimated to cost about $145,000,000, and that, subsequently, 
Major General Eugene Reybold, chief of army engineers, had 
recommended its expansion to ship canal dimensions on the 
ground that such expansion would provide benefits that would 
justify the estimated additional cost of about $40,000,000. The 
proposed canal has been designated as “the missing link” in the 
Atlantic intracoastal waterway system. J. Hampton Moore, of 
Philadelphia, Pa., president of the Atlantic Intracoastal Water- 
way Association, which organization has advocated construc- 
tion of this “missing link,’ was in Washington recently, seeking 
congressional support for S. 2667, introduced by Senator Davis, 
of Pennsylvania, or H. R. 7397, a companion bill introduced by 
Representative Sutphin, of New Jersey. 

The text of Secretary Stimson’s letter to Senator Bailey 
follows: 


Reference is made to your letter of July 22, 1942, requesting the 
views of this department regarding Senate Bill 2667, ‘‘To promote 
the national defense and to facilitate and protect the transport of 
materials and supplies needful to the Military Establishment and 
essential to domestic requirements through safe and adequate inland 
waterways by the immediate authorization and construction of the 
New York Bay-Delaware River section of the Atlantic Intracoastal 
Waterway as now connected and made navigable from New England 
to Florida.’’ 

The purpose of the bill is to authorize the immediate construc- 
tion of a canal extending across the state of New Jersey from the head 
of Raritan Bay, an arm of New York Bay, to the Delaware River near 
Bordentown. A canal between these points would unite the completed 
northern and southern sections of the Atlantic Intracoastal Waterway 
and provide a safe and uninterrupted route for vessels of light draft 
along the entire Atlantic seacoast from Florida to New York and New 
England points, and into the Great Lakes. That such a connecting 
waterway would have both a war and peacetime value, justifying its 
construction when conditions favorable to undertaking the work pre- 
vail, is fully recognized by the department. It is deemed proper to 
point out, however, that it would take several years to complete the 
construction of such waterway. Moreover, the immediate undertaking 
of the work of construction would be impracticable on account of the 
need for devoting available men and material to work of more im- 
portance to the actual prosecution of the war. 

In the circumstances, the Department feels that legislation au- 
thorizing the construction of the canal should be deferred and recom- 
mends, therefor, that the bill, S. 2667, be not enacted. 

The Bureau of the Budget advises that there is no objection to the 
presentation of this report. 


The Bureau of the Budget said the project would not be in 
accord with the program of the President. 


ARIZONA LIMITED NOT TO RUN 


The Arizona Limited, passenger train heretofore operated 
in the winter season between Chicago and southern Arizona 
points by the Rock Island and the Southern Pacific, will not 
be in service in the 1942-1943 season, according to an arl- 
nouncement by the passenger departments of the two railroads. 
Cancellation of the service was made, according to the an- 
nouncement, “to conserve equipment, motive power and mar- 
power for the movement of essential war traffic.” The Golden 
State Limited and the Californian, all-year Chicago-California 
trains, will continue to operate and will provide service t0 
southern Arizona, the announcement says. 
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Digest of New Complaints 





No. 28886, Alabama Asphaltic Limestone Co., Birmingham, Ala., vs. 
Aberdeen & Rockfish et al. 

Rates and charges, asphaltic limestone, Margerum, Ala., to points 
in Ill., in violation of sections 1 and 3, the undue preference alleged 
being for shippers of sand, gravel, slag, and other so-called ‘‘ordi- 
nary road aggregates,’’ from and to divers points from and to 
which rates were prescribed by the Commission in No. 25059, re- 
ported in 194 I. C. C. 273. Asks reparation and hearing at Bir- 
mingham, Ala. (C. Eugene Fowler, 844 Martin Bldg., Birmingham, 
Ala.) 

. 28874, Sub. 1, Coeburn Produce Co., Coeburn, Va., vs. N. & W. and 
B. & O. 

Unreasonable charges, 
O. Asks reparation. 
Pa.) 

. 28887, Northern Colorado Coals, Inc., Denver, Colo., vs. A. T. & 
S. #. et al. 

Rates, bituminous and sub-bituminous coal, mines in so-called 
group 36 in the counties of Boulder, Jefferson or Weld, Colo., to 
points in Colo., Neb., Wyo., S. D., and Kan., in violation of 
section 3, the undue preference alleged being for mines in groups 
10, 14, 18 and 38 in Colo. and Wyo. Asks rates. (Frank A. Wachob 
and A. H. Vogl, 806 Patterson Bldg., Denver, Colo.) 

. 28888, Middle States Fuels, Inc., Chicago, Ill., vs. A. T. & S. F. 
et al. 

Rates, bituminous coal, between points in Ill., and points in Wis., 
in violation of sections 1 and 3, the undue preference alleged being 
for producers and shippers of coal in southern Ill., and related 
origin groups in Ill., Ind., and western Ky. Asks a cease and 
desist order and reasonable rates. (A. J. Christiansen, Room 1708, 
310 South Michigan Ave., Chicago, Ill.) 


scrap iron, Coeburn, Va., to Zanesville, 
(C. Peyton Collins, 207 Rauch Bldg., Crafton, 


GENERAL BOX ASSEMBLY CHART 

The General Box Company of Chicago has prepared an 
instruction chart, illustrated with photographs and drawings, 
describing steps for assembling and closing the all-bound boxes 
it produces. The box consists of a one-piece shook, packed flat 
and two-thirds assembled for storage economy and strength. 
Nails are not needed to complete assembly, wire loops being 
used, with the aid of inexpensive tools, to bind the boxes. The 
method, it is claimed, permits quick assembly and gives excep- 
tional strength to the box. 


HOUSEHOLD GOODS CARRIERS’ MEETING 


James F. Duncan, secretary of the Household Goods Car- 
riers’ Bureau, has announced that the seventh annual meeting 


of the bureau will be held October 16 and 17 in St. Louis,’ 


Mo. The announcement said that because of prevailing war 
conditions the convention program would be confined to busi- 
ness matters, including discussion of Office of Defense Trans- 
portation orders and “other subjects related to the war effort.”’ 


TOWMOTOR LIFT-TRUCK MANUAL 


Towmotor Company, Cleveland, O., has issued a new book- 
let, “The Inside Story of Towmotor, The One-Man Gang.” It 
explains what a lift-truck is and what performances should be 
expected from it, and sets up standards by which the suitability 
of various types for particular jobs should be judged. Heavily 
illustrated, the booklet is intended as an aid to the selection, 
by the purchasing executive, of lift-truck equipment. Its 
pictures and diagrams are designed to translate engineering 
rrinciples into terms easily to be understood by the non-tech- 
nical man. The booklet is divided into six chapters covering 
design; frame construction; lifting and stacking mechanism; 
operating and control mechanism, and servicing and mainte- 
nance features. 


U. S. TRUCKS VIA CANADA 


Civic ceremonies at Detroit and Port Huron, Mich.; Niagara 
Falls, Ont., and Buffalo, N. Y., at noon October 2, marked 
the opening of Canadian highways to common carrier trucks 
en route between points in the United States. Permission to 
use the highways by American vehicles will reduce highway 
distances from the Michigan points to points in the eastern 
part of the United States by from 106 to 210 miles. 

Only motor carriers certificated by the Commission to 
operate between American points of exit and re-entry will 
be permitted to use the route, and these must obtain perm‘ts 
from the provincial government of Ontario. Fourteen opera- 
tors have such Commission certificates. Five routes are avail- 
able—one each between Port Huron and Buffalo and Port 
Hvron and Niagara Falls; one between Detroit and Niagara 
Falls, and two between Detroit and Buffalo. 
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Vehicles will be taxed one dollar for each trip through 
the province. Drivers will not be required to carry passports, 
but must have birth certificates in their possession. Closed 
trucks only may be used, and each must be sealed and inspected 
at points of entry and exit. 


MILWAUKEE ROAD WAR BOND CAR 


A Milwaukee Road passenger coach, painted with a red, 
white and blue design, with the inscription, ‘Buy War Bonds,” 
on its sides, was inspected at the Chicago Union Station, Octo- 
ber 1, by officials of the Treasury Department and company 
officials. The car was to be placed in operation, October 2, as 
a “traveling billboard” designed to stimulate the sale of war 
bonds. It is planned to have the car visit all cities on the 
railroad’s 11,000-mile system. Attending the inspection were: 
H. A. Scandrett, chief executive officer for the company; J. 
T’. Gillick, chief operating officer; E. B. Finegan, chief traffic 
officer, and other company representatives; Norman B. Collins, 
Illinois state administrator for war bond purchases, and other 
treasury department officials. Employes of the company’s Mil- 
waukee shops planned and executed the design. 


FOREIGN SHIPS IN PUERTO RICO TRADE 
The Treasury Department has issued a ruling, waiving sec- 
tion 27 of the merchant marine act, as amended, so as to per- 
mit vessels of foreign registry to transport merchandise be- 
tween points in Puerto Rico and points in continental United 
States without violating provisions of the coastwise laws. The 
department has designated its decision as T. D. 50729. 


M. C. AND W. S. A. FORMS 


The War Shipping Administration has issued its general 
order No. 21, prescribing forms for service agreements with 
general agents, agents, berth sub-agents and sub-agents han- 
dling vessels for the W. S. A. It has also issued supplement 
No. 7 to its general order No. 12, defining the term “berth 
sub-agent.” 

By supplement No. 1 to its amended general order No. 
39, the Maritime Commission has approved revisions in forms 
for making cargo and passenger reports. 


WATERWAY SURVEYS BY ARMY ENGINEERS 


Except under special conditions, the U. S. army corps of 
engineers had not undertaken and would not undertake, after 
August 1, any surveys involving proposed waterway improve- 
ments, it was stated at the House rivers and harbors commit- 
tee, September 28. This information was based on a letter ad- 
dressed to the committee chairman, Representative Mansfield, 
of Texas, by Major General Robbins, assistant to the army 
chief of engineers. Major General Robbins said the War De- 
partment had been advised prior to August 1, by the director 
of the Bureau of the Budget to complete or suspend by that 
date the surveys that were then under way, unless it could 
be shown that a survey in a particular area was necessary for 
the proper integration of plans for that area. 


BOOK ON RAIL PASSENGER FARES 


Announcement has been made of publication of a book, 
“The Story of Railroad Passenger Fares,” written by Clyde 
H. Freed, chief clerk, ticket office, Union Station, Washington, 
D. C. It consists of 300 pages and is divided into three parts. 
The first describes other-than-rail passenger transportation up 
to 1887 and gives a history of railroad passenger fare levels 
from 1887 to and including March, 1942, when the Commission 
issued its order in Ex Parte 148. The second part treats of 
regulation by the Commission of passenger fares, and the third 
describes regulation by state railroad commissions of intra- 
state passenger fares. 


TANKER CONSTRUCTION 


Rapidly increasing production of Liberty ships, together 
with an expanded program for turbine production, had made it 
possible to divert some of the existing shipbuilding facilities 
from the construction of Liberty ships to tankers, the Maritime 
Commission announced. 

In this connection, the commission announced the award 
of a contract to the W. A. Bechtel Co., Sausalito, Calif., for 
the construction of 22 large tankers. The Bechtel company 
had a contract for the construction of 34 Liberty ships, but on 
completion of 12 of these ships the yard will build tankers, the 
commission said. It added: 

Under its new tanker contract the Bechtel yard will complete its 
first vessel in May, 1943, and the remaining 21 ships will be delivered 
into service by the end of the same year. The vessels, which are of 
the T2-SE-Al1 design, are 523 feet in length, 68 feet in beam and 39 
feet in depth. The Maritime Commission ship construction program 


which calls for 2,300 new ships by the end of 1943 includes more than 
300 tankers. 
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OT. tems in the docket marked with an asterisk (*) have been 
since the last issue of THs Trarric Wortp. New assignments 
the Commission’s docket of dates later than herein shown 
bear asterisks when they do appear. Current cancellations 
announced too late to show the change in this 
docket will be noted elsewhere. 


RE: 
f 


October 5—Akron, O.—Mayflower Hotel—Jt. Bd. 117: 
MC 30311 Sub. 2—Freight, Inc., Akron, O. 
MC 47538 and MC 11315—W. A. Givens, Akron, O. 
MC 52844—Akron, Cleveland, Dover and Mansfield Express, Akron, O. 


October 5—Albany, N. Y.—Federal Bldg.—Examiner Cantrell: 
1. & S. M-2036—Anthracite coal, Pa. to N. Y. points. 
October 5—Chicago, IIl.—Sherman Hotel—Jt. Bd. 149: 
MC 66562 Sub. 346 and 413—Railway Express Agency, Inc., New York, 
N. Y., certificate to extend operations. 


October 5—Denver, Colo.—Shirley-Savoy Hotel—Examiner Olentine: 
MC 88413 Sub. 4—M. & M. Truck Co., Denver, Colo. 
MC 103329 Sub. 1 EX—Armel Star Mail Route, Wray, Colo., certifi- 
cate of exemption. 


October 5—Raleigh, N. C.—State Comm.—Jt. Bd. 2: 
MC 3605—Greensboro-Fayetteville Bus Lines, Inc., Charlotte, N. C. 


October 5—San Francisco, Calif.—St. Francis Hotel—Examiner Linn: 
MC 67234 Sub. 1—United Van Lines, Inc., St. Louis, Mo. 

October 5—St. Louis, Mo.—Mark Twain Hotel—Examiner Garofalo: 
MC 35484—Viking Freight Co., St. Louis, Mo. 

October 6—Chattanooga, Tenn.—U. S. Ct.—Examiner McGrath: 
Fourth section appl. 19929—Coal to Chattanooga, Tenn. 


October 6—Chicago, IIl.—Sherman Hotel—Examiner Stillwell: 
MC 84612 Sub. 1—D. L. Darling Trucking Co., Grand Rapids, Mich.. 
certificate to extend operations. 
October 6—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 56: 


MC 52301 Sub. 1—L. Elder, Benkelman, Neb., certificate to extend 
operations. 


October 6—Philadelphia, Pa.—Hotel Philadelphian—Jt. Bd. 67: 
MC 73865—H. F. Gannon, Holyoke, Mass. 


October 6—Philadelphia, Pa.—Hotel Philadelphian—Examiner Jackson: 
MC 103898—G. C. Lane, Chester, Pa., certificate. 
October 6—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 75: 
MC 61721 Sub. 1—Overland Freight Transfer Co., San Francisco, 
Calif., permit to extend operations. 


October 6—St. Louis, Mo.—Mark Twain Hotel—Jt. Bd. 135: 
MC 103687—Lacy’s Service, St. Louis, Mo., certificate. 
MC 103773 Sub. 1—Quickheet Fuel Oil Co., E. St. Louis. Ill., permit. 
October 7—Indianapolis, Ind.—U. S. Court—Jt. Bd. 72 and Examiner 
Garofalo: 
MC 60037—Ballard Transfer, Evansville, Ind., certificate or permit. 
MC 93035 Sub. 3—Nelson Trucking Co., Burket, Ind.. certificate to 
extend operations. 
1. & S. M-2066—Bags, etc., points in central states to Ind. points. 


October 7—Omaha, Neb.—Hotel Fontenelle—Examiner Olentine: 

MC 20435 Sub. 2—Sorensen Bros., Hamlin, Ia., certificate to extend 
operations. 
MC 51844 Sub. 
operations. 


October 7—Philadeiphia, Pa.—Hotel Philadelphian—Jt. Bd. 67 and 42: 

MC 87880 Sub. 2—W. H. Bair, Hamilton Square, N. J., certificate to 

extend operations. 

MC 103878—D. Katz and Sons, Stroudsburg, Pa., certificate. 
October 7—Philadelphia, Pa.—Philadelphian Hotel—Examiner Winston: 
* MC F-1958—Cross Transportation, Inc., purchase, H. Fink. 

* MC F-1959—Cross Transportation, Inc., purchase, M. L. Lahn. 


October 7—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 75: 
MC 78786 Sub. 110—Pacific Motor Trucking Co., San Francisco, Calif., 
certificate to extend operations. 
October 7—Washington, D. C.—Argument: 
MC 222—Liberty Motor Freight Lines, Inc., common carrier ap. 
MC 222 Sub. 1—Liberty Motor Freight Lines, Inc., extension, Rouses 
Point, N. Y. 


October 8—Atianta, Ga.—Hotel Atlanta Biltmore—Examiner McGrath: 
1. & S. 5120—Routing lumber and fruits, south to C. F. A. 
October 8—Chicago, I!!|.—Sherman Hotel—Jt. Bd. 149 and Examiner 
Stillwell: 
MC 93189—Carney Express, Chicago, IIl., certificate. 
MC 102511 Sub. 3—Morgan Drive-Away Co., Elkhart, Ind., certificate 
to extend operations 
MC 103933—Akins Transfer, La Porte, Ind., certificate. 


October 8—Chicago, I!|._—Sherman Hotel—Examiner Stillwell: 
* MC 103993 Sub. 2—Morgan Drive-Away, Inc., Elkhart, Ind., certifi- 
cate to extend operations. 


October 8—Los Angeles, Calif.—New Rosslyn Hotel—Examiner Stiles: 
Ex Parte 72 Sub. 1—Regulations concerning class of employes and 
subordinate officials—drivers, Los Angeles Motor Coach Co. 
October 8—Omaha, Neb.—Hotel Fontenelle—Jt. Bds. 92 and 138: 
MC 530 Sub. 1—J. H. Frederickson & Son, Harlan, Ia., certificate 
to extend operations. 
MC 1038828—L. C. Mosel, Plainview, Neb., certificate. 


1—Vic Godfrey, Elliott, Ia., certificate to extend 
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October 8—Philadelphia, Pa.—Hotel Philadelphian—Examiner Jackson: 
MC 87047—McDonnell Hauling & Rigging Co., Philadelphia, Pa., cer. 
tificate or permit. 
October 8—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 75: 
MC 936 Sub. 12—Valley Motor Lines, Inc., Fresno, Calif., certificate 
to extend operations. 
October 8—Washington, D. C.—Examiner Cremins: 
* Finance 13500—Tampa Northern reorganization. 
October 9—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner McGrath: 
1. & S. 4731—Granite and marble to Colo. 
1. & S. 5141—Stone, south to western trunk line territory. 
October 9—Brooklyn, N. Y.—St. George Hotel—Examiner Winson: 
* MC F-1927—A. J. Novick, purchase, Cook’s Transportation Line, Inc, 
October 9—Chicago, IIl.—Sherman Hotel—Examiner Garofalo: 
MC 30041 Sub. 2—Amstadter Storage & Van Co., Inc., Chicago, IIl., 
certificate to extend operations. 
October 9—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 145 and 142: 
MC 12268—Auto Travel Arrangers, Minneapolis, Minn., license. 
MC 68506 Sub. 1—Olson Transfer Co., Stillwell, Minn., certificate to 
extend operations. 
October 9—Omaha, Neb.—Hotel Fontenelle—Examiner Olentine and Jt. 
Ba. i137: 
1. & S. M-2070—Dairy products, etc., to and from Ill., Kan., and Mo. 
points. 
MC 102831 Sub. 1—Atlantic Transfer, Atlantic, Ia. 
October 9—Philadelphia, Pa.—Hotel Philadelphian—Examiner Jackson 
and Jt. Bd. 67: 
MC 48551 Sub. 2—R. A. Detwiler, 
extend operations. 
MC 52616 Sub. 1—Gerson Transportation, Bridgeton, N. J., certificate 
to extend operations. 
October 9—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 78: 
MC 75812 Sub. 22—Lang Transportation Corp., Los Angeles, Calif., 
certificate to extend operations. 
October 9—Washington, D. C.—Examiner Cremins: 
* Finance 13417—M. & St. L. receivership. 
October 10—Brooklyn, N. Y.—St. George Hotel—Examiner Winson: 
* MC F-1901—Albert Maund, Inc., purchase, G. D. Monaghan. 
October 10—Chicago, I!l.—Sherman Hotel—Jt. Bd. 21: 
MC 52656—Murphy Motor Express, Maywood, Ill. 


October 10—Minneapolis, Minn.—Hotel Nicollet—Examiner Stillwell: 
1. & S. M-1974—Lee Truck Line to and from Minn., N. D., and Wis. 
October 10—Philadelphia, Pa.—Hotel Philadelphian—Examiner Jackson: 
MC 29934 Sub. 1—-Biondo Bros. Motor Express, Inc., Bridgeton, N. J., 
certificate to extend operations. 


October 10—Reno, Nev.—Chamber of Commerce—Jt. Bd. 78: 
MC 11140 Sub. 4—A. Manke and M. Manke, Sparks, Nev. 

October 10—Sioux City, la.—Warrior Hotel—Jt. Bd. 147: 

MC 1037306—Wm. Jansen, Trucker, Boyden, Ia., permit. 

October 10—Sioux City, la.—Warrior Hotel—Jt. Bd. 138: 
MC 103932—H. L. Smith, Chambers, Neb., certificate. 

October 12—Birmingham, Ala.—Hotel Thomas Jefferson—Ex. McGrath: 
23759—Alabama By-Products Corp. et al. vs. A. & W. et al. 
28840—Colorado Fuel & Iron Corp. et al. vs. A. & W. et al. 

October 12—Boston, Mass.—Manger Hotel—Examiner Raley: 

* MC F-1944—P. B. Mutrie Motor Transportation, Inc., purchase, Lupus 

Truck Lines, Inc. 





Phoenixville, Pa., certificate to 


October 12—Bismarck, S. D.—State Capitol Bldg.—Jt. Bd. 24: Ever 
MC 68944 Sub. 2—Western Truck Lines, Inc., Bismarck, S. D.. cer- y 
tificate to extend operations. how te 
October 12—Chicago, IIl.—Sherman Hotel—Examiner Garofalo: cated - 
MC 37629—Tarbet Trucking, Muncie, Ind. 
October 12—Minneapolis, Minn.—Nicollet Hotel—Examiner Stillwell: | Tha 
1. & S. M-2092—Split pick-up and delivery rules at Chicago and Twin can s( 
Cities. hi 
October 12—Newark, N. J.—State Comm.—Jt. Bd. 67: to shi 
MC 103721 Sub 1—O. W. Sickels, Palmerton, Pa., certificate. cal ex 
MC 103724 Sub. 1—C. H. Strohl, Lehighton, Pa., certificate. 
MC 103850—V. Morris, Walnutport, Pa., certificate. a way 
October 13—Boston, Mass.—Hotel Manger—Examiner Naefe: shippe 
MC 38551 Sub. 3—Ramus Trucking Line, Inc., Cleveland, O. On 
October 13—Boston, Mass.—Manger Hotel—Examiner Raley: f d 
* MC F-1951—Refiners Transport & Terminal Corp., purchase, Leander oun 
G. Tait. of mo 
October 13—Brooklyn, N. Y.—Hotel St. George—Examiner Jackson: lar. 
MC 102942—M. G. Vadasz, Astoria, Long Island, N. Y. é oe 
MC 100598 Sub. 1—Kotze’s Express, North Merrick, Long Island, In mis 
N. Y., permit to extend operations. in lo 
a 
October 13—Chicago, I!1.—Sherman Hotel—Examiner Garofalo: a 
MC 3455 and MC 3456 and Sub. 2—Mutual Trucking Co., Toledo, O. were 
October 13—Grand Rapids, Mich.—U. S. Court—Examiner Jordan: lot of 
* Finance 13791—Appl. of P. M. for permission to abandon branch line & gion 
extending from North Greenville to Howard City, Mich. th , 
October 13—Washington, D. C.—Examiner Glover: ° Pi 


Fourth section appl. 19960—Caustic soda to Ampthill, Va. Illi 


October 14—Boston, Mass.—Hotel Manger—Examiner Naefe: answe 
MC 69383 Sub. 2—F. & W. Trucking Co., Boston, Mass., certificate to 

extend operations. Co 

MC 10325—Carpenter’s Transportation, Cranston, R. I. 


MC 103614—Chas. J. Wiemann Co., Boston, Mass., permit. Illino 


RLD 
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WAS ALL 
50 EASY 
AFTER THAT 


Every problem is simple if you know 
how to solve it, no matter how compli- 
cated it may appear. 


That’s why Illinois Central traffic men 
can so often give invaluable assistance 
to shippers. From their years of practi- 
cal experience they can generally find 
away to overcome any difficulty that a 
shipper may be faced with. 


One shipper of canned goods who 
found this out once saved himself a lot 
of money and trouble. He was shipping 
large quantities of canned goods, mostly 
inmixed cars. But there were difficulties 
in loading where two or more receivers 
were involved. Mix-ups were causing a 
lot of extra expense, delay and confu- 
sion, not to mention dissatisfaction on 
the part of customers. 


Illinois Central service found the 
answer, 


Co-operating with the shipper, an 
lllinois Central service man designed a 


special loading chart. This now goes for- 
ward with every order. It shows the loca- 
tion of each shipment in the car, so that 
the receivers can immediately locate 
what they need and unload without delay. 


This is typical of the varied ways in 
which the Illinois Central serves ship- 
pers. Our entire Traffic Department is 
a service organization—enlisted in the 
cause of Victory for the duration—look- 
ing for the opportunity to help. Let us 
prove that teamwork pays off. 
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The Illinois Central operates over these routes, 
connects with more than 150 other American 


railroads. Maintains offices all over America. 
Is manned by more than 38,000 trained and 
experienced workers, equipped to serve ship- 
per or traveler anywhere. 





Personal Notes 


William J. Ryan, former district traffic manager for the 

— Tobacco Company at Louisville, Ky., died Septem- 
er 23. 

Okane J. McGillis, general advertising manager for the 
Great Northern Railway, St. Paul, Minn., died September 27. 
He had served with the company and its subsidiary, the Glac.er 
Park Hotel Company, since 1914. 

Otto Hauptmann, traffic manager, Titche-Goettinger Com- 
pany, Dallas, ‘T’ex., has died. 

R. C. Vaughan, president, Canadian National Railways, 
has been appointed a member and chairman of the board of 
directors, succeeding S. J. Hungerford, who retired from serv- 
ice with the company. Mr. Hungerford, who joined the com- 
pany in 1886 and formerly served as president, will continue as 
president of National Railways Munitions, Ltd., a government- 
owned manufacturing company. James A. Northey, Toronto, 
and Wilfrid J. T. Gagnon, Montreal, have been reappointed 
members of the board for three-year terms. 

Charles M. Kimball has been appointed to the new posi- 
tion of assistant to the vice-president, in charge of safety ac- 
tivities, for the Southern Railway, at Washington, D. C. 

The board of directors of the Pittsburg and Shawmut 
Railroad has elected E. J. Halberg president. M. A. Crawford 
+o elected general counsel. Their offices are at Kittanning, 

a. 

John R. Pott, former employe of the passenger department 
of the Milwaukee Road at Pittsburgh, died at his home at 
Williamsport, Pa., September 22, at the age of 92. 

J. H. Hatcher has been appointed assistant to the vice- 
president, traffic department, Wilmington, N. C., for the Atlan- 
tic Coast Line Railroad. Other appointments include: R. P. 
Jobb, manager, development service, Wilmington; C. H. Battle, 
assistant general freight agent, Miami, Fla.; E. T. Bowen, gen- 
eral agent, Atlanta, Ga., and N. J. Gant, commercial agent, 
Nashville, Tenn. 

Harold C. Mull has resigned, effective October 7, as an 
examiner for the Public Service Commission of Indiana, to en- 
ter the private practice of law at Indianapolis. 

R. G. Cranston has been appointed general inspector of 
transportation for the coast lines of the Santa Fe System at 
Los Angeles. A. N. Summers has been appointed assistant to 
general manager, coast lines, at Los Angeles, 


The Reading Company has announced the following ap- 
pointments: E. L. Dash, acting assistant general freight agent, 
Philadelphia, taking the place of J. C. Beene, who has been 
granted leave of absence to enter military service; H. A. J. 
Kenney, acting division freight agent, Philadelphia, and A. C. 
Levy, acting industrial agent, Philadelphia. 


The Chesapeake and Ohio has announced the following ap- 
pointments: W. W. Fell, division freight agent, Ashland, Ky.; 
Clyde E. Mathias, general agent, Winston-Salem, N. C.; Charles 
N. Page, general agent, Atlanta, Ga., and R. H. Burgin, travel- 
ing freight agent, Tampa, Fla. 

A. F. McKelvie has been appointed superintendent, Cen- 
terville, Ia., division, and W. A. Squires, assistant superin- 
one Creston, Ia., division, for the Chicago, Burlington and 

uincy. 

The Virginian Railway has announced the following ap- 
pointments: L. R. Early, general agent, Washington, D. C.; 
J. A. Bazemore, commercial agent, Wilson, N. C.; R. W. Phillips, 
traveling freight agent, Atlanta; Alfred Hussnatter, traveling 
freight agent, Chicago; P. A. Doran, commercial agent, Roa- 
noke, Va., succeeding H. M. Rand, who has been granted leave 
of absence to join the armed services. 

J. Leland Bass, vice-president, Gulf Carloading Company, 
spoke on opportunities for traffic men in the war period, and 
Arthur Arsham, director of research and training for the Acad- 
emy of Advanced Traffic, New York, spoke on the U. S. Army’s 
use of traffic men, at the first fall meeting of the academy’s 
alumni association at New York recently. 

The New York Central has announced the following ap- 
pointments: J. W. McGowean, trainmaster, Canada division, 
St. Thomas, Ontario; R. F. DeForest, superintendent, Detroit 
division; E. G. Wright, superintendent, Michigan division, Jack- 
son, Mich.; L. J. Robbins, assistant superintendent, Detroit divi- 
sion; T. L. Coughlin, assistant superintendent, Canada division, 
St. Thomas. 

The Trafficmen’s Association of America held a fall golf 
outing at the St. Andrew’s Golf Club, Chicago, September 26. 
Dinner was held after tournament play. A fall dinner dance will 
be held at the Sherman Hotel, Chicago, October 24. 


TRAFFIC WORLD 


H. M. Braswell has been appointed general freight agent 
at Crossett, Ark., for the Ashley, Drew and Northern Railway, 

_E. M. Claypool, publicity director for the Illinois Central, 
has been elected president of the Publicity Club of Chicago. 

Charles J. Wheeler, formerly New England traffic manager 
for the American Sugar Refining Company, has joined the 
U. S. Army as a lieutenant in the transportation corps. 

The Pennsylvania Railroad has announced the following 
appointments: E. W. Saville, assistant general freight agent, 
Pittsburgh, succeeding E. B. Hankey, who died; J. C. Me 
Michael, assistant general freight agent, Pittsburgh; C. & 
Magruder, division freight agent, Pittsburgh, and C. R. Burr, 
district freight agent, Pittsburgh. 

L. W. Shehee has been appointed freight traffic agent for 
the Atlanta, Birmingham and Coast Railroad at Atlanta, Ga, 
to succeed E. T. Anderson who entered military service. 

Leon C. Morrier has been appointed assistant eastern dis. 
trict traffic manager for the United Air Lines at New York. 

John J. Crowley, examiner on the Commis jion’s staff for 
35 years, retired September 30 under the permissive provi- 
sions of the federal retirement law. 

Frank G. Stratton, chief of the Commission’s section of 
dockets, compleetd 50 years of service as a member of the 
staff September 30. He began work with the Commission as a 
messenger boy. 

W. A. Fravel, assistant manager of the Southern Rail- 
way’s insurance department, has been appointed to succeed 
the late E. B. Berry as manager of that department, and 
J. W. Martin, assistant to vice-president, finance, purchasing, 
real estate and insurance departments, has been made assist- 
ant manager of insurance, effective October 1. 

The Wabash Railroad has announced the following ap- 
pointments: J. S. Buchanan, Jr., traveling freight agent, In- 
dianapolis, Ind.; ~~ Davidson, traveling freight agent, Kan- 
sas City, Mo.; E. C. Flynn, superintendent, Montpelier divi- 
sion, Montpelier, O.; L. A. High, superintendent, Moberly divi- 
sion, Moberly, Mo. 


George C. Heidish has been appointed assistant general 
freight agent for the Akron, Canton and Youngstown Railway 
and the Northern Ohio Railway, at Akron, O. Albert J. Wyant 
has been appointed general agent at Pittsburgh, Pa., to suc 
ceed Mr. Heidish. 


October 14—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 305 and 119; 

MC 92410 Sub. 1—Bill Singer, New York, N. Y., certificate to extend 
operations. 

MC 101164—N. Y. S. & W. R. R. Co., New York, N. Y., certificate, 


October 14—Chicago, I!l.—Sherman Hotel—Examiner Garofalo: 
MC 21995 Sub. 1—Safeway Truck Lines, Chicago, Ill. 


October 14—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 145: 
MC 25825—West Central Cooperatives, Inc., Benson, Minn., certificate. 
MC 96406—Myers Truck Line, Baudette, Minn. 


October 14—New Orleans, La.—Jung Hotel—Examiner McGrath: 
Fourth section appls. 19134 and 19361—Roasted coffee from Jackson- 
ville, Fla., New Orleans, La., and Houston, Tex., to Chicago, II. 
Fourth section appl. 19367—Roasted coffee from Texas ports to St. 
Louis and Memphis. 
October 14—Washington, D. C.—Argument: 
28792—Interchange of freight at Boston piers. 


October 14—Washington, D. C.—Examiner Bennett: 
1. & S. M-2059—Sugar, Baltimore, Md., to Berkeley Springs, W. Va. 


October 15—Baltimore, Md.—Public Service Comm.—Examiner Raley: 
* MC F-1936—Refiners Transport & Terminal Corp., purchase, Marshall 
Transport Co., Inc. 


October 15—Baton Rouge, La.—Hotel Heidelberg—Examiner McGrath: 
Ex Parte 104 Part 2—Standard Oil Co. of La. terminal allowance, 
practices of carriers affecting operating revenues or expenses. 


October 15—Billings, Mont.—Commercial Club—Jt. Bd. 79 and 123: 
MC 30337 Sub. 2—F. W. Cloud, Billings, Mont., certificate to extend 
operations. 
MC 63666 Sub. 1—J. Y. Westbrook, Sheridan, Wyo., certificate to 
extend operations. 


October 15—Boston, Mass.—Hotel Manger—Examiner Naefe: 
MC 75872—Boston & Maine Transportation Co., common carrier ap. 
MC 75871—Boston & Maine Transportation Co., contract carrier ap. 
MC 15934—Boston & Maine R. R., common carrier application. 
MC 32585—N. F. Smith and J. F. Partelo, common carrier application, 


October 15—Brooklyn, N. Y.—Hotel St. George—Examiner Jackson: 
MC 86615 Sub. 1—Central Express Co., Lodi, N. J., permit to extend 
operations. 
MC 94823 Sub. 1—W. Crayton, Riverhead, N. Y., certificate to ex 
tend operations. 


October 15—Kendallville, Ind.—Fed. Bldg.—Examiner Jordan: : 
* Finance 13888—Application of Wabash for permission to abandon line 
extending from Helmer to Stroh, Ind. 


October 15—San Francisco, Calif.—St. Francis Hotel—Examiner Linn: 
MC 77038 Sub. 2—North American Van Lines, Inc., Cleveland, 0. 
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Gas or Battery Powered 


More Material Moved 
More Manpower Saved 
More Bottlenecks Eliminated 


The Clark Way Will Meet Your Requirements 
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DIVISION OF CLARK EQUIPMENT COMPANY 


BATTLE CREEK, MICHIGAN, U.S.A. 










We're glad you asked... . because 
there's more than one good hotel in 
in this city. We could name six or 
eight outstanding hotels offering fine 
accommodations at comparable rates. 
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Well then, what hotel should you stop at in 


Detroit? We say you'll like any of our leading 


hotels .... but we ask that you give us a try. 


We think we have a little extra to offer. It's 
difficult to describe this “little extra” but perhaps 
our long standing slogan can say it for us— 


HOTEL FORT SHELBY 


DETROIT 


J. E. Frawley, General Manager 








TRAFFIC WORLD 


October 15—Washington, D. C.—Examiner Job: 


Fourth section appls. 19819, 19936, and 19853—Anthracite coal to Stel. 
ton, N. J. 


Fourth section appl. 19962—Commodity rates from and to Read-Valley, 
N. J. 

October 15—Washington, D. C.—Argument: 
28215—Valley Steel Products Co. et al. vs. A. T. & S. F. et al. 
28708 and Sub. 1—Ott Coal Co. et al. vs. Ann Arbor et al. 

28713 and Sub. 1—Van Dyck Coal Co. et al. vs. Ann Arbor et al. 
28717—F. Hurlbut Co. vs. Ann Arbor et al. 

October 15—Washington, D. C.—Examiner Naftalin: 

1. & S. M-2052—Petroleum products, N. C. to Va. points. 

October 15—Washington, D. C.—Examiner Kirby: 

Finance 2266—Tremont & Gulf Ry. Co., deficit status. 

October 16—Bat2:n Rouge, La.—Hotel Heidelberg—Examiner McGrath: 
28767—Standard Oil Co. of La. vs. A. T. & S. F. et al. 

October 16—Billings, Mont.—Commercial Club—Examiner Olentine: 
MC 42487 Sub. 5—Consolidated Freightways, Inc., Portland, Ore. 

October 16—Brooklyn, N. Y.—Hotel St. George—Examiner Jackson: 
MC FC 16717—Application for substitution of Federal Storage Ware. 

houses, Inc., Newark, N. Y., as applicant in MC 74651 in lieu off 
William Schafer & Son, Inc., Orange, N. J. 

October 16—Decatur, IIl.—Fed. Bldg.—Examiner Jordan: 

* Finance 13887—Application of Wabash for permission to abandon 
line extending from Bement to Sullivan, Ill. 

October 16—Indianapolis, Ind.—State Comm.—Ex. Luce and Jt. Bd. 60: 
MC 42329 Sub. 3 and MC 48—Hayes Freight Lines, Inc., Mattoon, Ill, 
MC 42329 Sub. 4—Hayes Freight Lines, Inc., Mattoon, IIl. 

October 16—San Francisco, Calif.—St. Francis Hotel—Examiner Linn: 
MC 103624—Zephyr Van Lines, Inc., Chicago, Ill. 

October 16—Washington, D. C.—Argument: 
28705—Buchman Manufacturing Co. vs. P. R. R. 

25473 Sub. 1—Ohio-Kentucky Associated Industries vs. A. & W. etal. 


October 17—Boston, Mass.—Hotel Manger—Examiner Naefe: 


1. & S. M-2062—Petroleum products, between eastern and New Eng. 
land points. 


























33rd St. and Huber oe General Office 
S.Wabash Ave. 8th & Kentucky Sts. 
Chicago MOTOR EXPRESS Louisville, Ky. 
INCORPORATED 
Daily Retrigerato: Service Between 


CHICAGO ATLANTA,GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting lines serving all peints » Kentucky, Tennessee, Nerth Carolina, South Carolina and Georgia 


FOR SALE 


We offer 523, 55-ton all-steel, self-clearing DOUBLE HOPPER 
CARS consisting of: 





160 USRA construction; built 1921-1922; with 
A-B brakes; 1,880 cubical feet capacity. 





363 built 1910-1915; with KD-1012 brakes, 
1,683 feet capacity. 


ALL HAVE FULL "U" CAST STEEL TRUCK 
FRAMES 


Purchaser must buy all. 
PRICE: $1,700.00 each f.0.t. Pennsylvania 
TERMS: Cash with purchase. 


DELIVERY CAN COMMENCE IMMEDIATELY AND BE COM- 
PLETED IN ABOUT 60 DAYS—AND VERY POSSIBLY SOONER 


Some $30,000 to $40,000 NEW REPAIR MATE- 
RIALS also available which you may wish to 
have inspected at the same time. 


TIME and EXPEDITION ESSENTIAL and DE- 
SIRABLE. 


Yours for Victory, 


IRON & STEEL PRODUCTS, Inc. 


37 years’ experience 


13450 S. Brainard Ave., Chicago, Illinois 
‘ANYTHING containing IRON or STEEL"' 





